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FOREWORD
In the preparation of the following report certain factors and

considerations have been constantly in mind.

It is almost axiomatic that, from the standpoint of the riding

public, the best service can be provided by a unified street railway

system with universal transfers; also that on a given wage scale

such a unified system under a single management can provide a

given standard of service most economically.

San Francisco, under mandate of the people as expressed in

our Charter, is committed to the proposition of municipal owner-

ship of its public utilities.

The municipality in the operation of its own railway, after

due consideration and by proper legal procedure, has adopted a

standard of wages for its railway employees. In this report, in the

endeavor to evolve an operating plan looking toward the continued

maintenance of the five cent fare, no consideration has been given

to the obvious possibility of a reduction of the wage scale, which

has been considered as a fixed quantity.

As a result of the studies made, it is obvious that even the

unified system cannot be operated on the municipal wage scale on

a five cent fare, nor can the private company maintain its tracks

and equipment in a satisfactory operating condition and render a

proper standard of service on a five cent fare.

The recommendation to cover any deficit in the operation of a

combined municipal system by a subsidy from taxes is considered

to be sound in principle and not without precedent, as witness

New York. Such a plan is believed to be far more desirable than

an increase in the rate of fares.

M. M. CTSHAUGHNESSY,
City Engineer.
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CHAPTER I.

AUTHORITY FOR WORK.
On July 27, 1928 the Board of Supervisors by Ordinance No. 8125 directed the

Board of Public Works to have the City Engineer investigate and report to the

Board of Supervisors upon the immediate and future street railway transportation

requirements of San Francisco. The report was to indicate to what extent and in

what manner the existing street railway trackage and facilities in San Francisco

could best be utilized in meeting present and future transportation requirements, and

what portions of the existing privately owned street railway systems, if any,

should be acquired by the City for use in connection with the expansion of the

Municipal Railway system in providing unified street railway service. The report

was also to indicate the results which might be expected from the municipal oper-

ation of such a unified system, viewed from the point of service to the public and

from the financial aspect. The City Engineer was also to indicate any alternative

method or plan for meeting the transportation requirements, other than purchase of

the property by the City.

The City Engineer and the City Attorney jointly were authorized to make a

valuation of the properties of the California Street Cable Railroad Company and the

Market Street Railway Company, both as a whole and as to such parts thereof as

the City Engineer might report were necessary or desirable for acquisition by the

City. There has already been submitted a report covering the property of the

California Street Cable Railroad Company whose franchises expired on February

seventeenth of this year. The work on this line was pushed ahead of that on the

Market Street Railway on account of the earlier expiration date of its franchises.

A very considerable portion of the franchises of the Market Street Railway Com-
pany expire during the current year, and for that reason it is highly important that

consideration be given to that company's future policy with relation to the people

of San Francisco.

Personnel

As soon as possible after the final approval of the ordinance authorizing the

work, I secured the assistance of Mr. Raymond C. Ashworth and Mr. Bruce W.
Campbell to work in conjunction with Mr. Nelson A. Eckart, Chief Assistant

Engineer, and Mr. Paul J. Ost, Electrical and Railway Engineer, of this office. I

consider that the City was particularly fortunate in securing Mr. Ashworth's services,

as he has been connected with the making of valuations of the San Francisco Street

Railway properties twice in the past, once when connected with the California

Railroad Commission, and again in 1921 when he was employed by me in the

preparation of my report on the property as of that date. Since that time he has

been engaged with Mr. Richard Sachse, Consulting Engineer, formerly Chief Engineer

of the Railroad Commission, in which capacity he has been engaged in the valuation

of the properties of the San Diego Electric Railway, the Honolulu Street Railway,

the Key System in Oakland, and the Los Angeles Railway. It was largely through

the courtesy of Mr. Sachse that he was released to us for work on this particular

problem.

Mr. Campbell, whose attention has been directed specifically to the financial

and operating problems, was also connected with the California Railroad Com-
mission for about ten years; prior to which time he had been with the Portland
Railways. Under the Commission he handled a great many very important cases

dealing with electric railways in all parts of the State. One of these involved a

complete report of the operations of the Pacific Electric Railway System, and
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another a similar report on the Los Angeles Railway. Mr. Campbell left the Railroad
Commission to associate himself with Mr. Sachse, and he has covered the same
systems as Mr. Ashworth.

Mr. R. Vincent Douglas, who has been engaged with the Los Angeles Railway
in making traffic checks and analyses and the preparation of schedules, was loaned
to us by the Los Angeles Railway Company for similar work here. No work of this

kind has been done in San Francisco since 1912. and the data which has been secured
is very illuminating and most interesting.

Mr. C. G. Crockett was assigned as cost engineer in preparing the unit rusts

applied to the inventory. His experience in this line of work alone has covered a
period of about thirteen years; six years of which were spent as cost engineer for the

Interstate Commerce Commission Bureau of Valuation. He also served in a like

capacity during the valuation of the Los Angeles Railway Corporation and of the

San Diego Electric Railways, and for the past several years has been with the

Valuation Department of the Great Western Power Company.

Mr. S. Wilkins was engaged in the field studies made of track depreciation.

His experience especially fitted him for this work as it covers many years as engineer
in charge of maintenance for the Winnipeg Electric Railway Company during which
lime he was associated with the engineers who made two valuations of the property.

He was employed on the valuation of the Los Angeles Railway and In charge of the

forces on the San Diego Electric Railway appraisal. Under H. G. Butler he repre-

sented the East Bay Cities during the valuation of the Key System.

Mr. Laurence V. Degnan. office engineer, regularly attached to my staff under

Mr. Ost, has rendered most effective service in co-ordinating all of the office work.

He first became associated with my office in the making of the 1921 valuation of

the Market Street lines and since that time he has been continuously employed on

Municipal Railway and kindred work. His familiarity wth all of the problems has

made his services most valuable. He has worked early and late in the preparation

of the valuation.

We have been most fortunate in securing the services of these experienced

men to take charge of the various sections of the work. We have also been able to

secure as their assistants, other men with considerable previous experience on valu-

ation work. All of the men have been particularly trained in the work in California,

although many of them have had experience elsewhere.

Among the women employees, the work of Mrs. Ethel Cullen, who has had
to do with the -stenographic and typing work, and of Mrs. Irene Griffin, who has

been responsible for a considerable amount of the work of computation, is particu-

larly worthy of mention.

In order to carry on the work, it was necessary to secure considerable addi-

tional office space and as no room was to be had in the City Hall, arrangements
were made to use three rooms in the Exposition Auditorium.

It was originally expected that the work could be completed in January of

this year. Two unforeseen difficulties were encountered which lesulted in seriously

delaying the work. First, several previous valuations have been prepared for the

Market Street system, the first of these being that made jointly by the California

Railroad Commission and the United Railroads as of December 31, 1916. This was
later brought up to June 30, 1920, by the Engineers of the Commission. As of

June 30, 1921, I submitted a valuation based on the original 1916 inventory, plus

additions and betterments to the date of the valuation. When the H. M. Byllesby

Company took over the property in 1926, they desired a valuation, and one was made
by them as of June thirtieth of that year. For this present report it was thought

that it would not be necessary to make a new inventory. All of these valuations
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were based on the original 1916 joint inventory, with adjustments for additions

and betterments. In making the present valuation it has been necessary to correct

the original inventory for the changes occurring during the past twelve years, and

considerable difficulty was experienced in reconciling the properties found in the

field with the records which were available. In making the estimate as to the cost

and the time of completion, it was expected that the 1926 valuation would bring the

condition of the property up to that date. Such, howover, was not the case and for

many accounts it has been necessary to go into the field and actually make an
inventory.

Second, a great deal of difficulty was experienced in getting men for the

traffic survey work. It was impossible to secure Mr. Douglas' services until Sep-

tember 10, 1928, and owing to the limitations and restrictions of the Civil Service

requirements, much difficulty was encountered in securing and maintaining an

efficient force for making the traffic field checks.

During October, November and December, the work was greatly hampered
by an epidemic of "flu" resulting in the absence of twenty-one individuals for

periods of from one to twelve days.

The purpose of the check of traffic was to show normal week-day travel.

"Weather conditions and holidays affected this travel sufficiently to cause the loss

of twenty-four days time, although the men were used on office tabulations as much
as possible when outside work could not be done.



4

CHAPTER n.

HISTORICAL.
The Market Street Railway Company which took over the operation of the

street railroad lines in San Francisco on April 1, 1921, has a long line of pred-

ecessors; a history of these covering the complete evolution of street railway trans-

portation in San Francisco is set forth in detail in the report of Bion J. Arnold, Pages
411 to 429.

Beginning with the omnibus lines in 1852, transportation facilities have kept
abreast of improvements in the art: however the growth of the system has not kept

pace with the growth of the community. The present system and the manner in which

it is maintained, are comparable to those found in any city of San Francisco's size,

where the street railway systems have passed through these various stages of

development.

The first street railroad in San Francisco was incorporated in 1857, and in

1860 tracks were constructed on Market Street from California Street to Mission

Dolores. This line was steam operated, and a half hour schedule was maintained.

Later steam operation was abandoned and horse car service established. This Com-
pany's success was followed by the incorporation of several other companies which

operated horse car lines in various parts of the City.

The first cable line was put into operation in 1872 on Clay Street. The cable

road was a San Francisco invention designed by San Francisco engineers to meet
the local hilly conditions. Its success resulted in this method of transportation

being adopted not only in San Francisco but throughout the United States within

The Market Street Cable Railway Company was granted franchises in 1879

with lines on Market Street, Valencia Street, McAllister Street, Hayes Street, and
Haight Street. The first of these roads was completed in 1883. The Sutter Street

Railroad Company, which commenced operation in 1865 with horse car lines, was
changed into a cable operated system in 1S76 with a franchise running until 1888,

which was renewed in 1879 by a franchise covering a period of fifty years.

Early in 1879, a new State Constitution was adopted, and prior to January

1. 1880, when it took effect, practically all companies then existing secured fifty year

franchises. This feature is responsible for the large number of franchises held by

the Market Street Railway Company as successors to the earlier companies, which
expire in the year 1929.

The first electric line operated in San Francisco was the San Francisco and

San Mateo Railroad Company, which in 1891 started running from Steuart and
Market Streets to the county line via Steuart Street, Harrison Sreet, Fourteenth

Street, Guerrero Street, and San Jose Avenue.

The Market Street Railway Company was incorporated October 11, 1893. Mr.

Arnold reported that "Southern Pacific interests" were behind the new corporation.

This new company took over most of the existing lines of that date, namely:

Market Street Cable Railway Company.
Market Street and Fairmont Railway Company.
City Railroad Company.
Potrero and Bay View Railroad Company.
Southern Heights and Visitacion Railway Co.

Park and Ocean Railroad Company.
Ocean Beach Railway Company.
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Central Railroad Company.
The Omnibus Railroad Company.
The North Beach and Mission Railway Company.
Ferries and Cliff Railway Company.
Metropolitan Railway Company.

This left the San Mateo, Sutter, Geary, California, and Union Street lines

still operating independently. In 1895 Adolph Sutro built a line via California and

Clement Streets from the end of the Sutter Street line to the Beach. The Market
Street Company had refused to co-operate with him to provide for a five cent fare

to the Sutro Baths. Later the Sutter Street Railway Company took over this line.

The United Railroads to 1913

In 1900 the San Francisco and San Mateo line was purchased by what was
known as the "Baltimore Syndicate." This really was the beginning of the next step

under which the United Railroads of San Francisco was incorporated, March 4,

1902, taking over all the properties of the Market Street Railway Company, the San
Francisco and San Mateo Electric Railroad Company, the Sutter Street Railway

Company, Sutro Railroad Company, Gough Street Railroad Company, and the

South San Francisco Railway and Power Company and combining two hundred and

twenty-nine (229) miles under one management. This incorporation continued to

operate as the United Railroads of San Francisco until April 1, 1921.

Prior to the fire and earthquake of 1906, a very large portion of the com-
pany's lines was cable operated. Many of these old cable lines and their power
plants were so badly damaged by the disaster as to require rebuilding. The con-

ditions were opportune for the installation of electric service wherever the grades

were not prohibitive and consequently during the period from 1906 to 1910 the

United Railroads spent a great deal of money in the reconstruction of cable lines

into electric lines and in the general rehabilitation of the entire system.

It is readily conceivable that a system formed from a large number of com-
peting companies must necessarily include some trackage which was either not nec-

essary or not capable of being efficiently operated in conjunction with other lines

of the system. This was found to be the case with the United Railroads. The Com-
pany took advantage of the opportunity when changing from cable to electric

operation following the fire, to make some needed rearrangements in its trackage.

Other changes have been made from time to time since 1906 so that the system as it

stands today contains fewer pieces of road which may be classed as needless duplica-

tions than would otherwise be expected. These pieces are being eliminated from
consideration in our study for unified operation.

In common with all of the street railways of the United States which have been

in operation for any considerable period of time, capitalization reflects in many ways

the cost of replacing the various types of construction and motive power which were

retired through obsolescence. These changes came about so rapidly as to make
it almost impossible to amortize the cost of changing from one system to another

before it was necessary to undertake the construction of still another.

When the United Railroads was incorporated in 190 2 there were left three

independent lines, namely, California Street Cable Railroad Company, Presidio and
Ferries Railroad Company, and Geary Street, Park and Ocean Railroad Company.
The franchises of the latter expired in 1903.

The Municipal Railway

In December, 1902, prior to the expiration of the Geary Street and Ocean
Park franchise, an election was held looking toward the issuance of $700,000 in
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bonds for the purpose of rebuilding the cable line as an electric railway to be
owned and operated by the City. This was defeated, likewise a similar measure in

October, 1903.

When the franchise of the Geary Street line expired on November 6. 1903, the
company was allowed to continue operation, turning over a percentage of its

receipts to the City. This arrangement continued until May, 1912, when the munici-
pality actually undertook construction work over the street

Three other unsuccessful attemps were made to secure fun

and it was not until December 30, 1909, that the first boo

On December 2S, 1912. the railway began operating on Geary Street from
Kearny Street to Thirty-third Avenue. This later was extended to reach from the
Ferries to the Beach, and proved extremely popular.

The coming of the Panama Pacific International Exposition brought about the

necessity of additional street railway service, which the then United Railroads
refused to supply under existing franchise conditions. In August of 1913 a bond
issue for three and a half million dollars was voted for extensions of the Municipal
Railway.

On December 11, 1913, when the franchise of the Presidio and Ferries Rail-

road, operating on Union Street, expired, the property was purchased out of this

The first new line completed out of the bond issue was the road on Van Ness
Avenue, which was placed in service on August 5, 1914, being followed quickly

by lines on Potrero Avenue, Stockton Street, Columbus Avenue, North Point Street,

and the Fort Mason Loop.

Early in 1915 the California Street or "C" line was placed in operation.

The Church Street line, from Van Ness Avenue westward, waB not placed in

service until August, 1917, due to disagreement over the route to be followed and
the operation on Market Street and on Church Street between Market Street and
Sixteenth Street, which streets were already being used by the United Railroads.

In February, 191S, the Twin Peaks Tunnel line was operated as far east

as Van Ness Avenue on Market Street, and on Van Ness Avenue to Bush Street.

In June, 1918, the four tracks on Market Street between Geary and Van Ness
Avenue were completed and placed in service.

The Taraval Street line commenced operation as far as Thirty-third Avenue on
August 12, 1919, being extended to the Beach on January 14, 1923. The Twin
Peaks Tunnel or "K" line, originally operated no farther than St. Francis Circle.

On February 21, 1919, the service was extended to Miramar Avenue over the

United Railroads track on Ocean Avenue under an agreement by which the City

paid the Company §100,000 for an operating right over its tracks. Later operation

was extended to the Municipal tracks built on Brighton Avenue.

On October 6, 1925, the Ocean View or "M" line was placed in operation.

On October 21, 1928, the latest addition to the Municipal Railway, the "N"
line, running from the Ferry to the Beach via Duboce Avenue, the Sunset Tunnel, and

Judah Street was placed in service.

In addition to the rail lines, a number of bus Vines have been operated,

pending the completion of the tracks, and five routes still continue in service.

Thus the muncipality has tried to keep faith with the people who, by charter, have

indicated their desire for municipal ownership of public utilities.

The United Railroads 1912-1921

In 1912, at the suggestion of Bion J. Arnold, employed as a Consulting

Engineer on transportation matters, a charter amendment known as No. 3 4 was
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submitted to the people. This would have granted the United Railroads an inde-

terminate franchise and would have made possible the securing of extensions to the

United Railroads' lines, and also have made possible the purchase or taking over

of the lines by the people at any time. This amendment, however, did not receive

public approval.

Since that time there has been a more or less continuous agitation for the

purchase of the privately owned lines by the City. In 1917 the City Engineer was

instructed by Resolution No. 14852 of the Board of Supervisors to confer with the

management of the United Railroads and arrange for a basis of valuation on which

the privately owned lines might be purchased. On March 4, 1918, the following

report was submitted by the City Engineer:

Memorandum of Basis of Calculation for Purchase and Sale of

United Railroads Properties, as agreed by M. M. O'Shaughnessy, City
Engineer, and William von Phul, Vice-President and General Manager,
United Railroads, March 2, 1918.

1. The sale price of the properties of the United Railroads of

San Francisco to the City and County of San Francisco shall be the
agreed present physical value of the property plus an amount equivalent
to the probable net earnings of the railroad properties during their re-

maining franchise life.

2. The present physical value shall be the cost to reproduce new
as of December 31,1917, with allowance for betterments to date of con-
summation of sale, less depreciation, based on the actual physical con-
dition at the date of the consummation of sale. The cost to reproduce
new shall be based on a physical inventory of the property and unit
prices representing the average of normal conditions for the five-year

period 1913-1917, inclusive, and cognizance shall be taken of existing
conditions at the time the present property was constructed. The general
principles recognized by the Interstate Commerce Commission and the
State Railroad Commission shall be followed in making the valuation.
In the valuation of the physical property, abandoned trackage shall be
taken at its value for old material, and allowance made for its removal
and the restoration of the streets.

3. The probable net earnings—to be computed by the best agreed
methods—of the properties during their remaining franchise life shall be
the difference between the probable gross revenue and the prjbable
gross operating expense for the properties for the period from the date
of consummation of sale up to and including the year in which fran-
chises approximating 134 miles have expired, plus an allowance for the
additional net earnings of the remaining several and isolated lines if

operated independently to the expiration of the several franchises. The
net earnings shall be taken as the remainder of the gross receipts of the
property after deducting operating expenses, taxes, depreciation suffi-

cient to maintain the properties in their present condition under like

future operating conditions, and interest on the agreed value of the
physical property at the same rate which the City shall pay upon its

deferred payments for the physical property.

4. Payments on the purchase price of property shall be made
semi-annually from the operating receipts. Deferred payments on the
physical value of the property shall bear interest at iy2 % per annum.
Payments on that portion of the net earnings value of the property shall

bear no interest.

5. Nothing in the above basis of valuation shall be construed to

prevent the establishment of a fair price for the purchase and sale of the
properties as between a willing seller and a willing buyer.

6. In the event that the representatives of the United Railroads
and of the city are unable to reach an agreement, then such matters as
are in dispute shall be referred to an arbitrator who shall be jointly
selected by the City Engineer and the representative of the United
Railroads. Any expenses incurred in arbitration shall be borne equally
by the United Railroads and the City of San Francisco.
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On March 2 5. 191S, by a sixteen to two vote of the Supervisors, the Board
of Public Works was directed by Ordinance No. 1538 to make a valuation of the

United Railroads properties for the purpose of arriving at a purchase price as

outlined in the above report. The sum of S15.000 was set aside from the funds of

the Municipal Railway for this work. This Ordinance was superseded by Ordinance

No. 4632 of July 12. 191S, which empowered and authorized the Board of Public

Works to investigate the condition and appraise the value of the United Railroads

for the purpose of purchase and set aside from the Municipal Railway funds the

sum of $15,000 to cover the cost of the work.

On August 5, 1918, a temporary injunction was secured by the Secretary of

the Street Carmen's Union enjoining the Board of Public Works from spending any of

the Municipal Railway funds as directed in the Ordinance. This injunction was
later sustained by the Supreme Court.

Under No. 27 on the November 1918 ballot, a charter amendment was sub-

mitted to the electorate providing for the purchase of public utilities out of their

earnings on the partial payment plan without resorting to a bond issue. This

amendment did not carry though lacking only 3000 votes out of a total of 70,000.
The popular demand and the apparent desire of the majority of the people for a

similar enabling act brought forth on the 1920 ballot Charter Amendment No. 30.

This Charter Amendment was almost identical with thai submitted in 1918 and
carried by a large majority. Under it a public utility, in whole or In part, may be

purchased and paid for out of the earnings, provided the proposition has been sub-

mitted to and approved by affirmative votes of the majority of the electors of the

City voting upon the proposition, or approved by two-thirds of the electors voting

upon the question if the acquisition involves the incurring of an indebtedness or

liability exceeding in any year the income and revenue received from the property

during such year.

On April 20, 1921, the Mayor approved Resolution No. 18819 of the Board
of Supervisors directing the City Engineer to make an appraisal of tne properties

of the United Railroads, and to report to the Board as fully as possible his findings

and conclusions in accordance with the provision of Charter Amendment No. 30.

The 1920-21 budget contained no funds for such work and as the City had
already been restrained from using the Municipal Railway funds, it was necessary

to await the approval of the 1921-22 budget before the investigation and valuation

could be made.

On April 1, 1921, the United Railroads of San Francisco was reorganized for

the purpose of refinancing under the name of "Market Street Railway Company."

The Market Street Railway Company

The Market Street Railway Company through this reorganization acquired all

of the property of the United Railroads of San Francisco and the cars and Pacific

Avenue cable station of the San Francisco Electric Railways. The San Francisco

Electric Railways sold all of its property to the Gough Street Railroad Company and
the Market Street Railway Company. The Gough Street Railroad Company retained

all of its property and in addition acquired the rights of way, tracks and distribution

system of the San Francisco Electric Railways. The Market Street Railway Com-
pany in return received from the San Francisco Electric Railways and the Gough
Street Railroad Company all of their physical property, in return for which it was
to guarantee the payment of the bonds of these two companies.
Refinancing Bonds of 1924

On February 11, 1924, at the request of the Company, the California Railroad

Commission, by Decision No. 13130, authorized the Company to issue and sell

$13,000,000 in first mortgage 7% sinking fund gold bonds, due April 1, 1940, to
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be sold at not less than 93% of their face value and accrued interest. The proceeds

were to be used to pay in part $4,198,000 of 6% collateral trust notes due April 1.

1924, and $9,200,550 of first mortgage 5% bonds due September 1, 1924.

The following is quoted from the decision of the California Railroad Com-
mission, and sets up very clearly the present financial obligations of the Company:

"The Market Street Railway Company has an authorized stock

issue of $32,150,000, of which $31,926,450 is outstanding. The Com-
pany's outstanding stock consists of $11,618,500 of 6% cumulative
prior preference stock; $4,986,850 of 6% cumulative preferred stock:

$4,673,700 of 6% non-cumulative second preferred stock and
$10,647,400 of common stock. During 1922 and 1923 the company has
paid 6% dividends on its prior preference stock. No dividends have
been paid on any other class of stock.

"As of December 31, 1923, the company's funded debt amounted
to $13,508,550, and consisted of $4,269,000 of 6% collateral trust notes
due April 1, 1924, and $9,239,550 of 5% first mortgage consolidated
bonds due September 1, 1924. Since December 31, 1923, the company
has acquired $71,000 of the collateral trust notes, leaving $4,198,000
of such notes outstanding, and $39,000 of first mortgage bonds, leaving
$9,220,550 of such bonds outstanding.

"As of December 31, 19 2 3, the company's current indebtedness
amounted to $478,424.43, as contrasted with current assets of
$2,018,072.32. The current assets include cash and special deposits of
$1,491,231.80. The company will use current assets to pay such portion
of its collateral trust notes and first mortgage bonds as it will not be
able to pay with the proceeds obtained from the sale of its first mort-
gage 7% bonds.

"The mortgage or deed of trust which applicant asks permission
to execute secures the payment of an authorized issue of $15,000,000
of 7% first mortgage bonds dated April 1, 1924, and due April 1, 1940.

"The mortgage or deed of trust is a lien on all of the property which
the company now owns or which it may hereafter acquire, except cash
(other than cash deposited or required to be deposited with the trustee)
accounts receivable, bills receivable, stocks, bonds, notes, certificates of
indebtedness and similar intangible property whether now owned or
hereafter acquired. If any of the events of default occur, the mortgage
or deed of trust becomes a lien on all the property of the company. The
company covenants to provide a quarterly sinking fund of S500.000
per annum from January 1, 1925, through 1932. The sinking fund
payments are to be invested in the company's bonds which are to be
purchased in the open market at not to exceed their redemption prices,
or, if not so obtainable, are to be called at that price. All bonds pur-
chased are to be kept alive in the sinking fund until January 1, 19 33,
and the interest on such bonds used to acquire additional bonds. On
January 1, 1933, all bonds then in the sinking fund shall be canceled,
and thereafter the company agrees to provide a quarterly sinking fund
of $300,000 per annum until the maturity of the bonds. The sinking
fund payments subsequent to January 1, 19 33, shall be invested in the
same manner as sinking fund payments made prior thereto. It is esti-

mated by applicant that the operating of the sinking fund, assuming
bonds purchased at the redemption prices, will reduce the bonded debt
from $13,000,000, the initial issue, to $8,071,500 on January 1. 1933.
and to $5,460,500 on January 1 1940. The amount of bonds outstanding
may be further reduced through the purchase of bonds at less than the
call price and through the sale of mortgaged property. The proceeds
from the sale of any such property must be added to the fixed sinking
fund payments.

"After September 1, 1924, the 813.000,000 of bonds which the
company now asks permission to issue will constitute its only funded
debt. The company has sold the bonds at ninety-three (93) per cent of

their face value and accrued interest. Assuming all bonds were to remain
outstanding until maturity, the effective interest rate, considering only
the discount, is about seven and seventy-five hundredths (7.75) per cent.
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The redemption of bonds prior to maturity through sinking fund pay-
ments will increase the effective interest rate to more than 8%. Charles
N. Black, applicant's president and general manager, testified that nego-
tiations were had with several parties for the sale of the bonds and that
he regarded the offer of ninety-three (93) and accrued interest, by
Dillon, Read and Company and associates, as the most satisfactory.
Were it not for the fact some of applicant's important franchises expire
on or before January 1, 1933, existing municipal competition and the
uncertainty of what the attitude of the City will be at the time the
franchises terminate, the Commission would not authorize the sale of the
bonds at ninety-three (93) and accrued interest."

Byllesby Control

At this time the stock controlling the Market Street Railway Company was
held by the California Railway and Power Company and the United Railways
Investment Company, which in turn held the majority interests of the California

Railway and Power Company. The stock of the Sierra and San Francisco Power
Company, which was supplying the electrical energy for the operation of the road,

was also held by the California Railway and Power Company. In 1925 a new
corporation, 'The Standard Power and Light Company." took over the control of

the United Railways Investment Company and the California Railway and Power
Company. This concern was under the control of the Standard Gas and Electric

Company, which in turn, was controlled by the H. M. Byllesby Company, who hold

cne class of stock which elects four out of the five directors. They also hold some
of the common stock which elects the one remaining director. The Byllesby Com-
pany's holdings are in the minority, so far as financial values are concerned, but

through its control of the directorate, it dictates all policies of the Company.

As a subsidiary of the Standard Gas and Electric Company, the Byllesby

Engineering and Management Corporation operates and manages the various sub-

sidiaries of the companies under the control of the Standard Gas and Electric

Company. These properties include:

Pittsburgh Utility Corporation

The Philadelphia Company
San Diego Consolidated Gas and Electric Co.

California-Oregon Power Company
and many other properties all over the United States. Slock of the Standard Gas

and Electric Company was issued to minority holders of stock in the United Rail-

ways Investment Company and the California Railway and Power Company, and

these two corporations were dissolved.

The Standard Power and Light Company now holds 122,150 votes out of the

total 319,264 votes controlling the Market Street Railway. Twenty corporations,

firms or individuals hold 173,590 of the 319,264 votes. The remaining votes are

scattered over 1624 other owners. Out of these 173,590 votes, only 5,000 are

shown as being held in San Francisco. Four out of the seven directors, not officers

of the Company, reside in either New York or Chicago.

The Market Street Railway Company owns 96% of the stock of the South

San Francisco Railroad and Power Company, and 99% of the stock of the Gough
Street Railroad Company, the Metropolitan Railway Company, the San Francisco

and San Mateo Electric Railway Company, the Sutro Railroad Company and the

Sutter Street Railway Company.

The Byllesby interests assumed control of the Market Street Railway property

in November, 1925.

The Arnold Report

Mr. Bion J. Arnold, in 1912, by authority of Resolution No. 8725, prepared

a very comprehensive report on the improvement and development of the trans-
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portation facilities of San Francisco. This report was submitted under date of

March, 1913. It did not go into the matter of valuation and was confined to details

of service and routing suggestions and as to improvements in cars. Considerable

space was given to the possibilities of tunnel construction, and in a general way,

plans were made for extensions which seemed advisable at that time. Some of

these proposed extensions were laid out to serve the Panama-Pacific Exposition.

A considerable section of the report was taken up with a proposed Charter Amend-
ment looking toward the granting of an indeterminate franchise, and in summarizing

the franchise status of the system then operating. This report has been of great

assistance in many ways.

The 1921 Report of the City Engineer

The next comprehensive report was that which I submitted covering the

value of the property of the Market Street Railway Company as of June 30, 1921.

In addition to establishing a cost of reproducing the property, this report also

considered the matter of depreciation. The total figures taken from this report are

set forth along with the figures of the Company and the Railroad Commission under

the chapter of this report entitled "Valuation."

This report led to considerable discussion by the Board of Supervisors looking

toward the purchase of the property for unification with the Municipal Railway.

A special committee consisting of the Mayor, the members of the Finance and

Public Utilities Committees of the Board of Supervisors, the City Attorney, and

the City Engineer were instructed to study the problems involved in arriving at a

price and the method of payment. They were also requested to study the possible

results to be expected from the unification of the two systems.

The conferences of this committee brought out considerable additional data

with relation to operating results which could be expected and the possible financial

gain or loss to the City on assuming control. No study was made as to the pos-

sibilities of rerouting or of traffic problems which would be encountered.

Mr. William von Phul, at that time President of the Company, and Mr. A. L.

Black, Valuation Engineer of the Company, were invited to attend several meetings
of the committee. Mr. von Phul was asked to set a price on the property which
would be acceptable to the owners. This he was unable to do. He was then asked
if he thought a price of §40,000,000 would be acceptable, to which he replied that

it would be necessary for him to take it up with the Directors, but that he would not

recommend this price to them as he considered it too low. On the other hand, a

number of the members of the committee felt that §40,000,000 was too high, making
it useless to submit the proposition to the Directors.

No definite conclusions were reached from the deliberations of this com
mittee. Later, Supervisor John McGregor, then a member of the Finance Com-
mittee, undertook to solve the problem. He attacked the problem from a little

different angle, as he attempted to arrive at a price which the City could afford to

pay for the property if all costs had to be met out of earnings with a five-cent fare

under the conditions which would be imposed under municipal ownership. His
efforts were likewise unsuccessful in leading toward the acquisition of the property,

or a permanent settlement under Company ownership.

In June, 1922, Mr. von Phul resigned as President, and Mr. Mason B. Starring

became President. Mr. von Phul, also his predecessor, Mr. C. N. Black, and Mr.
A. L. Black, Valuation Engineer of the Company, were connected with the engineering

firm of Ford, Bacon and Davis, of New York City, Mr. C. N. Black and Mr. von Phul
being members of the firm. Mr. Starring represented the financial, rather than
the engineering side of the organization. He again opened up the subject of pur-
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On the completion of the work, all data was sent East, and I was not advised

as to the result of the valuation until the present work was undertaken, when,
through the courtesy of Mr. Kahn, I received a copy of the Valuation Summary.

Each year in my Annual Reports, I have stressed the necessity of action,

looking toward the definite settlement of the railway problem which will confront

the City at the time the franchises expire.

The problem of working out a satisfactory plan of operation which would give

the best possible service to the public is not one of great difficulty from a physical

standpoint. The great difficulty has always been to reach a solution which would
permit unified operation of the transportation facilities of the City and which would

be satisfactory to the municipal authorities, the owners of the properties, the general

public, and the self-constituted critics and amateur experts.
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The 1928 Initiative—Revocable Permit

In response to my definite recommendations—that an appropriation be made
for the purpose of making a valuation and study of the problem, the Board of

Supervisors included in the 1928-29 budget the sum of S30,000 to apply toward the

cost of the work and passed Ordinance No. 8125, under which this report is being

submitted.

Proponents of continued Company ownership, not being satisfied to await the

outcome of this report, had placed on the ballot of November 6, 1928, by initiative

petition, Charter Amendment No. 24 which proposed an indefinite franchise arrange-

ment under which the holders of the franchises would surrender them to the City,

following which, immediately and automatically by operation of law and wflhout

further act on the part of such Company or by the City, they should have and hold,

in place of the surrendered privileges or franchises, a revocable permit from the
' City, giving the Company the right to continue to operate on the terms and
conditions contained in the original franchise surrendered, except that there would
be no condition as to the duration of the right or franchise.

Further, quoting from the amendment, "Every revocable permit, as in this

section provided, shall be for an indeterminate period, and subject always to the

right of the City and County to acquire and possess as a whole all of the operative

railway properties of the holder of said revocable permit in the City and County
by paying a fair value therefor."

The amendment set up the method as to how this "fair" value might be de-

termined, and required that after its determination, the property would have to be

taken over within twelve months, but not earlier than three months. It also pro-

vided that the Board of Supervisors would have the power to grant supplemental
revocable permits, authorizing the construction and operation of extensions to

existing lines. It also prohibited the abandonment of service, except through
securing the proper ordinance from the Board of Supervisors.

The proponents spent considerable money in a house to house canvass through-
out the city, urging the support of the voters and in an aggressive campaign of

newspaper and billboard advertising.

The Company reports the expenditure of over 830,000 in the campaign for

the amendment. Workers were stationed at the polling places on election day.

In spite of these efforts, the people voted against the amendment as follows:

Yes, 72,156; No, 100,526.

This amendment received the heaviest vote of any of the sixty-two propositions

on the ballot, thus registering the interest of the people in the subject and their

stand as to private versus municipal control of the railways as proposed in the

amendment.

The Wilcox Report

This brief history of the Market Street negotiations would not be complete
without referring to the report made by Delos F. Wilcox. By Resolution No. 27649.
adopted on August 8, 1927, the City Attorney was directed to make a full and com-
plete research of all matters pertaining to the expiration of the franchises under
which the privately owned railway companies operate in the City and County of

San Francisco, what rights and properties will revert to the City upon the expiration

of these franchises, as well as of the rights and properties which will remain in the

possession of the street railway companies at the date of expiration of their fran-

chises, and also, where certain street railway routes are operating over tracks having
different franchises, what effect the expiration of one of these franchises will have
on the operation of that particular line.
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The City Attorney was further requested to advise what action shall be nec-

essary to compel the railway companies to cease operation on the expiration of their

franchises, or under what conditions, if any, the City might enter into a temporary
agreement with the companies for the continued operation of their street railways

after the expiration of their franchises. Under this resolution, and, acting jointly

with the Finance and Public Utilities Committees of the Board of Supervisors,

there was employed by the City Attorney. Mr. Delos F. Wilcox, Ph. D. His em-
ployment was authorized by Resolution No. 27804, passed by unanimous vote of

the Board of Supervisors on September nineteenth, fixing the compensation at

$10,000. This was returned by the Mayor on September twenty-ninth • disapproved."

and finally made effective October 10, 1927, by the action of the Board notwith-

standing the Mayor's objections.

This report was not in any way original, being a compilation of data taken

from various sources. The report, submitted on November 1. 1!)27. is entitled

• Preliminary Survey of Franchise Expirations and other Matters Affecting the

Policy of Unification of Street Railway Transportation under Municipal Ownership

and Operation.'' A great deal of the data included in the report had never before

been brought together in such concise form, but the conclusions and recommenda-
tions made were so impractical that they were given but very scant consideration by

the Supervisors.

In brief, it was suggested that the California Street Cable Railroad Company
be offered $1,000,000, and the Market Street Railway Company $20,000,000 for

their operative properties within the City and County of San Francisco, or, as an

alternative, the estimated actual cost of the existing units of useful necessary

property other than land, less the depreciation accrued thereon from all causeB, to

be determined by the Railroad Commission as the historical reproduction cost of

the structural property, less depreciation, exclusive of paving on lines for which

the franchises will have expired in 1929, plus the present market value of the rights-

of-way and other lands owned by the companies now in use for street railway pur-

loses as fixed by the Stafford Appraisement.

Should the companies refuse to accept the price offered or the alternatives pro-

posed, he suggested that the Board of Supervisors pass the necessary resolutions

ordering the companies to cease operations on the streets of the City as and when

the franchises expire, and that the Board take the necessary steps to lay out and

adopt extensions of the Municipal Railway System adequate to give complete trans-

portation service within the City limits; that the Board of Supervisors procure

from the Board of Public Works plans and estimates for the cost of these extensions

to the Municipal Railway and solicit offers from the existing owners of street rail-

way property as required by the Charter, and unless satisfactory offers are received,

require the companies to remove their tracks and fixtures from the streets as the

franchises expire, and substitute therefor on routes which the City desires to con-

tinue, new municipal construction and equipment, proceeding under Section 499 of

the Civil Code to acquire joint interest in and operating right over tracks still owned

by the companies under unexpired franchises on streets covered over which it is

desired to operate such extensions to the Municipal Railways.

No action followed the submission of this report as it was evidently impossible

to attempt to follow the recommendations. My report on the California Street Cable

Railroad shows that it would have been unwise for the City to have offered the

company $1,000,000 for their property.

The next year's budget included funds for the work in hand as already set

forth.
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CHAPTER III

PRESENT TRANSPORTATION FACILITIES OF

SAN FRANCISCO.
The layout of San Francisco is unique in that the City and County of San

Francisco occupies the head of a peninsula some forty miles in extent, running

northerly and southerly between the Pacific Ocean and the Bay of San Francisco.

The City covers an area of approximately forty-two square miles. The contour is

quite rough, consisting of a number of hills, some reaching an elevation of over nine

hundred feet above sea level. More than seventy-five per cent of the area of the

City is over one hundred feet above sea' level. On account of the hills, the layout

of the City is irregular in many spots, the main street "Market" running in a

northeasterly and southwesterly direction. The streets lying to the north of this

main thoroughfare run approximately due east and west and north and south, while

the streets south of Market Street run either at right angles or parallel to Market
Street.

The high value business area of the City lies along Market Street from the

Ferry Terminal on the Bay of San Francisco westwardly for a distance of two miles,

the retail and financial districts lying north of Market Street, and the wholesale and
light manufacturing districts south of that thoroughfare.

The entrances to San Francisco, other than by automobile, are as follows:

The only all-rail steam train entrance to the City is that of the Southern
Pacific Company, terminating at Third and Townsend Streets, approximately seven-

eighths of a mile southeastwardly from Market Street. Through this gate pass the

Coast Line trains from all points south and those from the east which enter Cali-

fornia over the Southern Route; also a very heavy steam suburban traffic from the

Peninsula.

The main passenger entrance to the City, however, is through the Ferry

Building at the foot of Market Street. Into this terminal come the Shasta. Ogden.

San Joaquin and Sacramento Valley Routes of the Southern Pacific Company, the

Western Pacific Railway and the Santa Fe Railway, also the Northwestern Pacific

Railway, which serves the coast of California north of San Francisco, and the

Sacramento Northern Electric, which serves the Sacramento Valley.

The following interurban lines, reaching the East Bay and North Bay Dis-

tricts, also terminate at the Ferry:

The Southern Pacific East Bay Suburban Service.

The Key System Transit Company.
The Northwestern Pacific Marin County Suburban Service.

Also adjacent to the Ferry Building are the piers of the river steamers oper-

ating to Sacramento and Stockton, and way points, also the pier of the Monticello

Steamship Company operating to Vallejo where connection is made with the Napa
Valley Electric Lines. There are also seventeen piers south and twenty piers north

of the Ferry Building, into which the steamships from all parts of the coast and the

world come.

Automobile ferries are operated by the Southern Pacific Company to Richmond.
Oakland, and Alameda from the piers immediately to the south of the Ferry, and
automobile ferries to Marin County are operated from the north end of the Ferry
Building via the Northwestern Pacific. Additional automobile ferry service from
the foot of Hyde Street to Marin County and to Berkeley is given by the Golden

Gate Ferry Company. These three ferry systems have recently been combined under
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one managament. A small number of automobiles is also handled via Monticello
and river steamers.

Automobile stage service to all points outside of San Francisco comes into the
City either via the automobile ferries or the' peninsula highway. The principal stage
center is at Fifth and Mission Streets.

The present transportation facilities within the City of San Francisco consist
of three street railway systems, namely: California Street Cable Railroad Company,
San Francisco Municipal Railway, and Market Street Railway Company. Data
covering the extent of the three systems is given in Table No. 1, which, in addition
to the information on each system, gives totals for the combined systems.

TABLE I.

STREET RAILWAY SYSTEMS OF SAN FRANCISCO
FROM DECEMBER 31, I92g, ANNUAL COMPANY REPORTS

California
street Market
< able Municipal Street Total All

Railroad l{.iilwa\ Kailwaj Systems
Miles of track owned 1 1 78 284 '

373
Passenger Equipment:

Electric Cars 234 725 959
Cable Cars 48 ... 51 99
Automobile Buses 18 6 24

Work Cars 6 62 68
Number of Employees

189

1264 2851 4304
Aggregate Annual Salaries and

Wages

$335,329

$2,245,378 $5,303,102 $7,883,809

The United States Post Exchange operates an automobile bus service within
the Presidio Military Reservation connecting with the Municipal Cars at the terminal
of the "D" and "E" routes. This bus line runs to Fort Winfleld Scott and passengers

The San Francisco Police Department reports one hundred and fifty active

fare. The principal routes followed are from Twenty-ninth Street to the Ferry via

Valencia and Market Streets, from Twenty-ninth Street to the Ferry via Mission

Street, and from Haight and Stanyan Streets to the Ferry. The California Street

Cable Railroad operates nothing but cable cars; the Municipal Railway operates

electric cars and automobile buses. The Market Street Railway operates electric

cars, cable cars and automobile buses.

It has been previously stated that the business center of San Francisco lies

in the northeast corner of the rectangle occupied by the City and from this same
corner the ferry services extend. This condition, coupled with the angular position

of Market Street with relation to all of the streets north of it, makes the traffic-

situation on this street exceedingly difficult. Practically all of the service which
reaches Market Street is now routed through to the Ferry. The volume of service

thus accumulating and the fact that both Muncipal and Market Street Railway lines

use this street, has made it necessary to construct four tracks for the full length of

Market Street. Under this dual usage of the street, no service is turned back once

it gets on to Market Street. The angular relation of the streets north of Market
Street does not lend itself to turning eastbound cars north out of Market Street,

and this same angularity permits of no supplemental thoroughfare parallel to, and
north of Market Street.

Market Street is a very distinct line of demarcation between the retail and
financial districts and the wholesale district. This makes the service requirements

of the area north of Market Street entirely different from those of the section south
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of Market Street. The blocks south of Market Street are over six hundred feet in

length, making it impractical to serve satisfactorily the retail and financial districts

from even the first street south of Market Street.

The base of the hill known as Nob Hill extends down into the retail district

towards Market Street to such an extent as to make a relatively narrow neck through

which there are streets with grades sufficiently light for electric railway service.

Those lines which pass over Nob Hill must all be operated by cable as they negotiate

grades of twenty per cent or more. It is unfortunate that the northeast corner of

the City was laid out on the rectangular plan, necessitating that streets go over the

hills rather than follow around them on contour lines. This same comment applies

to a number of other sections of the City which could have been laid out to better

advantage had contour streets been used. All of the new modern subdivisions are

being laid out to fit the contours. The streets north of Market Street are, with

few exceptions, under seventy feet wide, which after deducting for sidewalks, makes
them too narrow for efficient operation of both street railway and vehicular traffic.

The universal subdivision of the property into twenty-five foot or thirty-seven and
one-half foot lots, materially adds to the congestion of the population and business

houses.

On a number of the streets the sidewalk width has been narrowed from the

old standard of fifteen feet to a width of twelve feet. This has assisted in speeding

up the street car service, but has not particularly increased the street capacity for

automobiles as it is still difficult for the average driver to drive between a parked

car and a street car even where there may be actual clearance.

California Street Cable Railroad

The California Street Cable Railroad consists of two lines—one running east

and west on California Street from Market Street to Presidio Avenue; the other,

a cross-town line, runs from Market Street at O'Farrell, west on O'Farrell to Jones

Street, north on Jones Street to Pine Street, on Pine Street from Jones Street to

Hyde Street, and north on Hyde Street to Beach Street, with an extension shuttle

service on Jones Street from O'Farrell Street to Market Street. The system com-
prises a little less than eleven miles of single track and is all operated by cable.

The California Street line runs through the heart of the financial district, while

the cross-town line taps the retail shopping district and the theater district at the

south end, and runs through a closely built-up apartment house district on the north

end. Franchises for the entire system expired on February 17, 19 29, and at the

present time the road is being operated under sufferance. A complete valuation and
report on this property was submitted to the Board of Supervisors in December. 19 29.

Municipal Railway

The Municipal Railway, owned and operated by the City and County of San
Francisco, operates 79.2 miles of main line trick, of which it owns 74 miles, and
operates jointly with the Market Street Railway a little over five miles. In addition

to this it owns 4.42 miles of side tracks, sidings, turnouts, etc., making the total

trackage in which the road is interested 8 3.62 miles. In general this system consists

of seven main east and west lines and three lines running generally north and
south. In addition to these general routes, there is an extension over which shuttle

service is operated into the Ocean View District, and five automobile bus routes. The
larger part of the service given by the Municipal Railway lies north of Market
Street or Market Street projected. Nine of the twelve rail routes and one of the bus
routes reach the Ferry. All of the Municipal street car lines are electrically

operated.

The equipment is housed in two concrete steel barns, both of which are

located so that by taking advantage of the natural difference in grades on two
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streets it is possible to store the cars on two levels. Both car houses are of fire-

proof reinforced concrete construction throughout. The older barn is at the corner

of Geary Street and Presidio Avenue, and in addition to providing storage capacity

for one hundred thirty-four cars, it houses the headquarters offices, limited shop
space and totally inadequate facilities for automobile bus maintenance.

The other barn is at Mariposa and Hampshire Streets. This has division offices

and storage capacity for one hundred seventeen cars.

One-half of a block between Seventeenth Street, Mariposa, York and Bryant
Streets has been acquired for permanent shops for the Municipal system. The
northern one-half remains still to be purchased when funds are available. Two
effort s were made to do this in two bond issues submitted to the public without suc-

cessfully receiving the necessary two-thirds vote.

The Municipal Railway buys direct current at 600 volts from the Pacific Cas
and Electric Company under Schedule P-9, for which it pays 1.15 cents for the first

300 kilowatt hours per month per kilowatt of demand, and 1 cent per kilowatt hour
for each kilowatt hour in excess of 300 kilowatt hours per month per kilowatt of

demand, resulting in an average cost for the power consumed of 1.1 cent per kilowatt

hour. The annual consumption is more than forty million kilowatt hours. The
maximum demand is approximately ten thousand kilowatts.

The Municipal Railway owns and operates two types of car, one a small (enter

entrance car of wood and steel with a single truck and special braking arrangement
for use on the Union Street lines over grades approaching fourteen per cent. There
are twenty-one cars of this type. All of the other cars are of semi-steel construction

with double end drop platform and three compartments, suitable for heavy city

traffic.

San Francisco is extremely proud of the Municipal Railway and particularly of

the physical and financial accomplishment in completing same, which was all done
under design and supervision of this Department.

Many adverse comments were made in the early days by antagonists, who pre-

dicted that the copper wire would be stolen off the streets by the municipal em-
ployees, and that there would be great inefficiency in the management. The reverse

however, has been the case, and the workings of the actual project have disappointed

all those "croakers." It is the best built and best equipped street railway system in

the United States today.

The total extent of the contribution from taxes to the construction of the

Municipal Railway system is $306,552.47. representing the interest charges during

construction and certain bond election expense, which is partially offset by a con-

tribution from the Railway funds to certain municipal projects to the extent of

$82,123.73.

Aside from this the City has lent its credit through the issuance of $5,520,000

of bonds which financed the original Geary Street line and the so-called Exposition

lines.

During the early years of operation, with a moderate wage scale, and the

heavy Exposition traffic, the profits from the system were such as to provide

$3,567,097.73 for the expansion of the system with profitable lines through the

Twin Peaks Tunnel and the Sunset Tunnel. All of this was in addition to meeting

all operating expenses, paying all interest charges on outstanding bonds, and re-

deeming all bonds as they have matured to the extent of $2,382,000, besides setting

aside something over $400,000 for depreciation.

The fare still has been maintained at five cents and in spite of an increased

scale of wages the road has so far successfully survived.
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The only system which can attempt a similar showing is that of New York

where the five cent fare is still maintained though at an additional cost of

$14,000,000 yearly in taxes to pay interest in the subway investment.

Market Street Railway

The trackage of the Market Street Railway system as measured on the ground,

comprises 291.9 miles of single track of which a little over sixteen miles are oper-

ated by cable, the balance by electricity. Thirty-three miles lie outside of San Fran-

cisco in San Mateo County. This is not the mileage given by the company in its

annual report to the Railroad Commission. Complete details of the property

are covered under Chapter IV. The system consists of one interurban line running

from the heart of San Francisco to the town of San Mateo, serving a number of

communities on the way. Inside the City the lines can be quite definitely divided

into three sections, those serving the area north of Market Street, those serving

the area south of Market Street, and cross-town lines. Of the rail routes thirteen

are north of Market Street, sixteen are south of Market Street, eight are cross-town

routes, and four are odd lines giving shuttle service. There are five routes

operated by cable and three automobile bus routes. The rail lines of the Market
Street Railway reach into all sections of the City. The Municipal lines reach some
districts not adequately served by the Market Street Company, and at some points

the two systems are more or less competitive.

In general the lines have been basically developed through years of operation

by competing companies and are not the result of careful initial comprehensive

study of the traffic needs of San Francisco. The ratio of transfer passengers on

the Market Street lines to the total passengers carried is 26%; on the Municipal

Railway lines and the California Street Cable Railroad this ratio is approximately

17%. The similar figure for the Oakland Street car lines is 22%. In general, the

service of all three lines of cars is very good, and while there are cases of com-'

plaint they are very frequently found
v
not to be entirely substantiated by the facts,

or are occasioned by temporary conditions which are not the fault of the street

railway operators. There are also some localities which receive more service than

the traffic warrants. This is particularly the case where two of the systems serve

the same district, in which case competition, rather than the traffic requirements,

dictates the amount of service. During off peak hours there is an excessive service

on Market Street, which is largely due to conditions already spoken of, and the

desire to give direct service from all sections of town to the Ferry.

Cable operation is essential on some of the routes on account of the steep

grades encountered and will have to be continued until some more satisfactory form
of urban transportation over heavy grades has been devised. All of the cable

power houses are now electrically operated. They were originally designed for

use with steam engines for propelling the cables.

The three bus lines of the Market Street Railway recently instituted operate
in the area lying between Mission Street and &an Bruno Avenue. The district is

in part very heavily populated and, in part, sparsely populated. These lines serve

as feeders for the electric service on either Mission Street or San Bruno Avenue.

Population

The United States Census Bureau gave San Francisco a population of 506,676
in 1920. The Bureau's estimate of the population in 1928, calculated according
to its rules, was 587,000. Estimates made by the San Francisco Chamber of Com-
merce place the population for 1928 at 742,000. The attached chart shows actual

population growth for both San Francisco and the San Francisco and commuter
district from the year 1860 to 1920 and estimated growth from 1920 to 1935.
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During the two decades prior to 19 20. the rate of growth of population in San
Francisco was 21.6% and projecting this same percentage forward, the chart shows
a population of 590,000 in 1928.
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The commuter district which is tributary to San Francisco showed a growth
of 29.9% from 1900 to 1910, and 28% from 1910 to 1920. Considering that the
same 28% has continued since 1920, we find that the population in San Francisco
and tributary thereto is approximately 1,020,000 in 1928.

Effect <>i Automobile Traffic

The number of automobiles has increased by leaps and bounds and has had
a marked effect on the street railway business. The attached chart shows the

increase in the number of automobiles in San Francisco, Alameda, and San Mateo
the State registration from the year 1914 to 1928 inclu-

the number of automobiles in San Francisco has increased

while the number in the three counties has increased from

Counties as indie*

sive. During this

from 12,081 to 12

21.7SS in 1914 to

The development and improvement in the highways and the automobile ferry

service has brought many outside automobiles into San Francisco. The number
of automobiles per thousand population in San Francisco has increased from less

than twenty-seven in 1914 to about two hundred ten in 1928.

In addition to the decrease in revenue brought about through the use of

private vehicles, their extensive use has greatly retarded the free movement of street

cars. It has also increased the number of accidents involving the street railways.
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The congestion resulting from the use of the automobile has necessitated

the installation of very rigid traffic rules and their active enforcement. For the

better control of the traffic it has been necessary to apply traffic signals at many

intersections. While the effect of these is to eliminate confusion and insure safety,

there is no question that they have slowed up all classes of vehicular traffic,

particularly the street cars.

So far it has been impossible to synchronize the control of these signals in

such a manner as to secure a uniform flow of traffic. It is also very questionable
whether the progressive control, now in process of installation, will improve the

speed of the street cars. Naturally, such a progressive system will be designed
and operated to be of the greatest assistance to the largest number of vehicles.

The speed with which the automobiles move will determine the signal timing.

Street cars, loading and unloading passengers at intersections, will not be able
to avail themselves of the advantages which will accrue to the automobile. Just
what will be the result of the installation of the progressive signals with relation

to the street railway traffic remains to be seen. If it is possible to adjust the timing
of the signal system so as to permit the street car to utilize the time employed by
the cross traffic in loading and unloading passengers, the progressive system may be

of some assistance to the railways.

Tabulations of the total number of revenue passengers carried within the
City by aU street railway lines, show that in 1918 approximately 204,000.000
passengers were carried, and at the peak in 1925, 277,420,000 were carried. This
number decreased to 273,943,000 in 1928.

When compared with the estimated population, a different aspect is pre-

sented. The number of revenue rides per capita for the year 1919 was 475. and
the average number of rides per thousand population per day was 1301. The peak
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was reached in 1923 when there were 501 revenue street car rides per capita per
year or 1378 rides per thousand population per day. By 1928 these figures had
dropped to 467 revenue rides per capita per annum, and to 1275 rides per thousand
population daily.

While the actual number of passengers carried increased up until 1925, the
actual falling off of patronage on the basis of population began in 1923. The
automobile registration during the year 1923 showed the greatest increase of any
year since 1919. This falling off in street railway business has not been followed
by a like reduction in service as shown by the fact that the number of car miles
operated during the year 192S was 37,851,366 compared with 36,289,000 in 1925,
and 35,501,000 in 1923. In other words, the railway lines have been furnishing
a better service even in the face of a falling off In patronage. Similar conditions

TABLE I

RTDE3 RATIO
P0P0- PER OPER.
LATICH EARB- EXP. REV. DAY EXP.

TOTAL REVENUE CENSUS I.'.'GS PER PER P8R TO
OPERAlIIiG CPB3AT1K0 HSTtlTUE AID FRSI BUHEAU PER CAR CAR 1000 CPLR.
gxBtmga Byjgmg <j. : A°-r hobm estimate capita «rz mile pop, rev.

$2,423,058 $4,687,070 843.000 $13.66 * * .517

2.691.648 5.118,663 350,000 14.60 .821
2,670,791 6.636,919 18.059,418 110,490,818 357,000 16. BO .159 .3040 847 .516
3.255.317 6,243.219 19,548,426 124.600,666 366.000 17.10 .166 .3167 963 .621
3.299.729 6,65£,630 19.604.f36 133,670,647 372.000 17.60 .168 .3360 985 .491
3.286,942 7,066,698 19,617.860 141,928,262 380,000 18.60 .164 .3690 1020 .458
2.719.227 6,956.766 15.260.lfC 119,906.309 286.000 20.62 .178 .3870 1160 .461
3.448.892 4,745.116 12.670.488 96.066.866 320.000 14.80 .272 .3716 617 .7*1
4.242,759 6,866,303 19,530,916 177.636.747 360.000 19.60 .217 .3348 1080 .618
4.248.649 7.455.966 20,517,411 149.884,148 3e4,000 19.40 .807
4.261.171 7.663,469 21,210.306 163.629,611 417,000 18.40 .208 .3686 1010 .560

.3658 1080 .646

.3588 1030 .581

.3615 1060 .847

7,429 158.445.2SS 426,000 16.50 .196 .3652 1080 .646
8.177,049 22.eCf.C17 1C2.463.880 435,000 18.70 .187 .3682 1030 .581

4.722.737 8,516,664 24,166 .649 170.2C2.721 452,000 18.
4,757,887 8.030,998 24.298,73e 161,694,655 461,000 17,40 .196 .3280 960 .692
4.904,834 7,751.743 24,249.206 156.964.478 470.000 16.60 .208 .3178 910 .638
4,806.164 7. 320. 970 81.909.340 .819 .3316 .667
5.594,575 6.355.522 21.388,452 127.716,638 479,000 13.80 .868 .8944 728 .880
4.731,662 7,510.694 24.740.601 180, 730, 211 466.000 15.40 .191 .3012 850 . 670
6.106.150 I- .629 .347 25 . 5C2 .852 177.291.020 496.000 17.40 .239 .3359 960 .707
6.691,692 9,226,174 26.621.906 167.122.6ei 505.000 ie.50 .861 .3615 1020 .717
7.053.776 9,485,061 25.154.273 Ie9.422.819 581.000 18.10 .880 .3761 996 .76
6.660.036 9 688,481 86,091,180 198.587.616 629,000 18.12 .873 .3819 997 .78
6.834.166 9 .6C9 .7.93 25.791.729 197,109.166 629,000 18.80 .869 .3863 1002 .70
7.036.2C6 9,858.360 25.766.661 197.979.121 548.000 17.98 .273 .3824 987 .71
7.052.040 9.902.768 25,807,751 196.626.619 556.000 17.75 .273 .3837 976 .71

7,2-2.705 9.691.668 26.572.515 198.534.163 667.000 17,46 .278 .3766 959 .75
7 64C 656 9.619,570 26 666.192 197,074,070 577.000 17.02 .287 .3668 936 .78
7 746.613 9 754 461 86 764 638 194.817.768 fe7.000 16.62 .289 .3645 906 .79

r thouean

1980 606.676
1981 640,341
1988 574,006
1983 607,671
1984 641.236
1985 674,991
1986 706.391
1987 723.452
1928 742,063

are being experienced in all cities of the United States. There are a few excep-
tions to this rule in cities such as New York where congestion has greatly slowed
down automobile traffic and where some form of rapid transit service, such as
elevated trains or subways, avoids the delays incident to traffic congestion. Even
in such cities, however, the rate of growth of urban transportation has noticeably
slackened.

In many cities it has been claimed that the decrease in the use of the street

cars has been due to marked increase in fares. This, however, is not the case in
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San Francisco where the fare still remains at five cents. As of February 2S, 192!),

the Electric Railway Association reports that the average fare in the United States

was S.3266 cents in cities having a population of 25,000 or over, as compared with

8.1390 cents on February 29, 1928. Comparing January. 1928, with January.

1929, two hundred eight street railways reporting to the Association show a

decrease of 1.72% in the number of passengers carried.

The adjacent Table No. II and three charts show the number of car miles

operated annually by the Market Street Railway Company, the number of rides per

day per thousand population, and the earnings per capita, from 1902 to 1928 inclu-

sive. These show that in 190fi the number of rides per day per thousand population

reached the maximum.

Jitneys

The Polite Department reports that there are registered one hundred fifty

jitney buses for furnishing transportation within the City. There are no data as

to the number of passengers which they carry, nor as to the number of those

registered now actually operating, although the one hundred fifty are all active

registrations. This class of transportation has, however, materially fallen off since

its peak year of 1917 or 191S.

As already noted, buses are operated within the Presidio Military Reservation

by the military authorities for the convenience of soldiers and civilians. The
amount of business is not great and it cannot be considered as having any bearing

whatsoever on the general transportation system of the City, being purely a local

convenience for those within the Presidio.

Service

The present standard of street railway service in the City of San Francisco

is unquestionably materially above that of most other cities of the United States.

In general the riding habit of the population is better established here than else-

where, due no doubt to the hills which discourage walking, and also to the fact that

for several months in the year the trade winds and sea fogs make walking more
or less unpleasant. The frequency and convenience of service on many of the trunk

lines encourage the use of the cars.

The competition between the three systems has worked to the advantage of

the patrons. This is quite evident by the frequency of service given where lines

of two systems closely parallel each other. That the railways are striving to hold

patronage, in the face of the encroaching automobile, is very well indicated by the

fact that while the city-wide traffic has fallen off 1.3% since the peak year in

1925, the car mileage during the same period has increased 4%%. More details

as to service are covered later in this report.
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CHAPTER IV

THE PRESENT MARKET STREET RAILWAY SYSTEM.

As previously indicated, the Market Street Railway as it now exists, is a suc-

cessor to a number of more or less disconnected franchises including original horsc-

car, steam dummy, and cable lines, reaching back to the beginning of transporta-

tion within the City; as such, many of its franchises overlap. Other franchises

cover more of the streets than the Company now occupies. With the co-operation of

City Attorney John J. O'Toole, the status of these franchises has been carefully

gone into and there appears in the Appendix a report prepared by Mr. John J.

Dailey, Assistant City Attorney, showing the franchises covering the various lines.

There are a number of discrepancies between the claims of the Company and the

facts as determined by the City Attorney. Both have agreed, however, that the

franchises covering a very large percentage of the Company's track mileage will

expire during the current year.

According to the City Attorney's report, the mileage in San Francisco County

divided into the years in which the franchises expire is shown in the following

table:

SAN FRANCISCO FRANCHISE EXPIRATIONS IN TRACK MILEAGE BY YEARS

Franchises

TABLE III.

Franchise Expiration Miles Single Track Percent

Already expired or no
franchise

Revocable Permit
5.531
2.594 1.1

43.1
3.9

5.2

1.7

1.8

1929
1930
1931
1932
1933
1935
1936
1940
1941
1942
1944
1947

105.008
9.528

12.755
4.027
4.286
.966

13.522
38.733
13.546
15.577
9.548
.522 i

.4

5.6
15.9
5.6
6.4
3.9

Sub-total
Private right-of-way

236.143
7.209

97.0
3.0

Total Main Line
Car House, Yard Tracks, etc.

243.352
15.550

100.0

Total—All Tracks San Francisco County 25 8.902

Franchise expirations in San Mateo County are given in Table IV.
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TABLE IV.

SAN MATEO COUNTY FRANCHISE EXPIRATIONS IN TRACK MILEAGE
BY YEARS.

Franchise Expiration Miles Single Track Perce

1952 10.642 32.6

1958 1.015 3.1

1963 2.997 9.2

Total

—

Main Line 32.611 100.0

Spurs .344

Total All Tracks San Mateo County 32.955

The franchise expiration dates of the various lines as determined by the City

Attorney are shown on a map herein.

Tracks

The tracks of the Company are laid with grooved girder rails in paved streets

except in a few locations where some of the obsolete sections of the old tram

rail are still in place. On private right of way "T" rail is used.

All of the more recent construction and reconstruction has used a rail nine

inches high, the greater portion of which is the Lorain Steel Company's section

106-422. The rails on lower Market Street weigh 121 pounds per yard. Under the

terms of the franchise a company is required to keep up the pavement between the

tracks and for two feet outside the outer rails. The Municipal Railway and the

California Street Cable Railroad Company carry the same pavement burden.

That the street railway lines should be required to maintain paving, for which

they have no use, and which carries jitney buses and private automobiles in direct

competition, seems extremely unjust. In the past, when horses were used to draw

the cars, pavement was a necessity. Not only does it carry competitive street

traffic, but the fact that the pavement is there attracts vehicles to the railway

right of way, resulting in delays and accidents to the street cars which would not

otherwise occur.

In many instances the track pavement is in better condition than that adja-

cent to it, so that the space used by the railway carries in addition to its cars, prac-

tically all of the street traffic as well.

In order to successfully lay pavement along the tracks it is necessary to put

in much more expensive railway construction. This not only increases the original

cost but because the railway roadbed is sealed, it materially adds to the cost of

any maintenance work.

That defective track conditions exist on certain lines where the franchises

expire during the coming year, or within the next few years, is not at all sur-

prising. The future of the Company's ownership has been so uncertain as to cause

it to avoid making heavy expenditures for replacements where not absolutely

necessary. This deferred maintenance may result in extremely unsatisfactory

service on some portions of the system at no distant date and emphasizes the

necessity for immediate action in determining the future policy to be followed.

A study was made of the tracks that comprise the electric system to determine
as closely as possible what renewals would be necessary and the probable dates

of such work. This analysis developed that about two-thirds of the electric system
was constructed or renewed between the years 1906 and 1916. It also showed that
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the lives of the various track sections varied from fifteen to thirty-five years when
natural causes for replacement were considered. Among these causes are such

factors as wheel mileage, type of equipment operated over the line, the grade of

the track, subsoil conditions, type of track construction and the amount of main-

tenance it receives. In some cases the vehicular traffic on the street itself is a

factor.

It sometimes happens that tracks are replaced before they are worn out on

account of changes in grades of the streets or a change in the paving, which
requires a new type of track to be laid. These replacements are usually on minor

portions of the system and have not been considered in the study as they are

impossible to forecast.

The average life for all of the electric system, exclusive of special work,

including tracks under light and heavy traffic, yard tracks, etc., was found to be

about twenty-six years, or almost the average between the maximum and minimum
lives found for the various sections.

Due to the fact that the company built about two-thirds of the electric

mileage between the years 1906 and lit It;, it has had only the remaining one-third,

or about seventy-five miles, that has required heavy maintenance and renewals,

since the latter date. The remaining two-thirds of the system is now in the last half

or third of its life which results in lowering the value of the property as a *\vhole.

The period of low expenditures for renewals is about ended and the Com-
pany will soon face the necessity of replacing practically all of the tracks built

prior to 1916, or about two-thirds of its system.

This reconstruction program will cover a period of about fifteen years be-

ginning in the immediate future, during which time it will be necessary to recon-

struct more than twice as much track per year as has been reconstructed annually

for the last thirteen years. This means that without a marked improvement being

shown in its financial condition the Company is faced with a grave problem.

Deferred renewals now exist throughout the system and it is estimated that

they total about five miles of track over and above normal renewal requirements.

At the present time about $400,000 is required in addition to the normal expen-

ditures for renewals, to bring these sections of track to their proper condition.

The track special work on the system is not in as good condition as the

tangent track due to its shorter life and also to deferred maintenance. To take

care of this deferred maintenance on the special work it is estimated that about

$150,000 should be expended in addition to the normal requirements.

It is estimated that beginning with the year 1930, an average expenditure

of about SI. 000, 000 per year should be made for at least ten or twelve years to

put the property in good condition and take care of the tracks and special work that

will require replacement.

Shop and Car Storage Facilities

The Market Street Railway Company has extensive shop properties in the

south central part of the City near San Jose and Geneva Avenues. These are known
as the Elkton Shops and Yard, or the Geneva Avenue Shops. Spur track connec-

tions from the Southern Pacific Company's lines at Elkton station are maintained so

that material may be delivered by rail from any point. At these shops all of the

heavy overhauling and rehabilitation work is done on the Company's rolling stock

and other equipment; furthermore, such cars as the Company has constructed

have been built there. The facilities consist of blacksmith, woodworking, truck,

machine, and paint shops. A yard for the care and handling of maintenance of

way materials and certain stores is provided in connection with the shops.
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Another yard is maintained at the junction of Valencia Street and Market

Street where a considerable amount of maintenance of way material, particularly

track special work, is stored and handled.

The general store of the Company is housed at Eleventh and Bryant

Streets in the building which housed the Company's former steam power plant.

The headquarters for the electric line department is on Fillmore Street, just

south of Turk Street, adjacent to the Company's substation property.

The Company maintains ten houses and one yard for the storage, inspection,

lubrication, repair, and cleaning of electric cars as listed in Table V.

LOCATIONS AXD CAPACITIES OF CAR HOUSES

Location
Geneva Car House

San Jose Avenue and Geneva Avenue
Mission Car House

Mission Street near Twenty-ninth Street
Valencia Car House

Valencia Street and Twenty-eighth Street
Twenty-fourth—Utah Car House

Twenty-fourth and Utah Streets
Third—Twenty-third Car House

Third Street near Twenty-third Street
Turk—Fillmore Car House

Fillmore Street at Turk Street
McAllister Car House

McAllister Street at Central Avenue
Sutro Car House

Thirty-third Avenue at Clement Street
Haight Street Car House

Haight Street near Stanyan Street
Oak—JBroderick Car House

Oak Street at Broderick Street
Lincoln Way—Funston Yard

Lincoln Way, Funston—Thirteenth Avenue and Ir
Street

Capacity

Outdo.

Grand Total...

Cable car houses are maintained at the following locatons:

Pacific Avenue between Polk Street and Van Ness Avenue
Mason Street between Washington and Jackson Streets
Castro Street south of Twenty-fourth Street

Grand Total.
.

The locations of these pieces of property are all shown on the map which
also shows substations, 11 kv. transmission lines and underground conduit owned
by the railway.

Power Supply

The power used by the Company is furnished by the Pacific Gas and Electric

Company in the form of alternating current at 11,000 volts, 3 phase, 60 cycles. The
Company's substations for converting this energy to 600 volts direct current with
their capacities are given in Table VI.
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TABLE VI.

LOCATION AM) CAPACITY OF SUBSTATIONS
Location ( Capacity, kw. Type

The Geneva Avenue Shops 4,500 M.G.
Eleventh and Bryant Streets 7,500 M.G.
Turk and Fillmore Streets 7,500 M.G.
Eighth Avenue between Geary and Anza Streets 5,000 Conv.
Stevenson Street between First and Second Streets 7,000 Conv.
Sun Bruno Avenue near Ordway Street 750 Conv.
Millbrae (San Mateo County i 2,500 M.G,

Total 34,750
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All of these stations, with the exception of the one on San Bruno Avenue,

are attended stations equipped with motor' generator sets or synchronous con-

verters as indicated in the tabulation above. The station on San Bruno Avenue
is a new automatic synchronous converter substation.

On June 30, 1928, the Pacific Gas and Electric Company's Bay Shore Sub-

station contained 600 volt apparatus with a capacity of 800 kw. As this has

since been removed it has not been included in the above list.

The cable operated lines are driven by electric motors also taking power from

the Pacific Gas and Electric Company. These power stations are located at the car

storage barns already listed under the cable lines.

For a number of years following 1910, the United Railroad lines were
supplied with power from the Sierra and San Francisco Power Company which was
owned by the same organization controlling the railway. Later the demand for

power exceeded the capacity of the Sierra and San Francisco Power Company and

4,000 kilowatts were purchased from the Great Western Power Company. Since

January, 1920, the Pacific Gas and Electric Company has supplied all of the energy

required by the railway. This was brought about through the lease followed by

the acquisition of the Sierra and San Francisco Power Company's property by the

Pacific Gas and Electric Company.

The A. C. power purchased is delivered to the substations by 11,000 volt

transmission lines, some of which belong to the railway company and some to the

power company. With the exception of a few short lines radiating from the Second
and Stevenson Street Station and for a short distance on Sutter Street where
underground lead covered cable is used, all of the Company's 600 volt feeder system

is overhead.

The relatively small number of substations, as compared with the mileage of

the system, requires the carrying of 600 volt energy for a considerable distance.

This necessitates very heavy copper conductors and results at peak hours in rather

excessive voltage drops on the outer ends of some of the lines.

The 11,000 volt power is purchased from the Pacific Gas and Electric Com-
pany under existing Rate Schedule P-9, which provides for a rate of eight and
one-half mills per kilowatt per hour for the first three hundred kilowatt hours per

month per kilowatt of maximum demand, and seven and one-half mills per kilowatt

hour for all energy over three hundred kilowatt hours per month per kilowatt of

maximum demand. The net result is that the Company pays in the neighborhood of

eight mills per kilowatt hour for the A. C. power which it purchases. During the

year 1928 the railway purchased 156,300,000 kilowatt hours.

The map, page 30, shows the incomplete system of 11,000 volt circuits

belonging to the railway. Without considerable capital expenditure it would be

impossible to supply power to the stations from any other than the present source.

Difficulty was experienced in ascertaining the ownership of some of the

substation equipment, part of which originally belonged to the railway and part to

the old Sierra and San Francisco Power Company. It is evident, however, that

the rectifying units are owned as shown by Table VII.

Thirteen of the motor generator sets are of 15 00 kw. capacity consisting of an

11,000 volt, 3 phase, 60 cycle motor and a 600 volt direct current generator, direct

connected. These were purchased by the Sierra Company in 1909 and installed in

1910.

The synchronous converters at Eighth Avenue are two of 1500 kw. capacity

and one of 2000 kw. capacity. One of the 1500 kw. machines was installed at

Washington and Mason in 1914 and moved to its present location in 19 21. The
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other was purchased and installed in 1915. The large unit was purchased and
installed in 1924.

TABLE VII.

OWNERSHIP OF SUBSTATION RECTIFYING UNITS.

Market si. Ry. Co. Pacific (i. <V B. < ...

Station No. Capacity No. Capacity
few. kw.

Eleventh and Bryant 1 1500 4 6000
Turk and Fillmore .... 5 7500
Eighth Avenue 3 5000 . ....
Geneva Avenue .... 3 4500
Stevenson Street 3 7000 . ....
San Bruno Avenue 1 750 . ....
Millbiae .... 3 2500

Totals S 14250 15 20500
Percentage 41% 59%

Total Number of Machines 23
Total Kilowatt Capacity 34 750

At the Stevenson Street Station there are two 2000 kw. synchronous converters

which were purchased for the original installation in 1921 and one 30(10 kw. con-

verter purchased in 1924.

The San Bruno Avenue Station, which contains one automatically controlled

750 kw. synchronous converter, was erected In 19 27. The engineering work for

this station was done by the Byllesby Company from its Chicago office.

Cars

The Market Street Railway Company's electric cars are of twenty different

types and the cable cars of eight different types. The twelve suburban electric cars

have a seating capacity of fifty-six. The seating capacity of the City cars is

twenty-six passengers on single truck, and forty-four, forty-six. forty-eight, fifty

or fifty-two passengers on the double truck types.

The single truck cars weigh approximately 22,000 pounds and the double

truck cars weigh from 34.000 to 54,000 pounds. All of the double truck cars have
four motors, the single truck cars two motors.

All of the electric cars are of the rear entrance pre-payment type using, fare

boxes and have a portion which is not entirely closed, making them a modified form

of the so-called "California" type. Smoking is permitted in the open sections.

The cable cars have an average seating capacity of thirty and an average

weight of 12,000 pounds. They are of the California type, one section being open

and the other enclosed. In the open section the passengers face outwardly from the

center of the car. Passengers enter and leave cars from both sides, a feature no

longer considered good practice but not objectionable on the lines on which they

are used.

The twelve suburban cars were originally operated on the San Mateo line,

being purchased iv 1906. For several years past these cars have not been used,

their place having been taken in the San Mateo service by a much lighter car. The
cars are in condition to be used and might be used in emergency. As the Company
has not seen fit to use them, it hardly seems that the City in case of acquiring the

system would find it desirable to purchase this equipment.

There are almost 3000 electric motors in the passenger car service of which

only 664 are of a modern type. Of these 320 were purchased with the 100 class cars

in 1911, 260 with the 201-265 class cars in 1913, four in 1915 and 80 with the

266-285 class cars in 1920. All of the other motors are of types which are obsolete

and which have not been made for many years. The largest group comprises 1127
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General Electric 1000 motors rated at 35 horse power on 550 volts. The Company

claims to he getting very good results out of these motors. A great many of these

are second-hand motors which have been picked up as they were being discarded

by other companies. This type of motor was in use under the old Union Street

cars of the Municipal Railway, and when the old cars were abandoned the motors

were purchased by the Market Street Railway Company.

Outside of the large suburban cars all cars are equipped with Type K control

with only a few classes having the wiring in metal conduit.

For the year 1928 the cost of maintenance of electrical equipment of cars.

I. C. C. Account 33, was for the Market Street Company 0.73 cents per car mile

and 6.61 cents per car hour as compared with the Municipal Railway's costs of

0.31 cents and 3.00 cents respectively, in spite of the higher wage scale in the

Muncipal Railway Shops. The reproduction cost new of the electrical equipment of

the cars is 83,820,706, thus showing that it would be very expensive to replace the

old equipment with new in order to bring the maintenance expenses to a figure

comparable with the City's costs.

In spite of the fact that the organization has been working with a handicap of

obsolete electrical equipment, they have a very good record as to the number of

"pull-ins" on account of failures on the line.

The standard color of the cars is green with white ends, which are illuminated

at night, this feature being patented by the Company. The white color and illumina-

tion is used for the purpose of increasing visibility and thus reducing the accident

hazard.

During the past few years a very large number of the cars have been fitted

with spring cushion, leather upholstered seats, with a view to attracting additional

patronage. The Byllesby organization has made a special effort to advertise and

make its service attractive and has in general been very successful. There is no

question that the general appearance and comfort of the cars in San Francisco

compare favorably with those of the cities throughout the United States.

Service

The Company at the present time is operating forty-six car routes and three

bus routes. The attached map (Frontispiece) shows the routes of all of the street

car and bus lines operating within the City of San Francisco. The routes of the

Market Street Railway are numbered, while those of the Municipal Railway are

lettered. Letters and numbers adjacent to the lines indicate the routes as far as

they are so designated. Some of the Market Street Railway car routes are not

numbered and none of the bus routes are numbered. All of the Municipal Railway

car routes are lettered, but none of the bus routes.

TABLE VIII.

MARKET STREET RAILWAY COMPANY TRAFFIC STATISTICS
1918-1928 Inclusive.

Car Miles Car Horns Car Miles
Year Operated Operated Per Car Hour
1918 24,740,601 2,820,122 8.77

1919 25,503,852 2,911,182 S.77
1920 25,631,908 2,899,444 8.S4
1921 25,154,273 2,819,388 8.92
1922 25,092,130 2,792,923 S.9S
1923 25,391,329 2,831,324 S.97
1924 25,768,581 2,867,781 S.99
1925 25,807,751 2,879.716 S.96
1926 26,572,515 2,959,505 S.9S
1927 26,666,192 2,978,282 S.95
1928 26,764,838 2,967,22S 9.02
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In the Appendix will be found a complete listing of all the present routes now
operated by the three systems.

The number of car miles operated, the car hours operated and passengers
carried from 1918 to 1928 inclusive are shown on Tables VIII and IX. A chart,

shown below, has been made to show the number of revenue passengers per car
mile; a previous chart shows the car miles per annum.
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TABLE IX.

MARKET STREET RAILWAY—NUMBER <>l PASSENGERS 1018-192!

Year
1918
1919
1920
1921
1922
1923
1924
1925
1926
1927
1928

Revenue Transfer
51.481,436
56,981,602
(i<i.4!l2.2!»2

li.226.S2d

1,028,155

6 2.1 9 6.2 4

S

63,761,055
64.994,165
66,263,248

71,810
254,121,174
260.276,505
262,369,789
264.540,834
265.059,622
263,667.445
261,549.013

operated by each line of the Market

, cable lines, and motor coach lines,

and car hours, there is also shown
re arranged in order of the number
ws their order on the basis of the

f. 19.3 9 6

596,400
586.818
6 13,530
602.890
5S3.736
593,497
549.033
503,394
518.07::
451.184

149,730,366
172.245,218
186.535,863
188,819,289
191,924,926
196.515,450
197,375,624
198,277,586
198.030.769
196.555,997 67,11 1

193,766,598 67,782
Table X, in two sheets, shows the se

Street Company, being divided into trolley

In addition to showing the number of car

the percentage of the total of each. The 1

of car miles, while the right-hand colum
number of car hours operated.

Transfers

The Market Street Railway issues free transfers between all of its lines,

limiting the riding on a single fare to one general direction. In other words, a single

live cent fare will give the passenger a ride from one part of the ciiy to another,

but will not allow him to ride so as to double back to a point close to his original

starting point, thus preventing round trip riding for a single fare. Free transfers

are issued between electric cars and buses and between electric and cable cars.

The Company has been very liberal with its transfer privileges and any re-

strictions imposed are not such as to be burdensome or inconvenient for the

average user. Approximately twenty-six percent of the total number of passengers

use transfers. The average daily number of riders is 715,000 of which approxi-

mately 188,000 are transfer passengers.
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TABLE X.

MARKET STREET RAILWAY COMPANY.
SERVICE OPERATED BY LINES—1928.

Order
of

Line % of % of Car
TROLLEY Car Miles Total Car Hours Total Hours

McAllister . . 1,794,663 7 184,980 6. i 0 1

5.92 96,629 3.50 9
4.85 138,744 5.04 3

\W 115,629 4.19
Fillmore . . 1,106,183 149,339 5.41

A OK 113,532 4.12 7
A A 120,247

f '??Q 07 4.41 *
Haight and Ingleside . . . . 909,917 Q KQ OIK 11
Sutter and California . .

9 RO QC79C Q 47
o'oiS8ft'fi79 948

7Q 7^n
1 9

Ingleside 9 47 9 80 17

793 524 3 13 92 013 3 34 1 "?

Mark 784 739 3 10 94283 3 42 1 0

Mission and 24th 775 670 3.06 86864 3 15 16
Ellis and O'Farrell 765 129 3.02 87,111 3.20 15

744 862 2.94 69^969 2.54 18
Ninth and Polk 682,257 2.69 88,562 3.21 14
Third 664,210 2.62 60,248 2.51 20
San Bruno 654,239 2.58 68,089 2.47 21
Mission and Richmond . 627,430 2.48 69,622 2.53 19
Guerrero 582,323 2.30 58,527 2.12 23
Sutter and Jackson .... 552,231 2.18 67,568 2.45
Daly City 485,978 1.92 48,536 1.76 25
Glen Park 482,918 1.90 51,434 1.86 24

447,017 1.76 47,796 1.73 28
Eighteenth 431 628 1.70 47,170 1.71 27

412,482 1.63 45,845 1.66 28
Foisom"

6 an<
^
^a * encia

350 806 1.38 37,698
Bryant 309,708 1.22 39,163 1A2 29
Eighth and Army 309 145 1.22 34,227 1.24 31
Hayes and Oak 277,891 1.10 33,458 1.21 32

202 673
Harrison 167,310 .66 22,953 .83 35
Fillmore Hill 142,521 .56 28,073 1.02 34

110,370 .43 12,054 .44 36
First and Fifth 30,527 .12 4,516 .16 38

24,843 .10 4,398 .16 39
Tenth and Post 24,242 .09 3,632 .13 40
Divisadero 20,142 .08 7,163 .26 37
Second and Market . , . 13,158 .05 2,628 .09 41

Total , 25,351,542 100.00 2,757,446 100.00
% Grand Total. . 94.72 92.94

% of % of

Line Car Miles Total Car Hours Total
CABLE

30 .55 54, 657 30.10
29 .21 49,750 27.40

Powell 21 .22 40, 883 22.52
12.86 25,924 14.26

Pacific 70,664 6 .16 10, 388 5.72

Total 100.00 181, 602 100.00
Grand Total 4.2S 6.12
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TABLE X—Continued
MARKET STREET RAILWAY COMPANY.
SERVICE OPERATED HV LINKS— 1028.

MO TOR COACH
Crocker-Amazon 116,660 43.85 13.1 4G 47.2'>

San Bruno 102,179 38.40 9,873 35.40
fcxcelsior 47,160 17.75 4,856 17.40

Total 265,999 100.00 27,875
% Grand Total 1.00

Charter Cars 830 305

Grand Total 26,764,838 100.00 2.967.228 100.00
Inter-system transfers between the Municipal Railway and the Market Street

Railway, without additional cost to the passengers, are exchanged at the following
points:

Geary Street and Divisadero Street

Inbound Municipal to southbound No. 4 or No. 24. Outbound Municipal to

northbound No. 4 or No. 24 and southbound No. 24.

Gears Street and Fillmore Street

All cars—all directions.

Stockton str<< i and Market Street

Transfers are interchanged between the Municipal "F" line and the Market

Street Railway No. 20 line to and from Fourth Street and the Southern Pacific

Station.

Union Street and Fillmore Street

Transfers in both directions on both lines. At this point the Market Street

Company has tried to secure an agreement giving them three cents for transfers

which they collect and the Municipal lines two cents per transfer,

sioat and Jnnlpero Serra Boulevard*

Inbound No. 12 cars to inbound "K" cars. Outbound "K" cars to outbound

No. 12 cars.

Transfers between the Market Street Railway and the California Street Cable

Railroad are exchanged as follows:

California Street and Presidio Avenue ;m<i

California Street and Divisadero Street

Inbound Market Street cars to inbound California Street cars. Outbound Cali-

fornia Street cars to outbound Market Street cars.

consisted of:

lei of the Market Street Railway Company as of Dectmber .'i 1 . 1928,

Genera]
General Officers 6

General Office Clerks 152
Maintenance of Way ;m<l Structures

Superintendents 2

Other Employees 278
Maintenance of Equipment

Superintendents 1

Other Employees 466
Power

Superintendents 2

Other Employees 62
Transportation

Superintendents 1

Other Employees 1881

Total 2851
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More detail as to the further division of these employees by departments or

occupations is given in Table XI while the form of the organization is shown on

the chart.

TABLE XI.

MARKET STREET RAILWAY COMPANY EMPLOYEES.
BY DEPARTMENTS—APRIL, 1929.

President's Office Employees
Office Employees 4

Transportation Department
Vice President's Office 14
Supt. of Transportation Office 15
Division Superintendents 7

Dispatchers 2 8

Inspectors 29
Platform Men 1862
Miscellaneous 6 3

Construction and Maintenance Department
Vice President's Office 11
Line Department 36
Substations 35
Cable Department 29
Car Houses 204
Shops 236
Track 271

Secretary's Office
Office Employees 3 5

Legal Department
Office Employees 3 2

Treasurer's Office
Office Employees 14

Purchasing Department
Office and Storehouse Employees 27

The aggregate salaries and wages paid during the year 19 28 were $5,-

303,102.00.

With a few exceptions those in authority have been with the system for many
years. The same applites to other employees, a number of whom have been with

the Market Street Railway, or its predecessors, since the days when the horse-cars

were operated.

There have been two strikes of platform employees, one in 19 07 and the

other in 1917. The effect of these shows very markedly on the curves of operating

and expense data. At the present time the employees are not organized. The spirit

prevailing among the employees apparently is very good, reflecting credit on the

management.
,

Offices

The head offices of the Company are located in the Holbrook Building, at

58 Sutter Street, where the President, the Vice-Presidents and Treasurer have their

offices. The Engineering and Accounting Departments are also located in the same
building, while the mechanical department offices are at the Geneva Avenue Shop.

The office of the power division is in the car barn at Turk and Fillmore Streets,

and the line department headquarters are across the street on Fillmore Street

near Turk. The store department is located at Eleventh and Bryant Streets.

The Company maintains a medical department and cares for injured or sick

employees at the St. Francis Hospital, where it maintains several beds and gives

most excellent service.
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CHAPTER V.

FINANCIAL RESULTS OF PRESENT OPERATION OF
THE MARKET STREET RAILWAY.

In this section of the report the assets and liabilities of the Market Street

Railway Company are shown in considerable detail together with the income, profit

and loss resulting from the operation. An analysis is also made of the revenue,

and details of operating expenses are set forth and discussed. In addition to con-

sidering the results of the year "1928, charts and tables are presented, making
comparison wTith the previous years. Some of the curves extend from 1900, others

from dates almost as far back. On account of the volume of the tabular data, it

has been necessary to limit this to the past ten years, or from 1919 to 192S

inclusive. The years 1917 and 191 S are not representative years on account of

the strike of 1917. That these years are not normal is very clearly shown in

the curves.

Balance Sheet

Table XII shows the balance sheets for the years 1927 and 1928 in parallel

columns. The various items are discussed in detail for the purpose of clearly setting

forth the actual meaning of this statement.

TABLE XII.

MARKET STREET RAILWAY COMPANY.
CORPORATION BALANCE SHEETS FOR YEARS 1927 AND 1928.

ASSETS

l Investments Dec. 31,1927 Dec. 31, 1928
Road and Equipment 847,607,942.98 $47,552,512.69
Sinking Fund 154,470.77 165,274.33
Investments Affiliated Cos.

(a) Stocks 13,505.00 13.505.00
(c) Notes 16.700.00 16,700.00

Other Investments
(a) Stocks 1.00 1.00
(b) Bonds 23,297.00 23,297.00

Total Investments 847,815,916.75 §47,771,290.02

Current Assets

Cash 446,675.72 387,158.75
Special Deposits 420.00 300.00
Loans and Notes Receivable 692.35 1.557.35
Miscellaneous Accounts Receivable 85,131.56 93,484.50
Materials and Supplies 478,343.61 402.530.89
Interest, Dividends and Rents Receivable 863.50 2,805.6s

Total Current Assets S 1,012,126.74 S 887,837.17

Preferred Assets 11,668.08 72,777.92

Unadjusted Debits

Rents and Insurance in Advance 27,342.71 21.618.57
Discount on Funded Debt 607,297.57 526, 443. S4
Other Unadjusted Debits 8,248.94 3.263.60

Total Unadjusted Debits S 642.8S9.22

8. Grand Total S49,482,600.79 849,283,231.12
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LIABILITIES

19. Capital Stock $31,926,450.00 $31,926,450.00
20. Funded Debt

Book Liabilities §13,000,000

Company's Holdings 2,634,000 11,001,500.00 10,366,000.00

Current Liabilities

21. Audited Accounts and Wages Payable 218,405.96 375,489.91
22. Matured Interest and Rents Unpaid 208,780.00 196,911.25

Total Current Liabilities $ 427,185.96 $ 572,401.16
Deferred Liabilities 85,647.16 64.619.63

Unadjusted < 'rcdita

Tax Liability 262,236.53 276,366.06

123,231.98 90,047.1s
an 2,128.547.60 2,551.764.59
Credits 101,007.57 95,521.83

Unadjusted Credits $ 2.615,023.68 $ 3,013.699.66

< 'orporatc Surplus

Profit and Loss 3,426,793.99 3.340,060.67

949, 182,600.79 f49.28S.281.12

Item No. 1—Road and Equipment—shows the book value of the property as

of the last day of the year. Details as to how this valuation is made up are not

available. This figure, however, is the one which may be compared with the repro-

duction cost new of other valuations quoted in this report. This figure has no
particular significance other than representing what the Company is carrying on its

books as the value of the property. It has been arrived at through setting up on
the books the purchase prices of the separate properties consolidated, adding from
year to year the cost of additions and betterments and deducting the estimated

cost of retirements. During the year 1928 this account decreased $55,430.29, which
is the net difference between additions and betterments of $214,566.80 and retire-

ments of $269,997.09. The additions and betterments, as well as the retirements

are largely in the equipment account to which the costs of new cars and their

electrical equipment are charged as additions and from which the book value of

cars retired amounting to $256,580.00 is deducted.

Item No. 2—Sinking Fund—increased during the year by $10,803.56, which

is the net result of the year's transactions required by the deed of trust, securing

the mortgage on the seven per cent sinking fund gold bonds which the Company
was allowed to issue by order of the Railroad Commission set forth in detail

hereinbefore. These transactions involve additons to the fund, by income from

the investment fund $570.86, cash appropriations to the fund $500,000.00, other

additons to the fund $144,275.83, amounting to $644,846.69 total additions. With-

drawals from the fund during the year for purchase of bonds amounted to

$634,043.13, leaving a net balance in the fund at the close of the year of $165,274.33.
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Item No. 3 shows first the Company's investment in stock of affiliated com-

panies amounting to $13,505.00 detailed as follows:

South San Francisco Railway & Power Co §13.500.00

Sutter Street Railroad Co 1.00

Sutro Railroad Co 1.00

The San Francisco & San Mateo Electric Railway Co 1.0 0

Meropolitan Railway Co 1.00

Gough Street Railroad Co 1.00

813,505.00

The notes, amounting to 816,700.00 are those of the South San Francisco

Railroad and Power Company.
,

Item No. 4 is investments in other than affiliated companies, amounting to

a total of $23,298.00. This is largely in United States Government Liberty Loan
Bonds bearing four and one-quarter per cent interest.

Item No. 5 is the total investments.

Of the current assets Item No. 6 shows the cash on hand, which is the Com-
pany's day to day balance.

Items Nos. 7, 8 and 9 are small miscellaneous accounts not calling for

special comment.

Item No. 10—Materials and Supplies—represents stocks of construction and

repair material, which are reasonable and necessary for the Company to keep on

hand. During the year there was written off obsolete material to the amount of

$15,345.44.

Item No. 11—Interest, Dividends and Rents Receivable—requires no comment.

Item No. 13—Deferred Assets—likewise Item No. 14, Rents and Insurance

in Advance—are self-explanatory.

Item No. 15—Discount on Funded Debt—is the remaining difference between

the selling price and the par value of the $13,000,000.00 worth of 7% bonds which

were sold at ninety-three. This amount is being decreased each year. In the yeai

1928 the total reduction was $80,853.73, of which $32,876.38 was a debit item

under "Profit and Loss," and $47,977.35 was a deduction from the gross income.

Item No. 16—Unadjusted Debits—consists of three small items, the largest of

which covers a portion of the cost of the valuation made in 1926 by thej Byllesby

Company.

Item No. 18 gives the grand total of the Company's assets, amounting to

$49,283,231.12, on December 31, 1928, or $199,369.67 less than in 1927.

Liabilities

Item No. 19 covers the Company's capital stock amounting to $31,926,450.00
This stock is divided as follows

6% Cumulative Prior Preference $11,61S,500.00
6% Cumulative Preferred 4,986,850.00
6% Non-Cumulative Second Preferred 4,673,700.00
Common 10,647,400.00

No dividends have ever been paid on any of this stock with the exception of

the regular dividend on the Prior Preference Stock which was paid from April 1.

1922, to January 1, 1924. On this the unpaid accumulations as of January 1, 1929,

were forty and one-half per cent. On the 6% Cumulative Preferred the accumu-
lations on the same date were forty-six and one-half per cent. The present value

of these stocks will be discussed under values.
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Item No. 20—Funded Debt—covers the amount of the Company's indebtedness,

which is covered by bonds. As previously indicated, the Company has been author-

ized by the Railroad Commission to issue $13,000,000.00 of seven per cent bonds,

and as set forth in detail on page 8. During the year $635,500.00 of these bonds

$2,034,000.00 were being held by the Company. These bonds are being taken up

by the Company year by year as required by the deed of trust securing the mortgage,

and as set forth in detail on page 20. During the year $635,500.00 of these bonds
were acquired by the company.

Item No. 21—Audited Accounts and Wages Payable—covers the audited but

not paid current indebtedness of the Company.

Item No. 22 likewise covers current interest and rents unpaid.

Item No. 24 covers several miscellaneous deferred liabilities.

Item No. 25—Tax Liability—is self-explanatory.

Item No. 26—Operative Reserves—covers the balance of a fund accumulated

between 1921 and 1926, through the operating accounts, under the title of "Depre-

ciation of Way and Structures, Equipment, and Power Plant Buildings and Equip-

ment."' The $90,047.18 shown as a liability is divided between reserves for insur-

ance, cable replacements, renewals, and legal expense, approximately $64,000.00

Item No. 27—Accrued Depreciation—shows an increase during the year of

S4 23,21 6.44. This account was credited with $500,000.00 set up as a debit under
"Profit and Loss" and debited with retirements to the extent of $76,783.01. This

amount set up as "Accrued Depreciation" is not held as cash or securities but repre-

sents part of the investment in roadway equipment.

Item No. 28—Unadjusted Credits—consists of three items, namely:

Unpaid crossing repair bills rendered by the Municipal
Railway $38,435.33

Money received from the City on account for the property
on Frederick Street between Arguello Boulevard and
Willard Street now occupied by the Kezar Stadium. . 46.500.00

Liability for tickets purchased but not yet used 10,586.50

Item No. 30—Profit and Loss—this represents the accumulated book surplus

and shows a decrease of $S6,733.32 since 1927.

Item No. 31 is the grand total of the liabilties which balances the grand total

of the assets.

Income Statement

Table XIII shows the Income Statement of the Market Street Railway and
United Railroads from 1919 to 1 928 inclusive. The details of this statement are

as follows:

Item No. 1—Railway Operating Revenue—shows the amount of money re-

ceived on account of railway operations, the major portion being fares collected.

A small amount comes from advertising and rentals which for the year 192S

amounted to $85,474.07. Special car revenue collected was $602.60. The total of

these three items amounts to under one per cent of the total revenue. This account

is presented more fully later in this chapter.

Item No. 2—Railway Operating Expenses—covers all expenditures for the

maintenance of track, structures and cars, the furnishing of power, the cost of

conducting transportation, advertising, and general expenses, the details of which

are set forth in another table.

Item No. 3 is the net operating revenue or the difference between railway

operating revenues and railway operating expenses.
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for this may be seen in the progressive increase in railway operating expenses

from 1920 to 1928 with the exception of the years 1922 and 1923, which were
lower than the preceding year of 19 21.

Taxes show an increase from 1920 to 1923, after which they remain stationary

until 1927 when they dropped 2.2% and in 1928 rose 0.4%, so that in 1928 they

stood 10.1% higher than In 1920.

Revenue

Under this section are presented more details as to the railway operating

revenue than were given under the analysis of the income statement. This data Is

more or less voluminous and can be presented best in the form of tabulations and
charts.

The first of these is a chart showing the railway operating earnings per

car mile and per car hour from 1902 to 1928 inclusive, which brings out very

clearly the pronounced changes which have occurred during this period. Receipts

per car hour show fluctuation of from two dollars and fifty-five cents to three

dollars and seventy cents between 1917 and 1923. Since 1923 there has been ;i

rapid falling off in the revenue—both per car hour and per car mile.

Table XV shows the same data in tabular form and In addition the number of

revenue passengers per car mile for both the Market Street and Municipal Systems.

TABLE XV.

MARKET STREET RAILWAY.
REVENUE PER CAR MILE AND PER CAR HOUR AND REVENUE PASSENGERS

PER ( Alt MULE.

Revenue Revenue Passengers Per
( ill Mile

Ceiiis Per Dollars Per Market Municipal
Year Car Mile Cur Hour St. Ry. Railway
1920 36.392 3.217 7.2775 7.5626
1921 37.509 3.317 7.5064 7.6726
1922 • 38.193 3.431 7.6488 7.5435
1923 38.633 3.465 7.7395 7.4242
1924 38.234 3.436 7.6302 7.3825
1925 38.371 3.439 7.6829 7.4810
1926 37.564 3.342 7.4524 7.3180
1927 36.S24 3.297 7.3710 7.2531
1928 36.445 3.287 7.2396 7.2141

The next chart shows the ratio of operating expenses to operating revenue,

or the operating ratio. This shows that the general trend has been an increase

since 1900. The two marked peaks are In years when there were strikes, and
are just the reverse of the dips which occur in the curves showing earnings.

The above gives the detail of the system as a whole but does not give infor-

mation by routes and in order to do this Table XVI "Operating Results by Lines"

is presented

This shows car miles, car hours, operating expenses, net revenue, taxes,

and the net after taxes for each line of the system arranged in the order of the

number of car miles operated during the year 1928. In order to prepare this table

it was necessary to estimate the operating expenses and taxes applicable to each

line. In the last column which shows the net after deducting operating expenses

and taxes from revenue, the figures marked with asterisks are deficits and indicate

that twenty-four of the fifty trolley lines operated do not earn operating expenses

and taxes. The McAllister Street Line is highest in point of net as well as in the
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number of car miles operated. The next in order is the Valencia Street Line,

closely followed by the Third and Kearny Line, and the Sutter and California

Street Line.

The third column from the right shows the difference between revenue and
operating expenses or net revenue and even in this column a large proportion of

the lines show deficits. All of the cable lines, with the exception of the Castro

and Pacific Avenue lines, show reasonable returns but none of the motor-eoach
routes produce revenue sufficient to meet operating expenses.

Table XVII, entitled "Market Street Railway Revenue per Car Mile and per

Car Hour by Operated Routes for 19 28" shows the trolley routes in the order of their

earnings per car mile, followed by the revenue per car mile and the revenue per

car hour, together with numbers indicating the order of earnings per car hour.

Between the order of earnings per car mile and the order of earnings per car hour
there is a marked difference.

While the earnings of the S'an Mateo Line are twenty-sixth on the car mile

basis, they are first on the car hour basis, indicating very clearly the effect of in-

crease in speed.

This table also shows that the length of route affects the revenue per car mile

and per car hour as is evidenced from the showing made by the three Sutter Street

lines—Sutter and Jackson being third, Sutter and California fifth, Sutter and
Clement fifteenth in the order of earnings per car mile, or in inverse ordier to

the length of liue. The same thing is shown by the receipts per car mi'^e for th°

Haight-Masonic, Haight-Ingleside, and Haight-Ocean lines, all of which operate

over Haight Street. Masonic Avenue, the shortest, is twelfth on the list, the other
two being twenty-second and twenty-third respectively.
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The following data has been compiled for the year 1928. It is of interest to see

the trend of the lines over the past five years and in order to do this there are

presented four graphs showing the comparison of revenues by routes from 1924

to 1928, the upper line in each case being the 1924 revenue for the route and the

lower line the 1928 revenue. From this it can be seen at a glance that on most of

the routes the revenue has been decreasing, although a few show increases, the

most marked of these being the Ninth and Polk Street, Hayes Street, Haight-

Ingleside, San Bruno, Fillmore Hill, and Daly City-Cemeteries Lines.
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TABLE XVII.

MARKET STREET RAILWAY REVENUE PER CAR MILE AND CAR HOUR
BY OPERATED ROUTES—1928.

Order of Revenue Revenue Order of
Earnings Per Per Per Earnings Per

Route Car Mile Car Mile Car Hour Car Hour

TROLLEY ROUTES
Second and Market 1

Ninth and Polk 2

Sutter and Jackson 3

Third and Kearny 4

Sutter and California 5

Hayes 6

Valencia 7

Fillmore 8

Mission and 24th 9

Ellis and O'Farrell 10
McAllister 11
Masonic 12
Market 13
Daly City and Cemeteries .. 14
Sutter and Clement 15
Mission 16
Turk and Eddy 17
Harrison 18
Hayes and Oak 19
Sixth and Sansome 20
Third 21
Haight and Ingleside 22
Haight and Ocean 23
Fillmore Hill 24
Howard 25
San Mateo 26
Bryant 27
Mission and Richmond 28
San Bruno 29
Folsom 30
Ingleside 31
Fillmore and Valencia 32
Glen Park 33
Guerrero 34
First and Fifth 35
Eighteenth 3 6

Eighth and Army 37
Visitacion 38
Bosworth 39
Divisadero 40
Tenth and Post 41

10.66418 §3.3254 14
.49869 3.7648 9

.46373 3.7901 6

.46290 3.8314 4

.45620 4.2629 2

.43974 3.7924 5

.42748 3.7877 7
.42664 3.1602 20
.41946 3.7457 10
.41011 3.6021 12
.40287 3.9086 3

.37593 3.1997 17

.37245 3.1000 21

.36073 3.6119 11

.36071 3.5054 13
.35430 3.7717 S

.34641 3.2923 15

.34177 2.4912 28

.34145 2.8359 23

.33896 2.1519 33

.33225 3.1869 19

.32990 3.1892 18

.32563 3.2424 16

.32166 1.6330 36

.29049 2.7168 25

.28890 4.4892 1

.28592 2.2611 32

.28422 2.5613 27

.28420 2.7308 24

.28164 2.6208 26

.26953 2.9758 22

.26692 2.4016 29

.24953 2.3428 31

.23924 2.3803 30

.22294 1.5070 37
• 22011 2.0141 34
.19169 1.7314 35
.12964 1.1870 3S
.08550 .4830 39
.04517 .1270 41
.03754 .2501 40

Average for Trolley. .

CABLE ROUTES
Powell 1
Jackson 2
Sacramento 3
Castro 4
Pacific 5

Average for Cable. .

MOTORCOACH ROUTES
Crocker-Amazon Coach 1
San Bruno Coach 2
Excelsior 3

Average for Motor-
coach

$0.63471
.57178
.45494
.34394
.10063

S0.49275

.17202

.13040

.12514

S3. 7729
3.6740
3.0575
1.9533
.6845

S3. 1107

1.5265
1.3495
1.2153
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bus service. Practically all of the other lines are either standing still or show a

slight decrease in revenue.

Operating Expenses

As was indicated under "Income," there has been a marked increase in the

operating expenses of the Railway during the past ten years. Three charts are

given—one shows operating revenue and expenses in dollars from 1900 to 1928;

the second, the earnings and the expenses per car hour from 1905 to 1928; the

third, earnings and expenses per car mile from 1902 to 1928. It should be noted

on all of these charts that the curve of earnings and the curve of expenses are

drawing together.

In Table XVIII there have been set up the expenses divided into the Inter-

state Commerce Commission major groups of accounts. These accounts for the year

19 28 have the following relation to the total:

Way and Structures 8.5%
Equipment 8.3%
Power 17.8%
Conducting Transportation 50.9%
Traffic 1.3%
General and Miscellaneous 13.2%

Under the "Way and Structures" account it is to be noted that the amount
expended for keeping up the plant has not varied greatly since 19 21. In the past

two years following the control passing into the hands of the Byllesby organization,

the expenditures were a little higher but dropped down again during the year 1928.

The same is practically true of the "Equipment" account.

"Power" shows a marked drop-off in 1923, as compared with previous years,

indicating the effect of the control of the Sierra and San Francisco Power Company
passing into the hands of the Pacific Gas and Electric Company and the establish-

ment of electric rate schedule P-9 hy the California Railroad Commission.

"Conducting Transportation" shows a general increase during the ten-year

period with the exception of 1922 when the amount decreased. This account

closely follows the change of wage scale as detailed under the discussion about

wages.

The "Traffic" group of accounts shows a large increase since 1919, the

greater increase occurring in the last three years from 1926 to 1928. This is due
to the change in public relation policies of the Company under the Byllesby

management. While the increase within the account is very large, it does not

appreciably affect the total expense as the entire group for 1928 was but a small

percentage of the total.

The "General and Miscellaneous" group of accounts shows a progressive

increase since 1919 except for the years 1923 and 1924. This increase is due to

changes in General Officers and Clerks, and to an increase in "Pensions and
Gratuities" as other expenses show no marked increases. Salaries and expenses
of General Officers have increased from approximately S63,000 in 1922 and 1923
to $227,000 in 1928.

Another chart is inserted showing the operating expenses on both the car

mile and the car hour basis for the purpose of showing the relation between the
two by years since 1902.

In order to furnish more details as to the makeup of the "Operating
Expenses" there follow as Table XIX the 19 2 8 Operating Expenses listed by the

Interstate Commerce Commission accounts. The first column of percentages shows
the ratio that each account bears to the total of the group while the last column
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shows the ratio which the particular account bears to the total "Operating Ex-
penses. In Table XX the same figures are divded to show the Costs of Cable, Bus.
and Trolley operation.

The "Way and Structures" group accounts for 8.5% of the total expenditures,

while "Paving" costs are 19.8% of the group, or 1.7% of the total expenditure, the

actual expense being $129,808.81 for the year.

The "Power" group represents 17.8% of the total, the largest single item

being for "Power Purchased," which covers 89.8% of the group, or 16% of the

total expenditures.

As would be expected, the "Wages of Passenger Conductors and Motormen"
which covers 42.8% of the total "Operating Expenses" and 83.1% of the "Con-
ducting Transportation" group, is the largest single item not only in the group,

but also in the entire list of expenses.

This group also contains two other items which are relatively large, namely:

Superintendence of Transportation 3.4% of total

Car House Employees 3.7% " "

The next group "Traffic" is relatively small, being but 1.3% of the total,

the largest item being for advertising, which accounts for 0.8% of the total.
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TABLE XIX.

MARKET STREET RAILWAY COMPANY OPERATING EXPENSE—1928

I. C. C. % of % of

Acct. No. Group Total
"Way and Structures

1. Superintendence $ 52,488.25 8.00 .70

2. Ballast 2,571.19 .40

3. Ties 6,503.80 1.00 .10
4. Rails 13,094.93 2.00 .20
5. Rail Fastenings and Joints 14,472.27 2.20 .20
6. Special Work 13,750.09 2.10 .20
7. Underground Construction 2,005.49 .30
8. Track and Roadway Labor 229,814.13 35.00 3.00
9. Misc. Track and Roadway Expense 19,646.03 3.00 .20

10. Paving 129,808.81 19.80 1.70
11. Cleaning and Sanding Track 37,177.65 5.70 .50
15. Bridges, Trestles and Culverts 1,082.75 .20
16. Crossings, Fences and Signs 1,863.89 .30

17. Signals 2,694.94 .40

19. Miscellaneous Way Expenses 5,690.78 .70 .10

20. Poles and Fixtures 14,131.41 2.10 .20
21. Underground Conduits 34.46 ....

22. Distribution System 60,581.64 9.20 .80

23. Miscellaneous Electric Line Expense. .. . 3,635.75 .60

24. Buildings, Fixtures and Grounds 45,413.99 7.00 .60

25. Depreciation ....

Total Way and Structures S 650,462.25 100.00 S.50

Equipment

Superintendence 17,708.24 2.80 .20
Passenger Cars 366,563.27 57.00 4.70
Service Equipment 3,708.04 .60 .10
Electric Equipment of Cars 196,196.87 30.40 2.50
Shop Equipment 11,641.96 1.80 .20
Shop Expenses 33,370.90 5.20 .40
Vehicles and Horses 14,002.43 2.20 .20
Miscellaneous Equipment Expenses ....

Depreciation of Equipment ....

Total Equipment S 643,191.71 100.00 8.30

Power

Superintendence 8,331.23 .60 .10
Power Plant Buildings 869.48
Power Plant Equipment 42,181.68 3.10 .50
Substation Equipment 5,438.90 .40 .10
Depreciation
Power Plant Employees 13,687.30 1.00 .20
Fuel for Power 12,400.82 .90 .20
Lubricants for Power 977.07 .10
Miscellaneous Supplies and Expenses ... . 896.47
Substation Employees 52,636.47 3.80 .70
Substation Supplies and Expenses 4,137.10 .30
Power Purchased 1,237,044.89 89.80 16.00

Total Power 81,378,601.41 100.00
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TABLE XIX (Continued).

Conducting Transportation

Superintendence $ 264,774.57
Passenger Conductors, Motormen 3.27S.480.48
Misc. Car Service Employees 21.150.78
Misc. Car Service Expenses 63,15 3.83
Station Employees 41.34
Station Expenses 1,251.66
Carhouse Employees 283.493.17
Carhouse Expenses 6.870.59
Signals 2,638.58
Oper. Tel. and Tel. Lines 8,496.90
Other Transportation Expenses 9,899.64

Traffic

lerintendence 29,783.81
ertising 62.125.89
cellaneous Traffic Expense 10.002.97

101,012

i 227.231.91
Clerks 84,231.91
xpenses 48,969.05

67.861.62
nt Expense 10,751.57
ratuities 52.369.35
General Expenses 58,648.25

Insurance 36,694.93 3.60

Store Expenses 32,274.57 3.20
Garage and Stable Expense 47,351.92 4.60
Rent of Equipment 17.100.00 1.70

Total—Genera] and
Miscellaneous 91,026, 1 :>:{.2 i 1 00.00

Total Operating Expense S7.7 16,612.82

Wav and Structures S 656.462.25 8.50
Equipment 643.191.71 8.30
Power

1,378,601.41

17.80
Conducting Transportation 3,940.251.54 50.80
Traffic 101,912.67 1.30
General and Miscellaneous 1,026,193.24 13.30

Total Operating Expense S7. 74 <>,« 12.82

The "General and Miscellaneous" group is 13.3% of the total,

items run more than 1 % of the total, namely:

Salaries and Expenses of General Officers 3 %
Salaries and Expenses of General Office Clerks 1.1%
Injuries and damages 3.7%
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Trend of Railway Costs

Table XXI, showing average costs from 191:5 to 1928, has been taken from
the Electric Railway Journal of January 12. 1929. and covers the following major
itms of railway expense:

Railway Operating Materials.

Electric Railway Wages.
Electric Railway Construction Costs.

General Construction Costs.

TABLE XXI.

RAILWAY COSTS 1913-1928 AS PERCENTAGE OF 1918 COSTS.

Elec. Ry. Oper- Elec. Ry. Con- General Con-
Material! Electric Railway m i im ( ion < <»sis s( ruction Costl

Costs Wages (Am. Elec. (Enj-. News-
(Richey) (Richey) Ry. Assn.) Record)

1913
1914
1915
1 !» 1 G

1917
19 IS
1919
1920
1921
1922
192::

19 24
1925
1926
1927
1928

100.0
92.6
93.5

126.2
181.9
168.8
172.2
224.6
169.9
170.0
168.0
156.0
156.1
155.0
145.7
14 2.2

100.0
104.2
106.2
111.6
120.6
140.5
174.0
217.3
222.7
210.0
212.1
219.2
222.2
225.3
227.5
229.3

244.7
200.7
175.2
200.2
204.6
202.4
202.6
201.1
203.1

129.6
181.2
189.2
198.4
251.3
201.8
174.4
214.1
215.4
206.7
208.0
206.2
206.8

This very clearly shows that the p^

1920. Wages were at the highest p

i no offsetting increase in fares, whi

the other lines of t

in the eastern ma
the Pacific Coast.

The actual cl

in Table XXII. It

osts, except wages, occurred in the

1928. In San Francisco there has

iKliout the country on other street

lcreased 57.7% since 1913. The increases in labor

upon the San Francisco railways as well as upon

ind in addition to paying a higher price for materials

s been necessary to pay increased freight rates to

• the Market Str< ii Company are set up

i slight decrease in the

istruction has remained

TABLE XXII.

MARKET STREET RAILWAY WAGE SCALE DATA.

Platform Men

April 13, 1919 From 42c to 4Sc per hour
July 13, 1919 " 46c " 52c "

July 11, 1920 " 50c *' 56c "

Sept. 4, 1921 " 42c "52c "

April 29, 1923 " 46c " 54c "

Feb. 28, 1926 " 48c *' 56c "

Average for first 3 months of 1929—54.624c per hour.
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Average for All Track Men

Car Cleaners

1919 35c per hour
1920 40c " "

1921 38c "

1923 40c " "

1926 . .44%c "

1929 44%c "

Mechanics—Per Hour

Year Machinists Blacksmiths Carpenters Painter

1919 62c 65c 62c 59c
1920 67c 70c 67c 64c
1921 (9-1-21) 63c 66c 63c 60c
1923 65c 68c 65c 65c
1926 (3-1-26) 67c 70c 67c 67c
1929 67c 72c 67c 67c
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CHAPTER VI.

TRAFFIC SURVEY.
The daily average number of passengers carried in the y

of the Market Street Railway and the percentage which this bi

ket Street Railway passengers are shown by a graph on which I
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in the order of average number of passengers carried daily. The Market Street

System, during the year 1928, carried an average of 714,638 passengers per day,

of which the McAllister Street Line carried nearly 49,000 or nearly seven per cent

of the total. There are six lnes carrying four or more per cent of the total and.
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eight lines carrying between three and four per cent. Of the remaining thirty-five

routes, seventeen carry less than one per cent each.
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Data By Lines

Table XXIII entitled "Statement of Passengers Carried by all Lines—Year
1928" combines the traffic of the Market Street, Municipal, and California Street

systems in one tabulation, arranged in the order of the number of revenue passen-

gers which they carried during the year 19 28. There are shown the number of

revenue passengers carried, the numerical order of the line, and the percentage of

the total revenue which each line carried.

In the next column are the total number of transfer passengers carried by
each line and the percentage of the total number of transfer passengers.

There next appears the percentage of passengers riding on transfers tarried

by the line, following which is the total number of revenue and transfer passengers
with the percentage of the total carried by each line.

The next to the last column shows the average total daily number of passengers

carried by routes.

The last column shows the numerical order of the lines on the basis of the

total number of passengers that they carry each day. This column contains some
surprises to one who has not been closely following traffic, as it shows that the

cross-town lines are carrying large numbers of the passengers—the Fillmore Street

line being number two, the Kearny Street lines being; number three and the Polk
Street line number six in the total number of passengers carried, ranking above the

Sutter lines and the Geary Street lines.

7
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This also shows that each of twenty-nine of the lines carries less than one

per cent of the total number of passengers, while only two lines, the McAllister

Street and the Fillmore Street, carry more than four per cent.

Table XXIV gives car mile, car hour and passenger data by years from 192$

back to 1919 for the Municipal Railway. California Street Cable Railroad and the

Market Street Railway, and for all three systems. The combined systems carried

the maximum number of passengers in 1926, wbile the number of transfer pas-

sengers was greatest in 19 2S.

Transfers

While these tables show the total traffic handled by each line of the system,

they do not show the origin and destination of the passengers handled.

The tables also show the total number of transfers collected on each line but

do not show the origin of the transfer passengers. In order to obtain this informa-

tion an analysis was made of the transfers of a normal week day. The transfers

collected on Wednesday. March 6, 1929, were furnished through the courtesy of

the company after their purposes had been served.

This analysis was made as follows: First, the transfers collected on each line

were sorted by originating lines. Second, each group was counted and the result

set down in tabular form as Table XXV.

On the day selected 199.S93 transfers were collected. It was possible to

tabulate all but about 2 per cent of this number. This per cent could not be

tabulated because of the lack of information as to the lines on which they were
collected.

In the table the left hand column indicates the lines issuing the transfer?

while the names of the lines collecting them appear at the head of the table.

Opposite each issuing route are two lines, the upper one showing transfers issued

inbound, the lower one those issued outbound. The transfers collected are not

sorted by trips, making it impossible to determine whether they were collected in-

bound or outbound.

The totals across the bottom of the table show the approximate number of

transfers collected on each route. The totals immediately after the name of the

issuing line show the approximate number of inbound and outbound transfers issued

by that route which were used.

As passengers are granted the privilege of transferring on a transfer by having

the intermediate ride validated on the original transfer, this table does not show
all of the use made of the transfer privilege. Xo record is kept of the use of the

transfer on the intermediate line, making it impossible to follow the route of

passengers using more than two cars to complete a ride.

The face of the transfer shows the line on which it originated and the con-

ductors' records show the line on which it was collected thus showing the route on

which a passenger started the trip and the route on which it was completed.

For instance, a passenger on an inbound Sutter Street car destined for some
point on Valencia Street might make an intermediate transfer via Divisadero Street.

Fillmore Street. Polk Street.. Powell Street or Kearny Street, depending on where
he boarded the inbound Sutter Street caT. The records available would only show
that he boarded a Sutter Street car and completed his ride on a Valencia Street

car. The indication of his having used an intermediate line is a punch mark in a

space on the transfer provided for validation by the intermediate conductor.

In order to determine the total number of transfers between two lines it is

necessary to take from the table the inbound and outbound figures appearing where
the first line, as issuing line, crosses the second line as the collecting line and 'add
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TABLE XXV Transfer Analysis, Market Street
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+1527 Mun. Ry. transfers collected on lines 22 and 23 on Fillmore Street at Gearv.
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to them the two figures appearing where the second line as issuing line crosses the

first as collecting line. The sum of these four figures represents the total inter-

change of transfers between the two lines.

Checking the Traffic'

The Market Street Railway has no records giving the volume of traffic on the

various parts of the routes being operated. The annual volume of traffic by lines

does not give this information, neither does the analysis of transfer movements.
As this information was vital to the preparation of a new scheme of routing Hind

to a readjustment of schedules it was essential that this data be obtained by direct

Such information has been secured on some systems through requesting

passengers to fill out blanks which were handed them as they boarded the cars.

These blanks contained spaces for showing the boarding point and the destination

together with the route which the passenger proposes to use. Careful consideration

of this method showed it to be impractical on account of the labor necessary to

pass out and collect the questionnaires, assist in filling them out and to summarize
and tabulate them.

There remained a second method of securing suitable information for our

purpose, namely by means of a riding count and by point checks and these two

Observers were placed on a sufficient number of cars to secure a represen-

tative count of the number of passengers boarding and alighting from the cars of a

route at each stop between terminals. In addlton to taking this data the observers

recorded the running time and the time required between selected points including

the principal transfer intersections. This information when tabulated, summarized
and plotted produces a mass diagram of the net load at every point on the route.

It also shows the number of passengers getting on or off at each stop.

By plotting the numbers boarding and leaving the cars on the basis of the

percentage of the total there is shown the proportion of the line's total traffic

originating on any section of the route and likewise the proportion destined to any
section. From this data it was possible to determine very closely the use being

made of each portion of a line, thus furnishing data for making a study of re-

routing to more accurately meet the req uirements of the patrons. It also permitted

making calculations for schedule adjustments in Ihe interest of economy.

used on each line between the hours of 6 A. M. and midnight on the days selected

for the check. These men could cover but six of the total number of cars in service

on a route. In order to obtain the total volume of traffic a second method of

check known as the "cordon count" or "point check" was employed.

To make this count six salient points were selected on each route. At these

points an observer was stationed from 6 A. M. to midnight on the date chosen. These
observers made a complete record of the cars passing them, showing the car number,
number of passengers carried, and the time. Their records give accurate data of the

running time on the route checked for all hours of the day and show the relation

between the number of seats provided and the number of passengers carried. The
data so secured have been summarized and charted showing the flow of traffic

past each observer's station.

From these charts can be determined the adequacy of the service at each of

the locations. This information was used in studying the possibilities of rearrange-

ments of schedules.
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Both riding and point checks were made on representative week days, and on

certain lines where it was found advisable, additional checks were made to show

the Saturday travel.

Between October 29, 1928, and May 1, 1929, twenty-four days of rain or storm

prevented the traffic from being representative. In additon to interfering with

the normal traffic, condensation on the windows and the use of storm curtains pro-

hibited the counting of passengers in point checks. On such days as far as possible

the field force was utilized in the office. The occurrence of rain after the com-

mencement of a check necessitated the cessation of field work and required the

repetition of the check at a later date.

An epidemic of "flu" proved a very serious handicap as it took several men
out of the organization for three or four days at a time. So far as possible these

unavoidable absences were covered with emergency observers but it was not always

possible to efficiently fill the gap.

It required several days for a man to become proficient in the work of

observation so that only men employed in the office who had had field experience

were suitable for this work. Therefore the use of these men in the field, slowed

up the office work. The observers released from field work were used in the office

in tabulating and summarizing the survey data and making transfer analysis.

A certain number of men was required to supervise the work. The hours of

work were not congenial to the average man so that in order to maintain the force

of seventeen men required to carry on the work it was necessary to employ during

the period covered by the field work no less than thirty-five men. One or two
draftsmen and an office assistant were also necessary.

The supervisors saw that each man was at his post and checked his watch
so that each observer carried standard time.

No small part of the work was that of selecting the days on which the checks
of the line were to be made and arranging the men so that they would ride on
representative trips. It was also necessary to carefully select the points at which
cordon counts were to be made. This work required a close study of the Market
Street Railway's timetables. General supervision of the survey work was ably

handled by Mr. Douglas under Mr. Campbell's direction.

The routes of the Market Street Company were checked in the following

order:

1. Cable lines.

2. Cross-town electric lines.

3. Main electric routes.

4. Motor coach routes.

A complete synopsis of the program used in the point and riding checks of

all lines is given in Table XXVI.

Through the courtesy of Mr. Samuel Kahn, President of the Market Street

Railway Company, and Mr. A. W. Brohman, Superintendent of Transportation, every

facility desired was accorded and free transportation was provided for the men
engaged in the traffic survey.

Only the lines of the Market Street Railway were covered by this survey.

Neither time nor funds available permitted securing similar data for all of the

Municipal Railway lines. Two Municipal Railway lines were checked in connection

with the survey made of the California Street Cable Railroad, viz. the "C" and
"F" lines.

Mr. Fred Boeken, Superintendent of the Municipal Railway placed at our

disposal such information as he had covering the Municipal Railway Service.



SAN FRANCISCO STREET RAILWAY REQUIREMENTS



TRAFFIC SURVEY

llsllllilssll^ III



CHAPTER VII.

MUNICIPAL OPERATION OF PRIVATE SYSTEMS.

There are two ways by which the municipality may take over and operate

the properties of the Market Street Railway Company and the California Street

Cable Railroad. First, through piecemeal acquisition, and second, through acquiring

the entire property and establishing a unified system.

The map, page 26, "Franchise Expirations," shows by the heavy lines the

streets on which franchises expire in 1929, and by the line with circles the streets

on which there are no franchises or where they are revocable or on which the fran-

chise status is doubtful. It is readily seen that the majority of the important

routes will be affected by these expirations.

The following important streets are among those for which franchises expire

during 1929:

Market Street, entire length.

Valencia Street, entire length.

Fourth Street, Market to Townsend.

Fifth Street, Market to Brannan.
Sixth Street, Market to Brannan.

Ocean Avenue, entire length.

Sutter Street, entire length.

Turk Street, Fillmore to Market.

McAllister Street, Presidio to Market.

Hayes Street. Stanyan to Market.

Haight Street, Stanyan to Market.

Lincoln Way, entire length.

Sansome Street, entire length.

Polk Street, North Point to Sutter.

Larkin Street, Post to Market.

Many possibilities present themselves for establishing municipal routes over

these streets. To take over these tracks for the exclusive use of the Municipal

Railroad would effectually cut off service from practically every district to the

business center. This would mean that for the City to give the same service it

would be necessary to take over a considerable number of other lines and establish

a transfer agreement with the remaining lines of the Market Street system. Failure

to make such a transfer agreement would require a large part of the patrons to

pay a double fare.

The result of piecemeal acquisiton of the portions of the system for which

the franchises are expiring would be immediate unsatisfactory service to the public

with possibly double fares and eventually the abandonment of service on many
of the remaining lines whose franchises the Company would still hold, and which

it could not afford to operate.

It must be pointed out that should the City attempt to acquire the system

piecemeal it would be necessary not only to purchase the track and roadway

but also to provide, either by purchase or construction, cars, carhouses, ^hops,

power supply and other necessities for giving street railway service.
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The uninterrupted maintenance of adequate street railway transportation is

of prime importance to the welfare and growth of the City regardless of whether
it is given by the municipality or a private company. It is, therefore, essential that

nothing be done to impair the standard of service enjoyed by the different sections

of the City. It is very probable that piecemeal acquisition would result in a higher

ultimate cost than the purchase of the entire properties.

For these reasons it has been felt desirable to consider at this time only

plans dealing with the acquisition and operaton of the systems as a whole, leaving

the possible piecemeal acquisition to be considered only with respect to a few of

the individual lines in the event that a general consolidation and unification

cannot be effected.

Combined Systems

With the data obtained through the traffic survey it was possible to project

a new routing plan, making use of all the information available. Before com-
mencing the discussion of the rerouting plans, attention should be directed to the

following considerations which have had much influence in determining the routes

to be presented:

1. Routes which might be adandoned

—

(a) On account of duplication.,

(b) On account of insufficient traffic.

(c) To improve traffic routes for vehicles.

2. Rerouting with Municipal Railway lines.

3. Rerouting with California Street Cable Railroad lines.

4. To utilize tunnels.

5. To relieve traffic congestion on Market Street.

6. To replace rail with bus lines.

7. To eliminate transferring as much as possible.

All of this work was done with the expectation of utilizing the trackage of

the Market Street Railway Company, the Municipal Railway, and the California
Street Cable Railroad as one complete system.

Track Abandonment

(a) It was thought desirable to abandon certain streets because of the
existing duplication of service.

Clement Street

Consideration was given to the advisability of taking the cars off Clement
Street through the Richmond District. At present the Municipal Railway operates
on Geary Street, the Market Street Railway Company on Clement Street, and the
Municipal Railway again on California Street, making three lines a block apart
on parallel streets with a spacing of four blocks between the Geary Street Line
and the Fulton Street Line.

Clement Street for a considerable distance has developed into a business
thoroughfare and the discontinuance of the car service on this street would,
without doubt, work considerable hardship on a large number of people. In view
of these conditions it is felt that the continued use of Clement Street is warranted
and, as will be indicated under the details of the proposed routes, it will be seen
that the service under the proposed plan would, if anything, be improved in the
section between Sixth and Tenth Avenues.

Ellis Street and Eddy Street

Ellis Street and Eddy Street from Market Street to Divisadero Street carry
single track lines. The double-tracking of O'Farrell Street, which is proposed, will
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eliminate the necessity for tracks on Ellis Street, which is the next street south of

O'Farrell Street. It is proposed eventually to double-track Turk Street In order

to piovide through service from Market Street to the Richmond District via Balboa
Street. When this is done there will no longer be a necessity for the single track

now on Eddy Street.

Van Ness Avenue and Polk Street

The duplication of service by parallel lines on Van Ness Avenue and on Polk

Street has often been pointed out and consideration was given to the abandonment
of one or the other of these two lines. Table XXIII shows that the Polk Street Line

is fifteenth in the number of revenue passengers carried and sixth in tin- total

number of passengers carried. The Van Ness Avenue lines of the Municipal Rail

way, "H" and "D," rank twenty-third and twenty-eighth respectively, in the

number of revenue passengers carried and twenty-eighth and twentieth respectively,

in the total number of passengers carried. These facts, together with the proposal

to move the cars operated on California Street via Van Ness Avenue, justify the

continued operation of the tracks on both streets. The Polk Street Line carries

approximately 11.000,000 passengers a year, while the two Municipal lines on

Van Ness Avenue carry approximately 12.000,000 passengers. This volume of

traffic is sufficient to warrant the retention of both double-track lines.

Howard St reel

Howard Street from the Embarcadero to Twenty-sixth Street Is paralleled

on one side by Mission Street and on the other side by Folsom Street. The com-
parative receipts for this line for the past five years show a gradual decline in the

amount of business. This street can be most advantageously utilized for a vehicular

thoroughfare. It is therefore recommended that all of the tracks on Howard Street

be abandoned except for the one block between Steuart Street and the Embarcadero
over which it will be necessary to operate two of the proposed routes. Howard
Street thus falls within three of the classilications calling for abandonment, namely:

duplication, to provide an improved vehicular route, and on account of insufficient

business.

Columbus Avenue-Washington Street-Jackson Street

The Market Street Railway maintains a track on Broadway from Columbus
Avenue to the Embarcadero. The Municipal Railway is operating its "E" Line

over single tracks on Washington Street and Jackson Street from Columbus Avenue
to the Embarcadero. These tracks go through the commission district on narrow

streets, where considerable difficulty is experienced and where a loss of time in

occasioned by the heavy traffic. There is no question that the business on these

streets also suffers some inconvenience on account of the operation of the cars.

By rerouting the "E" Line from Columbus Avenue to the Embarcadero over

Broadway it will be possible to abandon the Municipal Railway track on Columbus
Avenue from Broadway to Washington and on Washington from Montgomery to the

Embarcadero, and on Jackson Street from Columbus Avenue to the Embarcadero.

This will in no manner impair the service but, on the contrary, will make it possible

to render a more reliable service on a better schedule. Traffic checks indicate that

almost no passengers either board or leave the cars betwen Columbus Avenue and
the Embarcadero on Washington and Jackson Streets, indicating that the passengers

are desirous of reaching the Ferry and that the rerouting proposed via Broadway
will reduce the running time. It will also decrease the number of miles of track

which will have to be maintained, thereby cutting the cost of track and roadway
maintenance.
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Pacific Avenue

The Pacific Avenue Cable between Polk Street and Divisadero Street carried

during 1928 an average of 613 passengers per day with an annual revenue o£

$7,110.58 showing a loss of $21,805. It might prove more desirable to substitute

a bus service on account of the traffic being insufficient to sustain a rail line.

Bosworth Street

The daily average number of passengers carried on the Bosworth Street Line

was 216, with an annual revenue of $2,124.12. The loss on this line was$7,337.

Mission Street service is to the east of this route and the San Jose Avenue lines

are crossed. Under a unified operating plan it would therefore seem advisable to

abandon this service. No cars have been operated on this route since November 2 1,

1928, on account of the construction of the Bernal Cut, and no serious incon-

venience has been observed through this cutting off of service.

Tenth Street

The line operating on Tenth Street, thence via a circuitous route to Post

Street, carried an average of sixty-eight passengers per day with a revenue of

$910.20 for the year showing a loss of $7,271.

Post Street

Service will be furnished by another route, and good service provided on

Ninth Street. The Municipal Railway "H" line operates on Eleventh Street. It

therefore seems advisable to abandon the service on Tenth Street from Market to

Bryant, and on Post Street and the connecting streets between Post Street and
Market and Polk Streets. The tracks on Leavenworth Street from Post to

McAllister and Post Street from Leavenworth to Taylor should not be abandoned as

they provide an emergency routing which might become serviceable for possible

future loop operation.

The abandonment of the track on Tenth Street opens up a through automobile

route free of cars from Division Street to Market connecting with the Bay Shore

Highway via Potrero Avenue and forms a direct route from the County Line to

Market Street.

Twenty-second Street

The tracks on Twenty-second Street between Mission and Howard will no
longer be of service after the abandonment of the Howard Street Line.

The proposed reroutings make it unnecessary to retain the tracks on Eighth
Street from Bryant to Brannan, on Brannan Street from Sixth Street to Eighth
Street, on Harrison Street from Ninth Street to Third Street, and on Army Street

from Folsom Street to Bryant Street.

As is more fully discussed under "Changes in Routing to Relieve Marker
Street," it will be possible to abandon the present Market Street inner tracks from
Valencia Street to Castro.

Four tracks were placed on Church Street from Market to Sixteenth Street

on account of the inability to reach a satisfactory agreement with the United

Railroads in connection with the joint use of this track. With the combination of

systems this four track stretch will not be required as two tracks are ample to

carry all service.

The lengths of the tracks to be abandoned are given on Table XXVII.

The tracks shown in Table XXVIII will no longer be required for the

operation of the proposed routes but it is believed that they should not be abandoned
for the reasons set forth in the table.
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TABLE XXVII.

PROPOSED TRACK ABANDONMENTS.
MARKET STREET RAILWAY
Street Prom To Miles of s. T.

Howard Street
Tenth Street
Eighth Street
Brannan Street
Harrison Street
Polk Street
Ellis Street
Bosworth Street
Army Street
Pacific Avenue
22nd Street
Market Street

(Inner Tracks)
Hyde Street

intimate Abandonmen

Steuart
Market
Bryant
Sixth
Ninth
Market
Market
Mission
Folsoni
Polk
Mission

Ellis

11 Turk Btn

26th
Bryant
Brannan
Eighth
Third
Hayes
Divisadero
Burnside
Bryant
Divisadero
Howard

6.884
1.128
.088
.344

1.065
.179

2.307
.753
.255

2.282
.209

l Double Tracked and Bullion Line I'.ini

MUNICIPAL RAILWA1
Columbus Avenue
Washington Street
Jackson Street

Broadway Washington
Montgomery Embarcadero
Columbus Embarcadero

.500

.420

.430

TABLE XXVIII

SERVICE ABANDONED—TRACK not ABANDONED.

MARKET STREET RAILWAY
Fi To

Fifth Street

Brannan Street
First Street

Leavenworth Street
Post Street

Broadway

Mission

Second
Brannan
Post
Leavenworth
Powell

Bryant

First
Townsend
McAllister
Taylor

Mason

To give access to Mail Dock

Emergency re-routing or
possible future loop.

Service cars to Mason and
Washington Streets Cable

Masonic Avenue
Stanyau Street

Brannan Street

Oak
Frederick

Third

MUNICIPAL RAILWAY
Geary

Haight
Carl

Fourth

id pull-in to

outing

Cornwall
Second Avenue Sixth Avenue

Rerouting with Munic ipal Lines

No special plans are necessary in order to utilize the lines of the Municipal

Railway other than are touched upon under the heading "Utilization of Tunnels"

and the "Abandonment of the Center Tracks on Market Street West of Valencia"

as indicated under the proposed new routes.

At a number of places the tracks of the Municipal Railway lines are already

connected to track now owned by the Market Street Company.
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Rerouting with California Street Cable Railroad

In the report on the California Street Cable Railroad submitted in December.

192S, definite plans were made for the abandonment of cable operation on California

Street west of Van Ness Avenue and for the establishment of electric service in

place of cable service. Recommendations were also made in this report for the

abandonment of the cable tracks on O'Farrell from Market Street to Jones Street

and for the construction of electric tracks in their place. These plans have been

carried forward into the general rerouting scheme now being submitted.

Utilization of Tunnels

Three tunnels, the Stockton Street, Twin Peaks, and Sunset Tunnels have been

built through the creation of local assessment districts for the purpose of connecting

level portions of the city separated by high and steep hills.

The Stockton Street Tunnel, 900 feet long, accommodates pedestrians and

vehicular and street car traffic. The Twin Peaks Tunnel, 12,000 feet long, and

the Sunset Tunnel, 4,200 feet long, provide only for street car traffic.

None of the Market Street Railway Lines operate through these tunnels.

In our studies to develop a plan for unified operation we have considered that

these tunnels would be utilized by any lines naturally tributary thereto where such

use would result in the best service to the public.

No additonal lines can advantageously be brought through the Stockton Street

or Twin Peaks tunnels at this time but when the district west of Twin Peaks is

further developed it will be necessary to add new lines through the latter tunnel.

At the present time the "K" and "L" service readily handles all of the traffic

from this district. Transfer privileges between the lines of the Municipal Railway

and those of the Market Street Railway have been in effect at St. Francis Circle

for several years. This exchange of transfers adequately provides for all trans-

portation requirements west of Twin Peaks.

The Sunset Tunnel offers a more direct route downtown for the Market Street

Company's No. 7 line and the outer end of the present No. 6 line. The Sunset

tunnel can best be utilized by the No. 7 line by the construction of three blocks of

track, namely—two blocks on Frederick Street from Stanyan to Cole and one block

on Cole Street from Frederick to Carl. A less satisfactory connection might be

made via Arguello Boulevard from Lincoln Way to Carl Street or via Stanyan
Street from Frederick Street to Carl Street. Either of these latter methods would
involve operating the cars up fairly heavy grades and require turning the cars at

grade breaks in s-uch a manner as to make the operation undesirable. No expendi-

tures will be required to route the No. 6 line through the tunnel as track connections

are already available over which the Municipal "N" line now operates.

Further improvement of the connection for the No. 7 line via Frederick

Street from Stanyan to Cole could be had by making an entrance directly into the

west portal of the Sunset tunnel through the acquisiton of additional property now
facing Cole Street. In this report we have estimated on routing the cars to the

Sunset tunnel via the intersection of Carl and Cole Streets.

To Relieve Market Street

Attention has already been called to the fact that lower Market Street is

carrying more cars than are necessary. There are two reasons for this, namely,
the location of the ferries at the foot of Market Street and the inability to create

a street north of and parallel to Market Street. This has led to the premature
advocacy of a subway on Market Street. The City is now engaged in planning for

a transbay bridge. Should the bridge be constructed on the Recommended Location
No. 1, or Alternate Location No. 2, the entire traffic situation on lower Market
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Street would be changed as both of these schemes call for the establishment of an

elevated loop south of Market Street which would greatly relieve lower Market Street

from pedestrian traffic. The loop would extend along Tehama Street from Fremont

to Seventh Street, returning in the No. 1 scheme via Bryant Street. There will be

several stations on either of these loops which will eliminate the concentration of

the enormous transbay traffic at any one point such as now exists at the Ferry.

The foot of Market Street will no doubt continue to be an important loop point

as there is no question that some of the trunk line steam service and possibly the

Marin County commuter and steam train traffic will still continue to be handled

from this location.

We may only speculate as to the disposition of the Marin County service

after the East Bay Bridge is completed. In order to compete with the quicker time

to the East Bay District, it may be necessary for the Marin District to secure a

bay crossing requiring less time than the present route. Such a crossing would

naturally have to be made from some point along the north shore of the San

Francisco peninsula, perhaps somewhere near the north end of Van Ness Avenue.

The possibility of breaking up the concentration of traffic at the present Ferry

Building puts an entirely different aspect on the Market Street subway situation

and no subway plans should be made without taking these contingent factors into

consideration.

Transbay stations distributed between Fremont Street and Seventh Street

south of Market will require rerouting of cars across to the south side of Market

Street rather than on to and along that thoroughfare, thus greatly reducing the

Market Street traffic. It may then be possible to reduce the Market Street service

to a point where it can be handled satisfactorily by two tracks in place of the

present four.

The immediate construction of a subway along Market Street terminating at

ihe Ferry Building would not tap the proposed Rincon Hill bridge terminal and

upon the completion of the bridge would not be utilized to full capacity.

With the advent of the bridge and the continued growth of the Peninsula

commuter traffic, it is probable that a relatively short cross-town subway con-

necting the Third and Townsend Street Station and the transbay terminal loop with

the financial district and all east and west street car lines would prove much more
satisfactory and economical than the Market Street Subway.

That the solution of the Market Street traffic situation is very definitely

related to transbay traffic is very clearly shown by considering for a moment the

change in Market Street traffic which could be brought about by moving the present

Ferry service and Ferry Building even two blocks south to the foot of Howard
Street. This would make it possible to divert from Market Street all of the transbay

traffic allowing that street to be used largely for local traffic originating on or

north of Market Street.

Under present conditions eight Municipal and twelve Market Street lines, a

total of twenty lines, are operated to the Ferry. During the peak hour the point

of present maximum congestion is at the intersection of Market, Kearny, Geary
and Third Streets. It is essential that as much service as possible be cut off Market
Street east of this intersection. More cars than are necessary are now operated

between this point and the Ferry, and curtailment of service will be of no dis-

advantage but will materially improve operating conditions and result in economy
of .operation.

By the reroutings proposed, the number of lines operating to the Ferry may
be reduced. The following table shows the number of routes now operated and
the number which would be operated under the suggested plan.
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Number of Routes Number of Routes
Section of Market Street At Present Proposed

Embarcadero to First Street 20 12
First Street to Sutter Street 20 13
Sutter Street to Geary Street 17 11

Geary Street to Fourth Street 13 9

Fourth Street to Eddy Street 13 10
Eddy Street to Fifth Street 12 10
Fifth Street to McAllister Street 12 11
McAllister Street to Hayes Street 11 10
Hayes Street to Twelfth Street 9 8

Twelfth Street to Haight Street 9 9

Haight Street to Valencia Street 6 7

Valencia Street to Duboce Avenue 5 6

Duboce Avenue to Church Street 4 4

Church Street to Castro Street 3 3

The present and proposed distribution of cars on Market Street is shown
graphically on the chart (Page 84).

These changes would be accomplished by routing some of the lines now oper-

ated to the Ferry across Market Street and into the territory south of that thorough-

fare, also by routing some of the lines to a point of contact with Market Street,

thence north over another street, as illustrated by the rerouting of the "D" line and
the connection of the "A" line with the "F" line.

Further changes in routing, looking toward clearing lower Market Street, are

the diversion of lines from Market Street at Fourth Street and Fifth, also the routing

of the Church Street line off Market Street to Mission Street via Twelfth Street.

The present service requirements on Market Street, as far west as Valencia

Street, are now so heavy as to make operation unsatisfactory with less than four

tracks. The "four track bugaboo" has been exploited in certain quarters by subsi-

dized agitators to the detriment of the City. Actual operating experience has proved
the service to be as safe as that on other streets. In fact, considering the amount of

traffic, the number of accidents is relatively small. There is at times some incon-
venience and strangers in the City are sometimes timid about crossing the street.

They are, however, no more timid about crossing Market Street than are out-of-town
automobile drivers about driving through the City streets.

The false propaganda that business is hurt by four tracks on Market Street
is refuted by the following tabulation of the growth of the business of the
Emporium, which shows a doubling of volume in the ten-year period, 1918-192S,
or since Twin Peaks Tunnel cars have operated on the outer tracks on Market
Street.

Sales of the Emporium
1915 § 7,433,436 1922 $16,760,453
1916 7,417,075 1923 18,205,127
1917 8,670,482 1924 17,916,887
1918 10,126,042 1925 18,740,631
1919 13,509,024 1926 19,671,749
1920 15,734,517 1927 19,734,934
1921 15,499,682 1928 20,686.630

It will be possible, when rebuilding the tracsk on Market Street, to secure
more uniform spacing by decreasing the center to center spacing of the inner tracks.

Under the rerouting plans it will be possible to dispense with two tracks west
of Valencia Street, as a double track line is ample to carry all of the cars west of

that point. This change would best be handled by the abandonment of the Market
Street tracks in the center and moving the Municipal Railway tracks over to the
center positon for the reason that the Market Street tracks are in such condition
that they would soon require reconstruction, while the Municipal tracks are
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relatively new. To abandon the inner tracks and operate on the outer tracks only

would leave the use of the center of the street to automobiles. This would greatly

increase the number of collisions between street cars and automobile's and make the

street unsafe for pedestrians on account of the high speed of the automobiles

running between the street car lines.

Replacing Rail with Bus Lines

The various lines of the Market Street Railway have been viewed with the

possibility of abandoning the car service and substituting therefor automobile bus

service. This substitution has been found undesirable in every case.

There has been a great deal of publicity given to the possibility that automo-

bile buses would eventually replace street car service. A number of street railway

lines have put on heavy bus service but it has not proved as economical or as

satisfactory as was expected. Present indications throughout the country are

that the use of automobile buses, in place of established rail lines, will not

materially increase. With the steep grades in our San Francisco streets it will

never be practicable to substitute buses for street cars. Any line providing suffi-

cient traffic to warrant bus service, moving more than one hundred and twenty

people an hour, can be more economically and more satisfactorily served by a

street car line.

The cost per seat of operating buses is relatively high and the service is not

entirely reliable. For these reasons it is not advisable to use buses except for

feeder service to outlying districts where the traffic is very light and not likely to

expand, or where conditions prohibit the extension of street railway lines. With
the most modern buses now on the market it would be impossible to replace satis-

factorily the service now given by the street cars on any of the heavily traveled lines.

We shall always have electrically operated street cars in San Francisco. For
safety our steep grade hills must, under present conditions, be operated by cable

cars and automobile buses will never render satisfactory service.

Rerouting to Decrease Transferring

The data which has been set up in tabular form on Table XXV was given

careful consideration in connection with the studies for the rerouting of the various

street railway lines and as far as consistent the proposed routes have been laid

out to eliminate as many transfers as possible.

The table shows that the cross-town lines are the lines picking up and issuing

the largest numbers of transfers. No route can be laid out to efficiently replace the

service rendered by these cross-town lines.

The Fillmore Street Line comes first in the number of transfer passengers
carried, and is closely followed by the Kearny Street and Polk Street Lines. The
Municipal "H" Line and also the Powell Street Cables carry a large number of

transfer passengers.

Table XXIII (page 67) gives the number of transfers handled by each line

in the City.

Rearrangement of Routes

In working out the general rearrangement of routes all of the trackage of

the three systems has been considered as being available for use in providing a city-

wide transportation service of the utmost convenience to the public at the minimum
expense of operation, due consideration being given to the various subjects listed

at the beginning of the chapter.

Details are presented of forty-five electric and cable car routes and eight
bus routes, utilizing the majority of the existing trackage, together with minor
additions necessary to complete certain desirable routes, as well as new trackage
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in place of portions of the California Street Cable Railroad and some second track

where single track now exists. Some new special work will be required in order
to make all of this rerouting possible, likewise some special work will be eliminated

by the proposed routing.

The routes described as being desirable for establishment under the unified

operating plan present some of the possibilities offered through such a compre-
hensive readjustment of the City's service. Should the combination be effected,

changes in these routes might advantageously be made from time to time as

experience would dictate.

With sixty-eight trolley, cable and bus routes to be rearranged, it is evident

that there are hundreds of possible combinations. The proposal to change any
route will produce general discussion and bring forth many complaints from
individuals as well as other suggestions. This is to be expected as everyone looks at

the transportation problem from a different viewpoint, depending on his place of

residence and on the location of his business. Any rearrangement of service is

bound to discommode some passengers, and at the same time prove of great con-

venience to others.

By considering the traffic checks, the reroutings proposed have been arranged

with a view to discommoding as few as possible and benefiting the greatest number.
The final result will be of great advantage to the City as a whole.

No comprehensive rearrangement of routing has ever been undertaken without

creating much adverse comment from those discommoded, while the patron whose
service is bettered fails to record his sentiments The matter of service will be

more fully discussed under the cost of operating the new routes, but it should be

said at this point that in working up the rerouting, careful consideration has been
given to service requirements, and in no case has the amount of service been

decreased where traffic warranted its maintenance There have been some cases

where the checks showed the service to be far in excess of the traffic. In some
of these cases the headways have been lengthened with the view of economy without

seriously impairing the service. In other cases the survey has shown the inadequacy

of the service and in these cases the headways have been decreased with the view

of bettering the service.

In reducing the number of car miles and car hours operated, the amount of

service has on the whole been increased rather than decreased, the savings being

made by cutting off mileage shown to be absolutely unnecessary.

With three separate systems supplying the service, there are of necessity
competitive conditions causing each road to run a richer service on certain lines

than the traffic warrants. The three separate organizations, being incapable of

functioning as a unit, cannot put into effect the routing improving Market Street

conditions. Neither can they put into effect some of the through routing which

would be inaugurated under the proposed plans.

There is no doubt that the proposed routes would give most excellent service.

It is impossible to put them into effect without the combination of the three systems

and it is confidently predicted that the inauguration of the rerouting scheme, if

allowed to operate for thirty or sixty days would meet with the hearty approval of

the majority of the patrons. It would take at least this length of time for everyone

using the cars to become familiar with the transportation possibilities of the pro-

posed scheme.

Of necessity the route designations of the majority of the lines would have

to be changed, which in itself would result in some confusion at first.

The above statements are not in any sense to be taken as an attempt t'o

apologize for the proposed reroutings. They are made to prepare your Board
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against hasty criticisms and to secure from those interested more careful consider-

ation than might be given by a patron considering only his own personal convenience.

The proposed new routes are set forth and described in detail on the following

pages. Due to the fact that a number of the lines have been combined it has been

necessary to use a new designation—numbers being employed for this purpose. The
proposed routes are numbered from one to fifty-three inclusive. These numbers

are not intended to be the routing numbers to be assigned should the combination

be effected but are used merely for the purposes of this report.

Insofar as possible, the present designations are also shown for the purpose

of tying the proposed routes back to the existing service.

PROPOSED ROUTE NO. 1.

TENTH AVENUE—GEARY AND STOCKTON STREETS.

Municipal Line "A"—Geary Street and Park

To be combined with present line "F," route as follows: From Fulton Street

via Tenth Avenue, Geary Street, Divisadero Street, O'Farrell Street, Stockton Street,

Columbus Avenue, North Point Street, Van Ness Avenue and Chestnut Street to

Scott Street, later to be extended into the Marina District replacing present bus
service.

One Way Distance, Miles

Present A Line Ferry to Tenth and Fulton 4.80
Present F Line Market to Scott 3.08 7.SS

Less Ferry to Geary and Stockton 91
Less Stockton, Market to O'Farrell 08 .99 6.89

Plus Divisadero-Geary to O'Farrell .0 7

6.9 0

One Way Running Time, Minutes Day Night
Tenth Avenue—Fulton to Geary

2.5

2.5
Geary—Tenth to Second Avenue

3.0

2.5
Geary—Second to Presidio

3.5

3.5
Geary and Presidio to O'Farrell and Van Ness 7.5 7.5
O'Farrell and Van Ness to Stockton and O'Farrell 6.0 6.0
Stockton—O'Farrell to Columbus Avenue

6.5

6.0
Columbus to Van Ness and Chestnut

7.0

6.5
Chestnut—Van Ness to Scott

5.0

4.0

41.0 38.0
PROPOSED SCHEDULE.

From
Head- Running Car Round

To Hours way Time Cars Hours Trips
5 30 A. M. 6:10 A. M. .67 10 90 9 6 4
6 10 7:15 1.08 6 90 15 16 11
7 15 8:40 1.42 98 28 40 24
8 40 11:30 2.83 4 92 23 65 42

11 30 4:20 P. M. 4.83 4 92 23 111 73
4 20 P. M. 5:40 1.33 3 99 33 44 27

40 8:30 2.83 5 90 18 51 34
8 30 11:30 3.00 6 84 14 42 30

11 30 P. M. 1:00 A. M. 1.50 9 90 10 15 10

Week Day Car Hours 390
255 x 13.82 = Week Day Car Miles 3520

This combination of the present Municipal "A" and "F" routes has the fol-
lowing advantages: As was discussed under the California Street Cable Railroad
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combination, marked economies are possible through the rerouting of one of the

present Geary Street lines over Stockton Street in connection with the "F" line.

In that report the "C" line was used as a possible example. Further consideration

showed that the "A" line was the more logical route to operate with the , 'F" line,

as the establishment of a through route with either the "B" line or the "C" line

would deprive some patrons of a direct connection to the ferries. By using the "A"
line as the connecting line, only those on Tenth Avenue, between Geary Street and
Fulton, would be deprived of this service. These patrons can, however, readily

secure this either by transferring or by walking to Geary Street or to Fulton Street.

The advantages of a through operation are the cutting-off of needless service on

lower Geary and Market Streets now given by the "A" line and the discontinuance

of the annoyance of turning back the "F" line cars at Stockton and Ellis Streets.

This service gives the patrons all the advantages of the downtown service which

they now enjoy.

By the use of Divisadero Street from Geary to O'Farrell and of O'Farrell from

Divisadero to Stockton, excess service is taken off at Geary Street which will permit

of faster operation and at the same time eliminate the necessity of operating the

No. 20 Route which now runs outbound on O Farrell Street and inbound on Ellis

Street. This releases Ellis Street from street car tracks, making this a good east

and west automobile route from Market Street to Divisadero Street.

The present headways on the "A" line and on the "F" line are approximately

the same so that the two lines balance.

PROPOSED ROUTE SO. 2.

GEAR'S STREET AND OCEAN.
Municipal Line "H" Geary Street and Ocean.

No change in present route. From Ferry Loop via Market Street, Geary
Street. Thirty-Third Avenue, Balboa Street. Forty-Fifth Avenue and Cabrlllo Street

to Great Highway.

One Way Distance (same as present) 7.06 Miles
Week Day Car Hours (same as present) 327
Week Day Car Miles (same as present) 3420
Maximum Number of Cars 27

PROPOSED ROUTE SO. -i.

GEARY AND CALIFORNIA STREETS.
Municipal Line "C"—Geary and California Streets.

From Ferry Loop via Market Street, Geary Street, Van Ness Avenue and
California Street to Thirty-Third Avenue.

One Way Distance
Same as at present via Cornwall and California Streets 5.91 Miles

One Way Running Time, Minutes Day Night
California—Thirty-third to Funston 5.5 5.5

California—Funston to Presidio 7.0 7.0
California and Presidio to Geary and Van Ness 8.5 8.5
Geary—Van Ness to Kearny 7.0 6.0
Geary and Kearny to Ferry 6.0 5.0

34.0 32.0
PROPOSED SCHEDULE, (Continued)

Head- Running Car Round
From To Hours way Time Cars Hours Trips

5-30 A.M. 6:10 A.M. .67 8 72 9 6 5

6:10 7:15 1.08 6 72 12 13 11

7:15 8:40 1.42 3 V2 77 22 32 25
8:40 11:30 2.83 5 75 15 43 34
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From To Hours way Time Cars Hours Trips
Head- Running Car Round

11 30 4:20 P. M. 4.83 5 75 15 58
4 20 P. M. 5:05 .75 2% 77y2 31 23 18
5 05 5:40 .58 4 72 18 11 9

40 8:30 2.83 5 y2 71 V2 13 37 31
8 30 11:30 3.00 7y2 • 6 7y2 9 27 24

11 30 1:00 A. M. 1.50 9 72 8 12 10
1 00 A. M. 5:00 4.00 GO 60 1 4 4

Week Day Car Hours
281

... 281
229

Week Day Car Miles 229 x 11.82 , , 2710

The abandonment of cable service on California Street west of Vsin Ness
Avenue is necessary in order to permit this new routing. The details of this pro-

posed change were discussed at great length in the report on the California Street

Cable Railroad and it is hardly necessary to make further comment here.

PROPOSED ROUTE NO. 4.

PRESIDIO-KEARNY STREET AND NORTH BEACH.
Municipal Line "D"—Geary Street and Van Ness Avenue.

To be connected with Route No. 15. From Presidio Loop via Private Right
of Way, Greenwich Street, Steiner Street, Union Street, Van Ness Avenue, O'Farrell
Street, Stockton Street, Fourth Street, Townsend Street, Third Street. Kearny
Street, Broadway and Powell Street to Jefferson Street and Embarcadero.

One Way Distance, Miles

D—Presidio to Ferry 4.24
Less Ferry to Van Ness and Geary

Ferry to Kearny 71
Kearny to Van Ness 1.00 1.71 2.58

15 Line—Third and Townsend to Powell and Jefferson. 2.61
Third and Townsend to Fourth—Market and Ellis 9 9
Stockton and Ellis to O'Farrell and Stockton 08
O'Farrell—Stockton to Van Ness 8 3
Van Ness—O'Farrell to Geary .0 7 1.97

One Way Running Time, Minutes
Presidio to Baker and Greenwich
Greenwich and Baker to Union and Steiner. . .

Union and Steiner to Vallejo and Van Ness. . .

Van Ness—Vallejo to Pine
Van Ness—Pine to O'Farrell
O'Farrell—Van Ness to Stockton
Stockton and O'Farrell to S. P. Station
S. P. Station to Third and Market
Third and Market to Kearny and Broadway. . .

Kearny and Broadway to Powell and Jefferson

50.0 44.5
PROPOSED SCHEDULE.

From To Hours
Head-
way

Running
Time Cars

Car
Hours

Round
Trips

5:30 A. M. 6:10 A. M. .67 10 100 10 4
6:10 7:15 1.08 8 104 13 15 9
7:15 8:40 1.42 4 10S 27 39

638:40 11:30 2.83 5 110 22 34
11:30 4:20 P. M. 4.83 5 110 107 58
4:20 P. M. 5:40 1.33 3 111 37 13

7.11

Day Niglil

2.0 2.0

3.0 3.0
4.5 4.5

3.5 3.5
2.5 2.0
6.0 6.0

8.0 6.5

6.0 5.0
7.0 6.0
7.5 6.0
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PROPOSED SCHEDULE, (Continued)

Head- Running Car Round
From To Hours way Time Cars Hours Trips

5 110 22 22 12~

5-40 8:30 2.83 6 108 18 51 29
S : 30 11:30 3.00 7 98 14 42 26

11:00 1:00 A.M. 1.50 15 105 7 11 6

207
*1:00A.M. 5:30 4.50 30 60 2 9 9

Week Day Car Hours 379
Week Day Car Miles 207 x 14.22 2950

9x S.52 7-7 3027

*Owl from North Beach to Twenty-third and Third Streets via Powell, Broadway,
Kearny and Third Streets.

One Way Distance—4.26 Miles.

The present "D" line operates from the Presidio via Van Ness Avenue, Geary

and Market Streets to the ferries. Direct service from the Presidio to the ferries

is provided by the "E" line but no direct service is given from the Presidio or from

Van Ness Avenue to the Third and Townsend Streets station. This is believed

to be a desirable service and by connecting the line from the Presidio with the

present Market Street Railway Company's No. 15 line it is possible to do away
with the time required at the station on account of turning back both the line from
the Presidio and the line from North Beach, thus avoiding excess cost and street

congestion. Operating via O'Farrell Street to Stockton Street, thence over Fourth

Street, takes care of the service previously given by the No. 20 line. On Van Ness

Avenue it will cross a great many of the important lines, providing quicker service to

the station. The headways on the "D" line and on the No. 15 line very closely

balance.

PROPOSED ROl TE SO. 5.

[TNION STREET.

Municipal Line "E"—Union Street.

From Ferry via Embarcadero, Broadway, Columbus Avenue, Union Street.

Larkin Street. Vallejo Street, Van Ness Avenue, Union Street, Baker Street, Green-

wich Street, and Private Right of Way to Presidio Loop.

One Way Distance, Miles

Present Route 3.77
Less Ferry to Stockton 1.01

2.76
Plus Ferry to Broadway and Kearny 74

Broadway—Kearny to Columbus 07
Columbus—Broadway to Stockton 17

(Present Route 3.77) 3.74

One Way Running Time, Minutes Day Nighi

Presidio to Baker and Greenwich

2.0

2.0

Greenwich and Baker to Steiner and Union

4.0

4.0

Steiner and Union-Vallejo and Van Ness

4.5

4.5

Vallejo and Van Ness to Kearny and Broadway 8.5 8.5

Kearny and Broadway to Ferry

6.0

5.0

25.0
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PROPOSED SCHEDULE.

From To Hours
Head-
way

Running
Time Cars

Car
Hours

Round
Trips

5 6 67 10 60
6 10 7 15 1.08 5 55 11 12 13

15 8 40 1.42 4% 5 8V2 13 19 19

8 40 11 30 2.83 6 % 58 y2 9 26 26
4 20 P. M. 4.83

4 20 P. M. 5 40 1.33 4y2 58 Yz 13 18 18

5 40 8 30 2.83 5% 55 10 29 31
8 30 11 30 3.00 7 56 8 24 26

11 30 1 00 A. M. 1.50 8 56 7 11 12
1 00 A. M. 5 00 4.00 60 60 1 4 4

196 202
Week .196

Week Day Car Miles 202 x 7.48 1510

The changes in this line have already been discussed under the abandonment
of the tracks through the commission district on Washington and Jackson Streets.

The length of route is approximately the same, but it should be possible to improve

the running time during the hours when the business in the commission district is

heavy.

Municipal Line "F"—Stockton Street.

To be combined with Line "A" under the proposed Route No. 1.

PROPOSED ROUTE NO. 6.

VAN NESS-POTRERO AND SAN BRUNO AVENUES.
Municipal Line "H"—Potrero and Van Ness Avenues.

To operate over Line No. 25 route beyond Army Street. Route from Fort
Mason Loop via Private Right of Way, Van Ness Avenue, Eleventh Street, Division

Street, Potrero Avenue, and San Bruno Avenue to Third Street and Wilde Avenue.
During A. M. and P. M. rush hours cars to be operated through from Third Street

and Wilde Avenue via San Bruno Avenue to County Line at Sunny Dale Avenue (Vis-

itacion Valley).

One Way Distance, Miles

Present Route H—Ft. Mason to Army 4.63
Present Repute 25 5.35

10.01
Less—Fifth and Market to Bryant 60

Bryant, Fifth to Twenty-sixth 2.19
Twenty-sixth and Bryant to Army and San Bruno 28 3.07

6.94
One Way Running Time, Minutes Day Night

Laguna Street Loop to Bay and Van Ness

3.0

2.3
Van Ness—Bay to Vallejo

2.5

2.5
Van Ness—Vallejo to Pine

3.5

3.5
Van Ness—Pine to Geary

2.0

1.5
Van Ness—Geary to Eleventh and Market

5.0

4.5
Eleventh and Market to Potrero and Mariposa 7.0 6.0
Potrero—Mariposa to Army

4.5

4.5
Army and Potrero to Third and Wilde 12.0 11.0

Third and Wilde to Visitacion Valley
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PROPOSED SCHEDULE *

Complete Route
Head- Running

Hours way Time

6: 10 A. M.

7: 15
8:40

11:30
4:20 P. M.
5:40
8:30

11:30
1:00 A. M.

4.83
1.33
2.83

35 Round Trips to Visitation Valley at 10 minutes.
200

6

206

Street

Running

) A. M. A. M.
: 15 l.(

7:15 8:40 1.42 5 65 13 19 17
8:40 11:30 2.83 10 60 6 17 17
11:30 4:20 P.M. 4.83 10 60 6 29 29
4:20 P.M. 5:40 1.33 5 65 13 18 16
5.40 8:30 2.83 10 60 6 17 17
8:30 11:30 3.00 10 60 6 18 18

11:30 1:00 A.M. 1.50 15 60 4 6 6

1:00 A.M. 5:30 4.50 60 60 1 5 5

142 139
Week Day Car Hours 348
Week Day Car Miles 139 x 13. SS 1930

139 x 9.32 1300
35 x 1.48 52

3282
This is a logical extension of the Potrero Avenue route and will give the

people on San Bruno Avenue direct connection with Market Street and^Van Ness

Avenue, a privilege which they have not heretofore enjoyed. The present Potrero

Avenue service is considerably heavier than that of the No. 25 line of the Market

Street Railway which will be replaced. Therefore, it is intended to run only half

of the present Potrero Avenue service beyond Army Street. This will give con-

siderably better service than San Bruno Avenue now has. The improved running

time will make the service as a whole more valuable.

PROPOSED ROUTE NO. 7.

CHURCH AND MISSION STREETS.
Municipal Line "J"—Church Street.

From Ferry via Embarcadero, Mission Street, Otis Street, Twelfth Street,

Market Street and Church Street to Thirtieth Street.

One Way Distance, Miles
(Present Church Street—4.56)
Thirtieth Street to Market and Church 1.80

Market—Church to Twelfth 71

Twelfth Street—Market to Otis 12

Mission—Ferry to Otis and Twelfth 2.10 4.73
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One Way Running Time, Minutes Day Ni^iit

Church—Thirtieth to Twenty-third

4.5

4.5

Church—Twenty-third to Market

5.5

5.5
Market—Church to Twelfth

3.5

3.5
Market and Twelfth to Fifth and Mission

7.0

6.5
Mission—Fifth to Ferry

8.0

6.0

28.5 26.0

PROPOSED SCHEDULE.

Head- Running Car Round
From To Hours way Time Cars Hours Trips

1.42

2.83
4.83

Week Day Car Hours
Week Day Car Miles 24 2 x :

. 256

. 2290

This route is the same as the present except that from Twelfth Street to the

Ferry the operation will be via Mission Street rather than via Market Street. The

reason, for making this change is to take excess service from Market Street. This

also provides a means for reaching Mission Street by a single transfer from all of

the other lines operating on Market Street west of Twelfth.

PROPOSED ROUTE XO. 8.

MARKET STREET AND INGLESIDE.
Municipal "K" Line—Market Street and Ingleside.

No change in present operation. From Ferry Loop via Market, Twin Peaks

Tunnel, West Portal Avenue, Junipero Serra Boulevard, Ocean Avenue, and Brighton

Avenue to Grafton Avenue.

One Way Distance (same as present), Miles .7.67

Week Day Car Hour (same as present) 282

Week Day Car Miles (same as present) 3142
Maximum Number of Cars 23

PROPOSED ROUTE NO. 9.

MARKET AND TARAVAL STREETS.
Municipal Line "L"—Market and Taraval Streets.

No change in present operation. From Ferry Loop via Market Street. Twin
Peaks Tunnel, West Portal Avenue, Ulloa Street, Fifteenth Avenue, and Taraval

Street to Forty-eighth Avenue. Fifty per cent of service to be turned back on
Taraval Street at about Thirty-fourth or Thirty-fifth Avenue.

One Way Distance (same as present), Miles 7.

Week Day Car Hours (same as present) 252
Week Day Car Miles (same as present) 2830
Maximum Number of Cars 21
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PROPOSED ROUTE NO.

OCEAN VIEW.
Municipal Line "M"—Ocean

No change in present operation. From St. Fi

and West Portal Avenue) via Private Right of Way
Street, Orizaba Avenue, and Broad Street to Plymou

One Way Distance (same as present), miles.
Week Day Car Hours (same as present)
Week Day Car Miles (same as present)
Maximum Number of Cars

Circle (Sloat Boulevard

•cester Avenue, Randolph

From F
Street, Arguel

of the service

operating via

One W
11(a) Judah
1Kb) Duboce

Ninth
Ferry t

Market—Si

Market—

E

Market an<

West Porti

ROUTE SO. 11.

(I>) DUBOCE AND NINTH AVENUES
"N" Judah SI reel.

reet, Duboce Avenue, Sunset Tunnel, Carl

:. Ninth Avenue, and Judah Street, one-half

reet to the Great Highway, the other half

.4.92

. 5.70

—Twenty-seventh Avenue to Beach

and Ninth Avenues
to Ninth Avenue and Judah
Avenue—Irving to Pacheco

PROPOSED SCHEDULES.
11(a) Judah Street and Beach.

Head- Running

Day Eflghl

6.0 5.0

3.0

. 5.0 4.0

3.5 3.5

5.0 5.0

. 6.5 6.5

30.0 27.0

. 6.5 5.5

6.5 6.5

42.0 39.0

30.0 27.0
5.0 5.0

35.0 32.0

8:40
11:30
4 : 20 P M.
5:40
8:30

11:30
1:00 A. M.

183
. 183
. 1790
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PROPOSED SCHEDULE, (Continued)

11(b) Duboce and Ninth Avenues.

From To Hours
Head-
way

Running
Time (. ars

Car
Hours

5 30 A. M. 6:10 A. M. .67 15 75 5 4)

6 10 7:15 1.08 10 70 7 8)

7 15 8:40 1.42 6 78 13 19)
8 40 11:30 2.83 10 80 8 23)

11 30 4:20 P. M. 4.83 10 80 8 39)
4 20 P. M. 5:40 1.33 6 84 14 19)

5 40 8:30 2.83 10 80 8 23)
8 30 11:30 3.00 12 72 6 18)

11 30 1:00 A. M. 1.50 15 75 5 8)
1 00 A. M. 5:00 4.00 60 60 1 4)

Week Day Car Hours 165

Week Day Car Miles 126 x 11.40 1440

Line "11-e I operate i ; does the present Municipal "N"

Line "ll-b" will take the place of the present Market Street Railway Line
No. 6 on Ninth Avenue from Judah Street to Pacheco Street, and will give the

people on Ninth Avenue who participated in the cost of the Sunset Tunnel, direct

service through the tunnel without transfer.

PROPOSED ROUTE NO. 12.

SUTTER-MISSION AND TWENTY-FOURTH STREETS.

Market Street Line No. 1—Sutter and California Streets.

To be combined with Route No. 11. From Thirty-third Avenue via Clement
Street, Sixth Avenue, California Street, Presidio Avenue, Sutter Street, Market

Street, First Street, Mission Street, Twenty-second Street, Chattanooga Street, and
Twenty-fourth Street to Hoffman Avenue. Return from Hoffman Avenue via

Twenty-fourth Street, Dolores Street, Twenty-second Street, and reverse of above

route to Thirty-third Avenue and Clement Street.

One Way Distance, Miles

Sutter-California, Present Route 6.01
Less Ferry to First 43

5.58
No. 11 Ferry to Twenty-fourth and Hoffman 4.79
Less Ferry to First and Mission 50 4.29

Plus First Street, Market to Mission 11 9.9

S

One Way Running Time, Minutes Day Night

Thirty-third and Clement to Sixth Avenue and Clement 8.5 7.5
Sixth Avenue and Clement to Presidio and California 6.0 5.0
Presidio and California to Sutter and Fillmore 5.0 5.0
Sutter Street, Fillmore to First and Market 13.0 11.5
First and Market to Fifth and Mission

6.0

4.0
Mission Street, Fifth to Sixteenth

8.5

7.5
Sixteenth to Twenty-second

3.5

3.5
Twenty-second to Twenty-fourth and Hoffman 10.0 9.0

60.5
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PROPOSED !

5:30 A.M. 6:10 A.M. 67 15 120
6:10 7:15 1.08 6 114
7:15 8:40 1.42 4 132
8:40 11:30 2.83 5 130

11:30 4:20 P.M. 4.83 5 130
4:20 P.M. 5:40 1.33 3 132
5:40 8:30 2.83 6 114
8:30 11:30 3.00 7% 112^

11:30 1:00 A.M. 1.50 12 10S
1:00 A.M. 5:00 4.00 60 120

Week Day Car Hours
Week Day Car Miles 220

This line has been routed through from Market Street to Mission via First,

thence taking the plate of the No. 11 line for the purpose of reducing the number
of cars using the loops at the Ferry and avoiding the loss of time incident to lay-

over at the Ferry for both the No. 1 and the No. 11 lines. The checks of the routes

as at present operated show that less than live per cent of the through passengers

use the service east of First Street. This small percentage will not be deprived

of ferry service as they may board other cars on either Sutter Street or Mission

Street. The services operated on the two routes very closely balance except during

the early evening rush hours when the headway on Sutter Street will be decreased

from three and a half minutes to three minutes, thus giving a more frequent

service on Sutter Street.

PROPOSED ROUTE SO. 13.

SUTTER AND CLEMENT STREET.

Market Street Line So, 'Z—Sutter and Clemen! Streets.

No change in present operation. From Ferry Loop via Market Street,

Sutter Street, Presidio Avenue, California Street, Parker Avenue, Euclid Avenue,

Arguello Boulevard, Clement Street, Thirty-third Avenue, Geary Street, Forty-

eighth Avenue, and Private Right of Way to Sutro Baths.

One Way Distance (same as present) 7.39 Miles

Week Day Car Hours (same as present) 323

WTeek Day Car Miles (same as present) 3102

Maximum Number of Cars 28

This line has been retained between its present terminals for the purpose

of giving a direct route to the Ferry from Clement Street and Sutter Street. By
retaining this route the changes in the present No. 1 and No. 3 routes will in no

way interfere with direct ferry service.

PROPOSED ROUTE NO. 14.

SUTTER-SACRAMENTO STREETS AND SIXTH AVENUE.
Market Street Eine No. 3—Sutter and Jackson Streets.

From Fulton Street via Sixth Avenue, Lake Street, Arguello Boulevard,

Sacramento Street, Fillmore Street, Sutter Street, Kearny Street, Bush Street,

Sansome Street and Sutter Street to Kearny Street, then reverse of above route

to Sixth Avenue and Fulton Street.
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One Way Distance, Miles

Sixth Avenue and Fulton to Sacramento and Divisadero 2.2 4

Sacramento and Divisadero to Sutter and Fillmore 6 4

Sutter and Fillmore to Kearny and Sutter 1.65

Kearny and Sutter to Bush and Sansome ( Vz Loop) 25

Present No. 3 Route 3.78

Present No. 4 Route 5.82

One Way Running Time, Minutes Day

Sixth Avenue and Fulton to Clement 3.0

Sixth Avenue and Clement to Sacramento and Divisadero 8.0

Sacramento and Divisadero to Sutter and Fillmore 5.0

11.0
2.5

PROPOSED SCHEDULE.

From To Hours
Head-
way

Running
Time Cars

Car
Hours

Round
Trips

5;,30 A. M. 6: 10 A. M. .67 10 60 6 4 4

6::10 7: 15 1.08 8 64 8 9 8

7 :15 8: 40 1.42 3% 70 20 29 25

8::40 11::30 2.83 66 12 34 31

11 :30 4;:20 P. M. 4.83 4
2

68 17 82 73

4: 20 P. M. 5 :40 1.33 3y2 70 20 27 23

5::40 8: 30 2.83 7 63 9 26 25

8: 30 11: 30 3.00 9 63 7 21 20

11 :30 1::00 A. M. 1.50 15 60 4 6 6

215
*1

: 00 A. M. 5 :00 4.00 30 60 8 *8

246

via present No. 4 routing
One Way Distance—5.82
Week Day Car Hours 246
Week Day Car Miles 215 x 9-56 2060

8 x 11-64 93 2153

The present No. 3 Route, which terminates at Presidio Avenue and Cali-

fornia Street, does not serve as efficiently as it might. Traffic checks show that

only 35% of the total passengers of this line use the route north and west of

Sacramento and Fillmore Streets. Ten per cent of the total are passengers who
use the route locally between Sutter and Fillmore and the western terminal who
can as conveniently use the other service which is being provided by Proposed

Route No. 29.

Operating west on Sacramento Street from Fillmore Street into the Richmond
District will give a more direct route than that provided by the present No. 4 line

from Golden Gate Park and the Richmond District to the downtown area. A more
direct connection is also made between the Richmond District and the north end

of Fillmore Street, eliminating one transfer. Looping downtown via Kearny, Bush
and Sansome Streets takes a route off lower Market Street without great incon-

venience, as the traffic checks show that the Proposed No. 13 route, which reaches

the same district, has ample capacity to carry all the passengers who go east of

Sansome Street. The loadings on the two lines show that approximately five per cent

of the through passengers on the present No. 1 line go east of Sansome Street, and
about the same percentage of those on the present No. 3 line.
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PROPOSED ROUTE NO. 15.

TURK AND EDDY* STREETS.

Market Street Line No. 4—Turk and Eddy Street-..

From Powell and Market Streets via Eddy Street and Divisadero to Turk
Street, returning from Divisadero Street via Turk Street, Mason Street, and Eddy
Street to Powell and Market Streets.

One Way Distance, Miles

Eddy-Powell to Divisadero 1.70

Turk-Powell to Divisadero and Eddy 1.83

3.53

Plus Cross-over to Powell 06

Round Trip 3.69
One Way Distance 1.80

(Present Route, 5.82.)

One Wa.v Running'Time, Rflnntea Daj Nighf

Powell and Eddy to Fillmore and Eddy

8.0

7.0

To Turk and Divisadero

3.0

3.0

11.0 10.0

PROPOSED BCHEDUIiE.

Head- Running Car Round
From To Moms way Time Can Hours Trips

5:30 A.M. 6:10 A.M. .67 12 24 2 1 4
6:10 7:15 1.08 8 24 3 3 8

7:15 8:40 142 5 30 6 9 17
8:40 11:30 2.83 5 30 6 17 34

11:30 4:20 P.M. 4.83 5 30 6 29 58
4:20 P.M. 5:40 1 33 4 32 8 11 20
5:40 8:30 2.83 6 24 4 12 29
S:30 11:30 3.00 6 24 4 12 30

11:30 1:00 A.M. 1.50 10 24 2 3 8

97 208
Week Day Car Hours 97

Week Day Car Miles 208 x 3.60 750

Note: Owl Service every 30 minutes to be provided by Route No. 14 from 1:00 A. M.
to 5:00 A. M.

It is contemplated that the future operation of this route will be from Turk
and Market Streets over double track to Arguello Boulevard, thence over Balboa

Street to the Ocean Beach as was proposed in the bond issues submitted in 1927.
At the time the line on Turk Street is double tracked the present single tracks on
Mason Street between Eddy and Turk Streets and all of the trackage on Eddy
Street from Powell Street to Divisadero Street will be abandoned. This will give

a through route from Market Street to Divisadero over Eddy Street for auto-

mobile traffic without interference from street car operation.

It is felt that very little inconvenience will be experienced through cutting

off the operation of this line on Market Street. At the present time during the

rush hours the line is turned back at Powell Street, and the schedule submitted
contemplates this turn-back at ail hours of the day. When the line operates

through to the beach it will no doubt be necessary to extend the service through

to the Ferry.
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The traffic checks of the present service indicate that less than twenty-five

per cent of the passengers cross Powell Street east bound. A relatively small

portion of the passengers using this line ride north and west of Turk and Divisadero

Streets. There are, however, a considerable number of patrons who board the

car on Sixth and Eighth Avenues in the Richmond District and later transfer to

either the Sutter Street lines or to the Geary Street line, with which lines transfers

are interchanged at Sutter and Divisadero, and at Geary Street and Divisadero.

These passengers are very well cared for by the establishment of new route No. 14,

which operates directly down Sutter Street and covers Sixth Avenue in the Rich-

mond District. This rerouting will give ample service for all of the present patrons

along Turk and Eddy Streets.

No change in present route. From Ferry Loop via Market Street, McAllister

Street, Private Right of Way, Fulton Street and La Playa to Balboa Street Loop.

One-half of main line service to operate to this terminal. One-half of main line

service between Ferry Loop and Eighth Avenue and Fulton Street to be routed via

Eighth Avenue from Fulton Street to Clement Street.

One Way Distance, Miles

16(a) McAllister and Fulton Streets:

Ferry to La Playa Loop 7.08
(Ferry to Twenty-fifth Avenue 5.46)

16(b) McAllister Street and Eighth Avenue:
Ferry to Eighth and Fulton 4.43
Eighth Avenue, Fulton to Clement 65 5.08

One Way Running Time, Minutes Day Night

16(a) McAllister and Fulton Streets:

Ferry to Powell and Market 8.0 6.0

Market and Powell to Jones and McAllister 2.0 2.0
McAllister and Jones to Van Ness 3.0 2.5
Van Ness to Fillmore 4.0 3.5
Fillmore to Divisadero 2.5 2.5
Divisadero to Car House 2.5 2.5
Fulton, Car House to Eighth 6.0 5.5

PROPOSED ROUTE NO. 16.

(a) McAllister and fulton streets.

(b) MCALLISTER STREET AND EIGHTH AVENUE.
Market Street Line No. 5—McAllister and Fulton Street.

Eighth to Twenty-fifth Avenue
Twenty-fifth Avenue to La Playa Loop-Balboa

28.0
5.0

7.0

24.5
4.5

6.0

4 0 .

0

35.0
(Note: Allow 50 minutes P. M. rush.)

16(b) McAllister Street and Eighth Avenue:
Ferry to Eighth Avenue and Fulton (above)
Eighth Avenue, Fulton to Clement

28.0

3.5

24.5
2.5

(Note; Allow 34 minutes P. M. r»?h)
27.0
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PROPOSES) SCHEDULE
McAllister and Fulton Streets

Head- Running Car Hound
From To Hours way Time Cars Hours Trips

5:30 A. M. 6: 10 A. M. .67 12 7 2 6 4 4

6:10 7:15 1.08 10 80 8 9 7

7:15 8:40 1.42 4 88 22 32 22

S:40 11:30 2.83 6 90 15 43 29
11:30 4:20 P.M. 4.83 5 90 18 87 58
4:20 P.M. 5:40 1.33 4 108 27 36 20
5:40 8:30 2.83 6 90 15 43 29
S : 30 11:30 3.00 9 81 9 27 20

11:30 1:00 A.M. 1.50 15 75 5 8 6

1:00 A.M. 2:30 1.50 30 90 3 5 3

2:30 5:00 2.50 60 60 1 3 3

297 201
Week Day Car Hours 297
Week Day Car Miles 201 x 14.16 2S50

McAllister and Eighth Avenue
Head- Running Car Hound

From To Hours way Time Cars Hours Trips

5:30 A.M. 6:10 A.M. . «; T 12* 12 i l I

6:10 7:15 1.08 10 60 6 7 7

7:15 8:40 1.42 4 72 18 26 21
8:40 11:30 2.83 6 72 12 35 29

11:30 4:20 P.M. 4.83 5 75 15 73 58
4:20 P.M. 5:40 1.33 4 84 21 28 20
5:40 8:30 2.83 6 72 12 34 29
S:30 11:30 3.00 9 63 7 21 20

11:30 1:00 A.M. 1.50 15 60 4 6 6

1:00 A.M. 2:30 1.50 30 60 2 3,3
234 193

Shuttle on Eighth Ave. from Fulton St. to Clement Street (One Way Distance, .65.)
Week Day Car Hours 234
Week Day Car Miles 193 x 10.16 1960

4 x 1-30 6 1966

The McAllister Street line is at present the heaviest line of the Market Street

system, carrying close to 49.000 passengers per day. Part of this service is now
turned back at Twenty-fifth Avenue and Fulton Street.

The traffic checks show that less than twelve per cent of the passengers

on the No. 5 line are handled beyond Twenty-sixth Avenue. They also show that

approximately only twenty-six per cent of the business of thi3 line is done west of

Eighth Avenue. By turning half of the service over Eighth Avenue to Clement
Street it will be possible to give a most excellent downtown service from the

business district adjacent to Eighth Avenue and Clement Street. Through the

use of the transfer privilege Clement Street and Geary Street passengers, originating

west of Eighth Avenue, can use a Fulton and McAllister Street car to destinations

adjacent to these streets. This will make it possible for the Richmond District

patrons to come into Market Street at McAllister Street rather than at Geary and
Sutter, giving them direct service to the retail stores and the large motion picture

theatres on upper Market Street. This is a service which should be of con-

siderable benefit.

The proposed service to be provided over Fulton Street between Eighth

Avenue and the Beach will be more than ample to care for all of the business.
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PROPOSED ROUTE NO. 17.

HAIGHT STREET AND MASONIC AVENUE.

Market Street Line No. 6—Haight Street and Masonic Avenue.

From Ferry Loop via Market Street, Haight Street, Masonic Avenue, Fred-

erick Street, Clayton Street, Carl Street, Stanyan Street, Parnassus Avenue, and

Judah Street to Ninth Avenue.

One Way Distance, Miles

Ninth Avenue and Judah to Ferry 5.03

(Present No. 6 Route, 5.81)

One Way Running Time, Minutes Day Night

Ferry—Powell and Market "

8.0 6.0

Market and Powell to Jones

2.0

2.0

Jones to Larkin 2 0 2 -°

Larkin to Haight and Gough

3.0

2.0

Haight and Gough to Masonic

8.0

7.0

Haight and Masonic to Ninth and Judah 11.0 10.0

34.0 29.0

PROPOSED SCHEDULE.

Head- Running Car Round
From To Hours way Time Cars Hours Trips

5-30 A.M. 6:10 A.M. .67 12 72 6 4 4

6:10 7:15 1.08 9 72 8 9 8

7:15 8:40 1.42 5 80 16 23 17

8:40 11:30 2.83 6 78 13 37 29

11:30 4:20 P.M. 4.83 6 78 13 63 49

4:20 P.M. 5:40 1.33 4 80 20 27 20

5:40 8:30 2.83 7% 67% 9 26 23
8:30 11:30 3.00 7% 67% 9 27 24

216 174

Note: 11:30 P. M. to 1:00 A. M.—15 minute service provided by route No. 21a.

Week Day Car Hours 216

Week Day Car Miles 174 x 10.06 1750

This proposed route stops at Ninth Avenue and Judah Street. The present

service on Ninth Avenue from Pacheco Street will be routed via Ninth Avenue
Irving Street, and the Sunset Tunnel as listed above under Route No. 11-b. The
remainder of the route is the same as at present operated.

Traffic checks show that a considerable portion of the business originates

along Frederick Street and at the Affiliated Colleges. The removal of the No. 7

line from Haight Street, as indicated under Proposed Route No. 18, necessitates

the maintenance of this service on Haight Street. Those using the cars to Ninth

Avenue, which amount to approximately twelve and one-half per cent of the

passengers using the line, will be better served by the No. 11-b line. Those using

this line to points between Haight and Masonic and Ninth Avenue and Judah
Street amount to almost forty-seven per cent of the total number now using the

line. This rearrangement will give those patrons adjacent to Ninth Avenue who
participated in the cost of the Sunset Tunnel the advantages afforded by it.

The service rendered from Ninth Avenue eastward will be the same as that

now given. Patrons coming in over Judah Street from the Beach may, by transfer,

reach the Affiliated Colleges or points on Frederick Street or Masonic Avenue.
Transfer connections with this line will also be made at Carl and Cole Street with

the proposed No. 18 Route running along Lincoln Way to the Beach.
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PROPOSED ROUTE NO. 18.

LINCOLN WAY AND OCEAN.

Market Street Line No. 7—Haight Street and Ocean.

From Ferry Loop via Market Street. Duboce Avenue, Sunset Tunnel, Carl

Street, Cole Street, Frederick Street, Lincoln Way, Private Right of Way, and

La Playa, to Balboa Street Loop.

One Way Distance, Miles

La Playa Loop to Frederick and Stanyan 3.82

Market Street, Ferry to Haight 2.16

Market, Haight to Duboce 35
Duboce Tunnel to Cole and Carl 1.29

Cole, Carl to Frederick
Frederick, Cole to Stanyi .15

One Wa Hu oiling

Balboa and La Playa to Twent
Twentieth and Lincoln to Wes
West Portal to Duboce and
Market, Duboce to Eleventh.
Market, Eleventh to Sixth ....
Market, Sixth to Kearny. . . .

Market, Kearny to Ferry. . . .

Day

. 10.5

Prom To Mono
Head- Running

< lars

Car
Bonn

Round
Trips

5 30 A. M. 10 A. M. 84 1

6 10 15 1.08 88 11 12 8

7 15 40 1.42 19 17

8 40 11 30 2.83 91 13 25

11 30 4 20 P. M. 4.83 7 91 13 63 42

4 20 P. M. 40 1.33 4 96 24 32 20

40 8 30 2.83 7 91 13 37 25

8 30 11 30 3.00 9% 85% 9 27 19

11 30 1 00 A. M. 1.50 15 90 6 9 6

16G
*1 :00 A. M. 5 :00 4.00 60 60 1 4 4

253

Owl to Market and Gough via Haight, one way distance 5.80 Miles

Week Day Car Hours 253
Week Day Car Miles 166 x 15.66 2600

Through the construction of the track on Frederick Street and Carl Street,

as already described, it will be possible to route the line running along Lincoln

Way into the West Portal of the Sunset Tunnel thence to Market Street.

Approximately fifty per cent of the business on this line originates west of

Stanyan Street. A considerable number of its passengers transfer at Fillmore

Street, all of whom will be better served by passing through the Sunset Tunnel.

There is also a considerable amount of business handled to and from the State

Teachers' College at Buchanan Street which will be as readily handled from Market

and Buchanan Streets.
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This also will give the people of the Sunset District, who contributed to the

construction of the Tunnel, the advantages to be gained therefrom through de-

creasing the running time. The business on Haight Street will be handled by

Proposed Routes Nos. 17, 21-a and 21-b.

PROPOSED ROUTE NO. 19.

MARKET STREET.

Market Street Line No. 8—Market Street.

No change in present operation. From Ferry Loop via Market Street and

Castro Street to Eighteenth Street. During A. M. and P. M. rush hours a portion

of the cars on this route will operate from Eighteenth and Castro Streets via

Eighteenth Street and Market Street to Caselli Avenue (switch back).

One Way Distance (same as present) 3.31 Mi. 18th and Castro Sts.

4.10 Mi. Caselli Avi.

Week Day Car Hours (same as present) 270
Week Day Car Miles (same as present) 2215
Maximum Number of Cars 23

PROPOSED ROUTE NO. 20.

(a) VALENCIA AND TWENTY-NINTH STREETS.
(b) VALENCIA STREET AND RICHLAND AVENUE,
(e) VALENCIA STREET AND CORTLAND AVENUE.

Market Street Line No. 9—Valencia Street

Market Street Line No. 23—Richland Avenue.

Market Street Line No. 24—Cortland Avenue.

No change in present operation. From Ferry Loop via Market Street, Valencia

Street, Mission Street, and Twenty-ninth Street to Noe Street. One-half of main
line service to operate to this terminal. One-quarter of main line service between
Ferry Loop and Twenty-ninth and Mission Streets to operate via Mission Street and

Cortland Avenue to Folsom Street. One-quarter of main line service between Ferry

Loop and Twenty-ninth and Mission Streets to operate via Mission Street and
Richland Avenue to Andover Street. Return from Andover Street via Richland

Avenue, Leese Street, Mission Street, and reverse of above route to Ferry Loop.

One Way Distance, Miles

20(a) Valencia and Twenty-ninth Streets:

Ferry to Twenty-ninth and Noe 4.78

20(b) Valencia Street and Richland Avenue:
Ferry to Twenty-ninth and Mission 4.21
Twenty-ninth and Mission to Richland and Andover

1.00

5.2.1

20(c) Valencia Street and Cortland Avenue:
Ferry to Twenty-ninth and Mission 4.21
Twenty-ninth and Mission to Cortland and Folsom 77 4.9S

One Way Running Time, Minutes Day Night

20(a) Valencia and Twenty-ninth Streets:
Ferry to Powell and Market

8.0

6.0

Market, Powell to Jones

2.0

2.0

Market, Jones to Larkin

2.0

2.0

Market, Larkin to Gough and Valencia

3.0

2.0

Valencia, Market to Sixteenth

3.0

3.0

Valencia, Sixteenth to Twenty-second

3.5

3.0
Valencia, Twenty-second to Twenty-ninth and Mission 4.5 4.0

26.0 22.0
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Twenty-ninth and Mission to Noe

.

20(b) Valencia Street and Richland Avenue
Ferry to Twenty-ninth and M 26.0 22.0
Twenty-ninth and Mission to Richland and Andover

32.0 28.0
20 c) Valenc ia Street and Cortland Avenue:

Ferry 26.0 22.0
Twentv-ninth and Mission to Cortland and Folsom . . . . 5.5 5.5

31.5 27.5
PROPOSED SCHEDULE.

20 (a ) Valencia and Twi iity-nintli Stn ets.

Head- Running Car Round
Prom To Hours Time Cars Hours Trips

30 A. M. 6:10 A. M 10 i 4

6 10 7:15 1.08 10

15 8:40 1.42 4 17 24 21

S 40 11:30 2.83 6 66 11 31 29
11 30 4:20 P. M. 4.83 G 66 11 54 49
4 20 P. M. 5:40 1.33 4 18 24 20
5 40 8:30 2.83 8 64 8 23 22
8 30 11:30 3.00 10 60 6 18 18

11 30 1:00 A. M 1.50 10 60 6 9 9

1 00 2:30 1.50 15 60 4 6 6

•2:30 5:30 3.00 30 90 3 9 *6

209
•Owl Car from Ferry and Market, Valencia and Mission Streets to Daly City.

One Way Distance. 7.86 Ml.
Week Dav Car Hours 209
Week Dav Car Miles 185 x 9-56 1770

20(h) Valencia Street and Richland Avenue.

7:15 1.08
8:40 1.42

11:30 2.83
4:20P.M. 4.83
5:40 1.33
8:30 2.83

11:30 3.00

3.00 10-15 Shuttle* 20-30

130

•Shuttle from Twenty-ninth and Mission Streets to Richland Avenue and Andover
Street. One Way Distance. .96 Mi.
Week Day Car Hours 130
Week Day Car Miles 109 x 10.42 1140

19 x 1-92. . : 37 1177
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20(c) Valencia. Street and Cortland Avenue.

(10 Shuttle* 10

8:30
11:30
2:30 A. M.

2. S3
3.00
3.00

Shuttle from Mission Street to Folsom Street on Cortland Avenue. One Way
Distance, .54 Mi.

Week Day Car Hours S6

Week Day Car Miles 63 x 9-96 630
66 X 1-08 72 702

Traffic checks show that less than twenty per cent of the business of this

line is done after the cars turn on to Twenty-ninth Street. By splitting this route

three ways ample service is provided to the three terminals, namely:

Twenty-ninth and Noe Streets.

Cortland Avenue and Folsom Street.

Richland Avenue and Andover Street.

This also releases the present south ends of the Numbers 23 and 2 4 lines

for service which it is believed will be more effective over the routes proposed under

Numbers 29 and 30.

PROPOSED ROUTE NO. 21.

(a) SUNNYSIDE-HAIGHT STREET AND INGLESIDE.
(b) SAN JOSE AVENUE-HAIGHT STREET AND INGLESIDE.

Market Street Line No. 10—Guerrero Street and Sunnyside.

Market Street Line No. 26—Guerrero Street and Daly City.

Market Street Line No. 17—Haight Street and Ingleside.

From Gennessee Street via Monterey Boulevard, Diamond Street. Chenery
Street, Thirtieth Street, San Jose Avenue, Guerrero Street, Fourteenth Street, Mis-

sion Street, Fifth Street, Market Street, Haight Street, Stanyan Street, Frederick
Street, Lincoln Way, Twentieth Avenue, Wawona Street and Nineteenth Avenue to

Sloat Boulevard. (See also Line No. 26.)

One Way Distance, Miles

21(a) Sunnyside-Haight Street and Ingleside:
Mission and Fifth to Sunnyside (Monterey and Gennessee) 5.3 2

Fifth Street, Mission to Market 12
Fifth and Market to Nineteenth and Sloat 6.5 0

(Present Route No. 10 6.50)
(Present Route No. 17 7.50)
(Present Route No. 26 8.03)
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21(b) San Jose Aveuue-Haight Street and Ingleside 1.53

13. 5G
(No. 26 8.03)
(No. 10 6.50)

(1.53)

One Way Running Time, Minutes Day Night

21(a) Sunnyside-Haight Street and Ingleside:

Monterey and Gennessee to Diamond
6.0

5.0
Diamond to Twenty-ninth and San Jose 6.0 5.0
Twenty-ninth and San Jose to Sixteenth and Guerrero 8.0 8.0
Sixteenth and Guerrero to Fifth and Market 10.5 9.5
Market, Fifth to Jones

2.0

2.0
Market, Jones to Larkin

2.0

2.0
Market, Larkin to Haight and Gough 3.0 2.0
Haight, Gough to Masonic

8.0

7.0
Haight, Masonic to Stanyan

3.0

3.0
Haight and Stanyan to Twentieth and Lincoln 8.0 S.t>

Twentieth and Lincoln to Nineteenth and Sloat 11.0 10.0

67.5 61.5

Less Gennessee to San Jose

6.0

5.0

61.5 56.5
21(b) San Jose Avenue-Haight Street and Ingleside:

Daly City to Geneva and San Jose

6.0

6.0

Monterey and Diamond

6.0

6.0

73.5 68.5

PROPOSED SCHEDULE,

21(a) Sunnyslde— ILii^lii Street and Ingleside.

1.08
1.42
2.83
4.83

150
135
135

•1:00 A.M. 5:00 4.00 60 120 2 8

239

Owl—Sunnyside to Ingleside via Eighth Street. One Way Distance, 10.99

f2 Trippers Fifth and Market to Sunnyside.

+4 Trippers Fifth and Market to Sunnyside.

Week Day Car Hours 239

Week Day Car Miles 6 x 10.88 66

95 x 24.06 2290
4 x 21.98 88 2344
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21(b) San Jose Avenue—Haight Street and Ingleside.

From To Hours
Head-
way

Running
Time Cars

Car
Hours

Round
Trips

-
: 30 A. M. 6 : 10 A. M. .67 24 144 6 4 2

.6 :10 7 :15 1.08 18 144 8 9 4

7: 15 8 :40 1.42 10 160 18 26 9|

8::40 11 :30 2.83 12 156 13 37 15

11 :30 4 :20 P. M. 4.83 12 156 13 63 25
4: 20 P.M. :40 1.33 8 160 24 32 10+

:40 8 :30 2.83 15 150 10 29 12

8 :30 11 :30 3.00 15 150 10 30 12
11 :30 1 :00 A. M. 1.50 15 150 10 15 6

245 95

f 2 Trippers—Daly City to Fifth and Market ) One Way Distance
+ 4 Trippers—Daly City to Fifth and Market ) 7.01 Mi.

Week Day Car Hours 245
Week Day Car Miles 95 x 27.12 2580

6 x 14.02 84 2664

This is one of the lines turned off Market Street after reaching the business

district so as to avoid excess service to the ferries. The passengers originating in

the Sunset District, south of Lincoln Way, desiring to go to the Ferry or to lower

Market Street, can get better service by transferring either to the proposed No 11-a

or to the proposed line No. 18.

Those on Haight Street desiring to go to the Ferry can secure this service

via the proposed No. 17 line. Those using the present No. 10 or No. 26 lines get

direct service to Fifth and Market Street, and by transferring have direct access

to the Ferry and lower Market Street via either Mission Street or Market Street.

After 6 P. M. both the present No. 10 and No. 26 lines have been terminating at

Eighth and Market Streets. Traffic checks show that these lines do less than

twenty-two per cent of their through business east of Fifth Street.

Market Street Line No. 11—Mission and Twenty-fourth Streets.

To be combined with Proposed Route No. 12.

PROPOSED ROUTE NO. 22.

MISSION STREET AND INGLESIDE.

Market Street Line No. 12—Mission Street and Ingleside.

No change in present operation. From Ferry via Embarcadero, Mission

Street, Onondaga Avenue, Ocean Avenue, Junipero Serra Boulevard, and Sloat

Boulevard to Great Highway.

One Way Distance (same as present) 10.25 Ml.
Week Day Car Hours (same as present) 197
Week Day Car Miles (same as present) 2191
Maximum Number of Cars 17

PROPOSED ROUTE NO. 23.

MISSION STREET AND DALY CITY.

Market Street Line No. 14—Mission Street and Daly City.

No change in present operation. From Ferry via Mission Street to San Jose

Avenue (Daly City).

One Way Distance (same as present 7. S3 Miles
Week Day Car Hours (same as present) 182
Week Day Car Miles (same as present) 1871
Maximum Number of Cars (same as present) 19
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Market Street Line No. 15—Kearny Street and North Beach.

To be combined with present Municipal "D" line under Proposed Route No. 4.

PROPOSED ROUTE NO. 24.

(a) THIRD AND SANSOME STREETS.
(b) THIRD AND KEARNY STREETS.

Market Street Line No. Ki Third and Kearny Streets.

Portions of Market street Line No. Hi)—Kearny si reef and Broadway.

Market Street Line No. S4—Sixth and Sansome Streets.

From County Line at Sunny Dale Avenue (Visitacion Valley) via San Bruno

Avenue, Third Street, Kearny Street, Bush Street, and Sansome Street, to Chestnut

Street and Embarcadero. One-half main line service to be turned back at Wilde

and San Bruno Avenues on south end of line. One-half main line service on north

end of line to be routed from Bush Street via Kearny Street to cross-over north

of Washington Street.

One Way Distance, Miles

24(a) Third and Sansome Streets;

County Line to Kearny and Bush 6.2.1

Kearny and Bush to Sansome and Chestnut 1.14 7.37

(Present No. 16 Route, 7.4 7.

)

24(b) Third and Kearny Streets:

County Line to Kearny and Washington 6.57

Less County Line to Wilde and San Bruno 74 3. So

one Way Running Time, Minutes Da}

24(a) Third and Sansome Streets:

Visitacion to Wilde and San Bruno

3.5

3.5

Wilde and San Bruno to Twenty-third and Third 13.0 12.5
Twenty-third and Third to S. P. Depot 8.0 7.0

S. P. Depot to Third and Market

6.0

5.0

Third and Market to Kearny and Bush 3.0 2.5

33.5 30.5
Kearny and Bush to Sansome and Embarcadero 7.5 6.5

41.0 37.0
21(b) Third and Kearny Streets

Wilde and San Bruno to Kearny and Bush

30.0

27.0
Kearny and Bush to Washington and Kearny 2.0 2.0

32.0 29.0

PROPOSED SCHEDULE.
24(a) Third and Sansome Streets.

Head- Running Car Hound
From To Hours way Time Cars Hours Trips

5:30 A.M. 6:10 A.M. .67 10 SO S 6 4

6:10 7:15 1.08 8 80 10 11 8

7:15 8:40 1.42 8 88 11 16 11
8:40 11:30 2.83 8 88 11 31 22

11:30 4:20 P.M. 4. S3 8 88 11 53 37

4:20 P.M. 5:40 1.33 8-96 12 16 10

5:40 8:30 2.83 20 80 4 12 9

8:30 11:30 3.00 20 80 4 12 9

11:30 1:00 A.M. 1.50 30 90 3 5 3

162 113
Week Day Car Hours 162
Week Day Car Miles 113 x 14.74 1670
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PROPOSED SCHEDULE, (Continued)

24(b) Third and Kearny Streets.

Head- Running Car Round
From To Hours way Time Cars Hours Trips

6:10 A.M. 7:15 1.08 8 64 8.9 8

7:15 8:40 1.42 8 72 9 13 11
8:40 11:30 2.83 8 72 9 26 22

11:30 4:20 P.M. 4.83 8 72 9 44 37

4:20 P.M. 5:40 1.33 8 72 9 12 10

5:40 8:30 ' 2.83 20 60 3 9 9

8:30 11:30 3.00 20 60 3 9 9

11:30 1:00 A.M. 1.50 30 '60 2 3 3

125 109
Week Day Car Hours 125

Week Day Car Miles 109 x H-66 1275

The rerouting of the Union Street line, Proposed Route No. 5, over Broadway
and the Embarcadero to the Ferry Building, takes care of the service operated by

the present No. 16 line and this service has been transferred to Sansome Street.

Traffic checks on the present No. 3 4 line, Sixth and Sansome Streets, show
a large interchange of passengers at Kearny, Sutter and Bush Streets. These

transfer passengers will not be affected by the proposed change in routing of

this line.

The traffic checks show that approximately thirty per cent of the line's total

passengers use only the portion of the line north of Post Street.

It is proposed to operate one-half of the service on this line via Bush and
Sansome Streets to Chestnut and the Embarcadero. The day service will be the

same as at present and the night headway will be reduced from 42 to 20 minutes.

One-half of this service—No. 24-b—wil be operated north on Kearny Street to

Washington Street, and turn back at this point, thus providing transfer connection

with all lines crossing Kearny Street.

Market Street Line No. 17—Haight Street and Ingleside.

To be combined with present lines Nos. 10 and 26 under Proposed Route
No. 21 (a) and (b)—Sunnyside-Haight and Ingleside and San Jose—Haight and
Ingleside.

PROPOSED ROUTE NO. 25.

OAK AND PAGE STREETS—DALY CITY.

Market Street Line No. 18—Mission and Daly City.

Market Street Line No. 32—Hayes and Oak Streets.

Line No. 18 to be combined with Line No. 3 2. From San Jose Avenue (Daly

City) via Mission Street, Fourth Street, Market Street, Hayes Street, Fillmore

Street, Oak Street and Stanyan Street to Frederick Street. Return from Frederick-

Street via Stanyan Street, Page Street, Fillmore Street and reverse of above route

to Daly City.

One Way Distance, Miles

Daly City to Fourth and Mission
Fourth, Mission to Market
No. 32 Present
Less Ferry to Fourth and Market

(Present No. 32 Route
(Present No. 18 Route

4.10)
6.77)
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One Way Running Time, Minutes Day Nighr

Daly City to Onondaga and Mission

8.0

7.0
Mission, Onondaga to Twenty-ninth

9.0

9.0
Mission, Twenty-ninth to Twenty-second

5.0

4.5
Mission, Twenty-second to Sixteenth

3.5

3.5
Mission and Sixteenth to Fourth and Market 10.0 8.5
Market, Fourth to Jones

3.0

3.0
Market, Jones to Larkin

2.0

2.0
Hayes, Market to Fillmore

5.0

4.5
Hayes and Fillmore to Oak and Divisadero

4.0

4.0
Oak and Divisadero to Haight and Stanyan

5.5

5.0
Stanyan, Haight to Frederick

1.5

1.5

56.5 52.5

PROPOSED SCHEDULE.

Head- Running Car Round
From To Hours way Time Cars Hours Trips

5:30 A.M. 6:10 A.M. .67 8 112 14 10 5

6:10 7:15 1.08 6 114 19 21 11
7:15 8:40 1.42 5 120 24 35 17
8:40 11:30 2.83 10 120 12 34 17

11:30 4:20 P.M. 4.83 10 120 12 58 29
4:20 P.M. 5:40 1.33 4 124 31 42 20
5:40 8:30 2.83 10 120 12 34 17
8:30 11:30 3.00 12 120 10 30 15

11:30 1:00 A.M. 1.50 15 120 8 12 6

276 137
Owl service to Daly City wil be provided by the Valencia and Twenty-ninth Street

line No. 20(a).

Week Day Car Hours 276
Week Day Car Miles 137 x 20.18 2770

The present No. 18 route terminates at Fifth and Market Streets so that the

combining of this line with the present No. 32 route gives equivalent service.

Traffic checks on the No. 32 line show that about fifty per cent of the total

line traffic is handled west of Fourth Street, and only about ten per cent of the

through passengers pass Third and Kearny Streets. It is, therefore, evident that

combining these two lines via Fourth Street would not greatly inconvenience the

partons of either present line. The proposed betterment of service west of Fillmore

Street will give needed improvement in the transfer connections at Fillmore Street,

particularly during the evening hours.

PROPOSED ROUTE NO. 20.

POLK-MNTH AND BRYANT STREETS.

Market Street Line No. 19—Ninth, Larkin and Polk Streets.

Portion of Market Street Line No. 27—Bryant Street.

From North Point Street via Polk Street, Post Street, Larkin Street, and Ninth

Street to Brannan Street. One-half of main line service to be diverted at Ninth

and Bryant Streets via Bryant Street and Army Street to Potrero and San Bruno

Avenues.

One Way Distance, Miles

North Point to Ninth and Brannan
Polk and North Point to Ninth and Bryant 2.68

Bryant, Ninth to Twenty-sixth 1.55

Twenty-sixth and Bryant to Army and San Bruno 29 4.52

(Present Route 2.79)
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One Way Running Time, Minutes Day Night

Tolk, North Point to Sutter

8.0

8.0

Polk and Sutter to Ninth and Market

6.5

6.0

Ninth, Market to Bryant

4.0

3.5

18.5 17.5

Bryant to Brannan

0.5

0.5

19.0 18.0

North Point to Ninth and Bryant (above) IS. 5 17.5

Ninth and Bryant to Sixteenth and Bryant

4.0

3.5

Bryant, Sixteenth to Twenty-fourth

5.0

5.0

Bryant and Twenty-fourth to Army and Potrero 3.0 3.0

30.5 29.0

PROPOSED SCHEDULE
Bryant Street Through Service.

Head- Running Car Round
From To Hours way Time Cars Hours Trips

1.33
2.83
3.00

Brannan Street Turn Back.

Head- Runninj
Hours way Time

7:15 8:40 1.42 4 44 11 16 22
8:40 11:30 2.83 6 48 8 23 29

11:30 4:20 P.M. 4.83 6 48 8 39 49
4:20P.M. 5:40 1.33
5:40 8:30 2.83 8 40 5 15 22
8:30 11:30 3.00 10 40 4 12 18

11:30 1:00 A.M. 1.50

143
*1 : 00 A. M. 5:00 4.00 30 30 1 4 *S

111

Owl service from North Point and Polk Streets to Market and Larkin Streets.

One Way Distance, 2.07.

Week Day Car Hours 245
Week Day Car Miles Ill

356
Week Day Car Miles 206 x 9-04 1870

143 x 5.58 800
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This proposed route is an extension to the present line No. 19, which ranks
sixth in the total number of passengers handled. The passengers on this route
would not be affected by the change in routing, but would be benefited to the
extent of any interchange in transfers between the present No. 19 and Nos. 25 and 27
lines. Transfer checks show the necessity for this direct service.

The No. 27 route, Bryant Street, handles eight-tenths of one per cent of the

entire traffic in the City, so that the proposed change in routing will work no
hardships.

Market Street Line No. :><>—Fourth, Ellis, and O'Farrel] streets.

This line to be discontinued. Fourth Street operation will be provided by

proposed Line No. 4. O'Farrell Street to be serviced by Lines 1 and 4. Track on
Ellis Street to be abandoned and removed. Oak and Page Streets service will be

provided by Lines Nos. 25 and 30.

PROPOSED ROUTE NO. 27
'.

HAYES STREET.

Market Street Line \<>. 21— Hayes Street.

From Ferry Loop via Market Street, Hayes Street, and Stanyan Street to

Fulton Street.

One \\ a\ Distance, Miles

Ferry to Fulton and Stanyan 3.97
(Present No. 21 Route, 5.24.)

One Way Running Time, Minutes Day \ i^bi

Market, from Ferry to Powell

8.0

6.0

Market, Powell to Jones

2.0

2.0

Market, Jones to Hayes and Larkin

2.0

2.0

Hayes, Larkin to Fillmore

5.0

4.5

Hayes, Fillmore to Divisadero

3.0

3.0

Hayes, Divisadero to Masonic

2.0

2.0

Hayes, Masonic to Fulton and Stanyan

4.0

3.5

26.0 23.0

PROPOSED SCHEDULE.
Read- Running Car Round

From To Hours way Time < ;l is Honrs Trips

5:30 A.M. 6:10 A.M. .67 12 48 4 3 4
6:10 7:15 1.08 7 »

/2 60 8 9 9

7:15 8:40 1.42 4 64 16 23 21
8:40 11:30 2.83 7 63 9 26 25

11:30 4:20 P.M. 4.83 7 63 9 44 42
4:20 P.M. 5:40 1.33 3 66 22 30 27
5:40 8:30 2.83 7 56 8 23 25
8:30 11:30 3.00 7 V2 52 % 7 21 24

11:30 1:00 A.M. 1.50 12 60 5 8 8

187 185
Week Day Car Hours 187
Week Day Car Miles 185 x 7.94 1470

This route will remain as at present from the Ferry Loop to Stanyan and
Fulton Streets, and will be turned back from this point instead of operating over

Fulton and Eighth Avenue. The service over Eighth Avenue will be provided by

Proposed Route No. 16(b).

Traffic checks of the present No. 21 line show that about twenty per cent of

the traffic originates west of Stanyan Street and rides to points east of Stanyan.

These are the only passengers who might be inconvenienced by the change in



MUNICIPAL OPERATION OF PRIVATE SYSTEMS 115

routing, but those of this twenty per cent destined to points in the business district

would be better served by Proposed Route No. 16(b) which would enter the business

district via McAllister Street.

PROPOSED ROUTE NO. 28.

FILLMORE AND SIXTEENTH STREETS.
Market Street Line No. 22—Fillmore and Sixteenth Streets.

No change in present operation. From Broadway via Fillmore Street, Duboce

Avenue, Church Street, Sixteenth Street, Kansas Street, Seventeenth Street, Con-

necticut Street, Eighteenth Street, and Third Street to Twenty-third Street. One-

half of main line service to turn back at Sixteenth and Bryant Streets in place of

the present two-thirds operation.

One Way Distance, same as present.

PROPOSED SCHEDULE.
Twenty-third and Third Streets—Through Service.

From To Hours
Head-
way

Running
Time Cars

Car
Hours

Round
Trips

5 30 A. M. 6 10 A. M. .67 10 70 7 5 4

6 10 7 15 1.08 6 12 13 11

15 8 40 1.42 3 84 28 40 28
8 40 11 30 2.83 6 84 14 40 29

11 30 . 4 20 P. M. 4.38 6 84 14 68 49
4 20 P. M. 5 40 1.33 3 84 28 37 27

40 8 30 2.83 7 70 10 29 25
8 30 11 00 2.50 7 70 10 25 22

11 00 12 00 A. M. 1.00 10 70 6

12 00 A. M. 1 00 1.00 16 80 5 5 4

1 00 2 00 1.00 30 90 3 3

2 00* 5 00 3.00 30 90 3 9 *6

5 00 5 30 .50 30 90 3 1

283 214
*Owl cars from Broadway and Fillmore Streets to Wilde and San Bruno Avenues

via Third Street. One Way Distance, 7.88 Mi.

From

5:30 A. M.
6:10
7:15
8:40

11:30
4:20 P. M.
5:40
8:30

11:00
12:00 A. M.
1:00
2:00*

To

6:10 A. M.
7:15
8:40
11:30
4:20 P. M.
5:40
8:30

11:00
12:00 A. M.
1:00
2:00
5:00
2:30

Sixteenth and Bryant Streets Turnback.

Head- Running
Hours way Time Cars

.67

1.08
1.42
2. S3
4. S3
1.33
2.83
2.50
1.00

1.00
i.00
3.00
.50

Week Day Car Hours 124
283

Week Day Car Miles 214 x 10.22 2190
6 x 5.54 34

13S x 6. IS 860
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This route is the second heaviest in the city in number of total passengers.

On account of discontinuing the present No. 30 Route which operates from Eighth

and Market Streets it will be necessary to increase the amount of service beyond
Sixteenth and Bryant Streets. At present every third car operates through to

Twenty-third and Third Streets on a nine minute headway. It is proposed to

alternate cars through giving a six minute headway.

PROPOSED ROUTE NO. 29.

JACKSON-VALENCIA AND ARMY STREETS.

Market Street Line N<>. 23—Fillmore and Valencia Streets.

Portion of Market Street Line No. SO—Eighth and Army Streets.

From California Street via Presidio Avenue, Jackson Street, Fillmore Street.

McAllister Street, Gough Street, Market Street, Valencia Street, Twenty-sixth Street,

Bryant Street, Army Street, and Third Street to Twenty-third Street.

One Way Distance, Miles

California and Presidio to Sutter and Fillmore 1.44

Sutter and Fillmore to Twenty-second and Valencia 2.68
Valencia, Twenty-second to Twenty-sixth 44
Twenty-sixth, Valencia to Mission 13
Twenty-sixth. Mission to Bryant 51
Twenty-sixth and Bryant to Army and Bryant 0 9

Army, Bryant to Third 1.17

Third, Army to Twenty-third 35 6.81

Less Potrero and Army to Twenty-third and Third 1.32

5.49
(Present Line No. 23 5.08)
(Present Line No. 30 5.76)

One Way Running Time, .Minnies Day \inbt

Presidio and California to Sutter and Fillmore 9.0 8.0

Sutter and Fillmore to Turk and Fillmore

3.5

3.5

Turk and Fillmore to Gough and Market

7.0

6.0

Gough and Market to Sixteenth and Valencia 3.0 3.0

Valencia, Sixteenth to Twenty-second

3.5

3.0

Valencia and Twenty-second to Twenty-sixth and Mission 2.5 2.5

Twenty-sixth and Missiin to Army and Potrero 6.5 6.0

Army and Potrero to Twenty-third and Third 6.5 6.5

41.5 38.5

PROPOSED SCHEDULE.
Twenty-third and Third streets—Through Service.

Head- Running Car Round
From To Hours way Time Cars Hours Trips

5:30 A.M. 6:10 A.M. .67 12 84 7 5 4
6:10 7:15 1.08 10 90 9 10 7

7:15 8:40 1.42 10 90 9 13 9

8:40 11:30 2.83 15 90 6 17 12
11:30 4:20 P.M. 4.83 12 96 8 39 25
4:20 P.M. 5:40 1.33 10 100 10 14 8

5:40 8:30 2.83 12 84 7 20 15
8:30 11:30 3.00 12 84 7 21 15

11:30 1:00 A.M. 1.50 15 90 6 9 6

148 101
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PROPOSED SCHEDULE, (Continued)

Pctrero and Army Streets Turnback.

Head- Running Car Round
From To Hours way Time Cars Hours Trips

5:30 A.M. 6:10 A.M. .67

6-10 7:15 1.08 10 70 7 8 7

7:15 8:40 1.42 10 80 8 12 9

S-40 11:30 2.83 15 90 6 17 12

11:30 4:20 P.M. 4.83 12 84 7 34 25

4:20 P.M. 5:40 1.33 10 80 8 11 8

5:40 8:30 2.83 12 72 6 17 15

8:30 11:30 3.00 12 72 6 18 15

11:30 1:00 A.M. 1.50 15 75 5 8 6

125 97

Week Day Car Hours 148

273
Week Day Car Miles 101 x 13.62 1380

97 x 10.98 1065 2445

Traffic checks indicate that by the time this line reaches Market Street north-

bound, almost thirty per cent of the passengers picked up have been discharged and

that seventy-five per cent of the total number of passengers have been picked up.

North of Market Street more than ninety per cent of the total passengers have been

discharged before the car turns off Fillmore Street. Half of the remaining ten

per cent of the passengers transfer from this line at Sacramento and Divisadero

Streets. These transfer passengers will be better served by the operation of Pro-

posed Route No. 14, Sutter, Sacramento, and Sixth Avenue, or by transferring1

to

the Sutter Street lines at Sutter and Fillmore.

Approximately eight per cent of the passengers northbound transfer to the

Market Street lines. These passengers will be better served by the change pro-

posed as they will have identically the same service over Proposed Route No. 20(c).

and can continue east on Market Street without transfers.

In the southbound direction more than five per cent of the passengers transfer

from Market Street lines to this line, and at Twenty-ninth and Mission Streets six per

cent of the passengers are picked up. Some of these no doubt originate on tbte

present No. 9 line. This eleven per cent will get through service from Market 1

Street.

At the westerly end of the line more than four per cent of the passengers are

discharged before the car reaches Geary Street. These passengers show that they are

bound downtown and will receive direct service via Sutter Street through the estab-

lishment of Route No. 14.

PROPOSED ROUTE NO. 30.

DIVISADERO AND TWENTY-FOURTH STREETS.
Market Street Line No. 24—Mission and Richland Avenue.

Portion of Market Street Line No. 35—Howard Street.

From Rhode Island Street via Twenty-fourth Street, Mission Street, Sixteenth

Street, Church Street, Duboce Avenue, Fillmore Street, Oak Street, and Divisadero
Street to Jackson Street. Return from Jackson Street via Divisadero Street, Page
Street, Fillmore Street, and reverse of above route to Twenty-fourth and Rhode
Island Streets. One-half of main line service to turn back at Sacramento and Divisa-

dero Streets.
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One Way Distance, Miles

Divisadero, Jackson to Sacramento 18

Sacramento to Ellis 5 2

Ellis to Page 65

Page, Divisadero to Fillmore 37

Page and Fillmore to Sixteenth and Mission 1.13

Mission, Sixteenth to Twenty-second 67
Twenty-second to Twenty-fourth 22

Twenty-fourth, Mission to Rhode Island 94

4.68

Less Divisadero, Jackson to Sacramento , 18

4.50
(Present Route No. 24, 7.32.)

One Way Running Time, Minutes Day Night

Sacramento and Divisadero to Page and Fillmore 10.0 10.0

Page and Fillmore to Sixteenth and Mission 7.0 7.0

Mission, Sixteenth to Twenty-second 4.0 3.5

Twenty-second and Mission to Twenty-fourth and Howard 3.0 2.5

Twenty-fourth, Howard to Rhode Island 6.0 5.0

30.0 28.0

PROPOSED SCHEDULE.

Head- Running Car Hound
From To Hours way Time Cars Hours Trips

5:30 A.M. 6:10 A.M. .68 10 70 7 5 4
6:10 7:15 1.08 7 Vfe 75 10 11 9

7:15 8:40 1.42 6 72 12 17 14
8:40 11:30 2.83 6 72 12 34 29

11:30 4:20 P.M. 4.83 6 72 12 58 49
4:20 P.M. 5:40 1.33 4 Vs "6 19 26 20
5:40 8:30 2.83 7 Y2 75 10 29 23
8:30 11:30 3.00 7% 75 10 30 24
11:30 1:00 A.M. 1.50 12 60 5 8 8

218 180
Week Day Car Hours 218
Week Day Car Miles 180 x 9-18* 1660

•Average route distance used as alternate cars will turn back at Sacramento and
Divisadero Streets.

This line shows very little business on the outer end eastbound and south-

bound, the net number of passengers reaching Divisadero Street being approximately

thirteen per cent of the line total. All of the passengers beyond that point will be

equally well served by this proposed route, except those intending to leave the cars

on Cortland Avenue which will then be served by Proposed Route No. 20(b),

this route giving direct service down Market Street.

The number of transfers collected at Valencia and Sixteenth Streets, at

Mission and Sixteenth Streets, at Valencia and Mission Streets, and Twenty-ninth

and Mission Streets, indicates that a large number of the patrons using the south

end of the line transfer from lines which go downtown. South of Valencia and
Sixteenth Streets the present service picks up more than thirty-five per cent of its

total number of passengers. These will be well served by the proposed new routing.

The northbound and westbound figures show that between six and seven per

cent of the passengers transfer at Twenty-ninth and Mission Streets to cars running

downtown, and that another eight per cent transfer at Sixteenth and Mission

Streets.
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The next heaviest point of transfer is at Haight and Fillmore Streets where
seven per cent transfer. The passengers originating south of Twenty-fourth Street

can make this same transfer at Haight and Market Street from Proposed Routes
20(b) or 29. If picked up north of Twenty-fourth Street the present transfers

may be made.

Market Street Line No. 25—San Bruno Avenue.

This line is to be combined with the present "H" line under Proposed Route

No. 6.

Market Street Line No. 26—Guerrero Street and Daly City.

To be combined with Line No. 17. From Mission Street (Daly City) via San
Jose Avenue, Diamond Street, Chenery Street, Thirtieth Street, San Jose Avenue,

Guererro Street, Fourteenth Street, Mission Street, Fifth Street, Market Street.

Haight Street, Stanyan Street, Frederick Street, Lincoln Way, Twentieth Avenue,

Wawona Street, and Nineteenth Avenue to Sloat Boulevard. (See also line No. 10.)

Market Street Line No. 27—Bryant Street.

This line to be discontinued. Second Street service to be provided by Line

No. 34. Bryant Street service to be provided by Line No. 3 3 between Second Street

and Ninth Street and by Line No. 19 between Ninth Street and Army Street.

Twenty-sixth Street service between Bryant Street and Mission Street to be given

by Line No. 23.

PROPOSED LINE NO. 31.

FERRY-SOUTHERN PACIFIC DEPOT AND EIGHTH STREET.

Market Street Line No. 28—Harrison Street and Depots.

Portion of Market Street Line No. 30—Eighth and Army Streets.

Portion of Market Street Line No. 25—Bryant Street.

From Ferry via Embarcadero, Howard Street, Steuart Street, Harrison Street,

Second Street, Brannan Street, Third Street, Townsend Street, Fourth Street, Bran-

nan Street, Fifth Street, Bryant Street, and Eighth Street to Market Street. Return

from Eighth and Market Streets via reverse of above route to Second and Bryant

Streets then Bryant Street, Sterling Street, Harrison Street, Steuart Street, Howard
Street, and Embarcadero to Ferry.

One Way Distance, Miles

Ferry to S. P. Depot 1.4 3

Townsend to Fourth and Brannan 27
Brannan, Fourth to Fifth 17
Fifth, Brannan to Bryant 12
Bryant, Fifth to Eighth 5 2

Eighth, Bryant to Market 60 3.11

(Present No. 28 Route 1.47)

One Way Running Time, Minutes

Ferry to First and Harrison 5.5
S. P. Depot ." 4.5
Fifth and Bryant 2.5
Eighth and Bryant 2.0
Eighth and Market 3.0

17.5
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PROPOSED SCHEDULE.

Head- Running Car Hound
From To Hours way Time Cars Hours Trips

6:00 A.M. 7:15 1.25 8 40 5 6 10
7.15 8:40 1.42 6 42 7 10 14
8:40 11:30 2.83 6 42 7 20 29

11:30 4:20 P.M. 4.83 6 42 7 34 49
4:20 P.M. 5:40 1.33 4 V2 45 10 14 18
5:40 8:30 2.83 8 40 5 • 15 22
8:30 11:30 3.00 10 40 4 12 18

11:30 12:12 A.M. .70 10 40 4 3 4

114 164
Week Day Car Hours 114

Week Day Car Miles 164 x 6.22 1020

The proposed route will be an extension of the present line No. 28 so that

the traffic now handled by this line will not be affected by the change.

The traffic on Eighth Street between Market and Bryant now handled by the

No. 30 line amounts to about three per cent of the total traffic on that line. The
line itself handles less than five-tenths of one per cent of the total traffic of the City.

The proposed route will give a direct service from Eighth and Market Streets

to the Southern Pacific Depot. This should prove of considerable convenience to

people in the Mission, Sunset, and West of Twin Peaks District desiring to reach

the S. P. Depot as the running time will be considerably shorter than via Markiet

Street with transfer to Third or Fourth Street lines.

Market Street Line No. 29—Kearnj Street and Broadwaj

This line to be discontinued. Service to be provided over route between Wilde

Avenue and San Bruno Avenue, and Bush and Kearny Streets by Line No. 24. Be-

tween Bush and Kearny Streets, and Broadway and Kearny Street, Line No. 4 will

provide the service.

Market Street Line So. — Eighth and Arm) Streets.

This line to be discontinued. Service on Eighth Street will be given by Pro-

posed Route No. 31. Bryant Street will be served by Proposed Line No. 26. Present

operation of this route between Sixteenth and Bryant Street and Twenty-third and

Third Streets will be given by Proposed Line No. 28. Service between Twenty-sixth

and Howard Streets and Twent>-third and Third Streets via Army Street will be

given by Proposed Line No. 29. At present this line carries less than one-half per

cent of the total traffic of the City.

Market Street Line No. 82— Hayes and Oak Streets.

To be combined with present No. 18 line under Proposed Route No. 25.

PROPOSED ROUTE NO.

BRYANT-EKiHTEENTH STREETS AND PARK.

Market Street Line No. —Eighteenth Street and Park.

Market Street Line No. 27—Bryant Street.

From Frederick Street via Stanyan Street, Waller Street, Clayton Street,

Frederick Street, Ashbury Street, Clayton Street, Caselli Avenue, Market Street,

Eighteenth Street, Guerrero Street, Fourteenth Street, Harrison Street, Ninth Street

and Bryant Street to Second Street.
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One Way Distance, Miles

Present Route
Stanyan, Frederick to Waller
Bryant, Second to Third
Ninth, Bryant to Harrison

Turnback, Bryant, Second to Ninth

.

Bryant to Harrison

One Way Running Time, Minutes

S'econd and Bryant to Ninth and Ha:

Eighteenth and Guerrero

4.05

Day Night

. 5.5 5.5

7.0 5.5

. 8.0 7.0

. 8.0 8.0

1.0 1.0

24.0

29.5

21.5

27.0

PROPOSED SCHEDULE.

From To Hours
Head-
way

Running
Time Cars

Car
Hours

Round
Trips

5 30 A. M. 6 10 A. M. .67 15 60 4 3 3

6 10 15 1.08 8 64 S 9 8

7 15 8 40 1.42 6 12 17 14
8 40 11 30 2.83 8 9 26 22

11 30 4 20 P. M. 4.83 S 9 44 37
4 20 P. M. 5 40 1.33 70 14 19 16
5 40 . 6 30 .S3 63 9 8

107

6 30* 11 30 5.00 9% 54% 6 30 33
11 30* 1 :00 A. M. 1.50 15 60 4 6 6

162 39
Turnback at Ninth and Harrison after 6:30 P. M.

Week Day Car Hours 162
Week Day Car Miles 107 x 10.64 1140

39 x 8-10 320 1460

The proposed route will remain substantially the same as at present from
Frederick and Stanyan Streets to Ninth and Harrison. From this point the route
will be diverted to Bryant Street one block south of Harrison instead of on Harrison
Street as at present operated. This will permit the abandonment of service on
Harrison Street between Third and Ninth Streets, and the service on Bryant Street
will take care of the traffic now being handled by the No. 27 Line between Second
Street and Ninth Street.

PROPOSED ROUTE NO. 33.

POST-SIXTH AND SECOND STREETS.
Market Street Line No. 34—Sixth and Sansome Streets.

From Market Street via Second Street, Brannan Street, Third Street, Town-
send Street, Fourth Street, Brannan Street, Sixth Street, Taylor Street and Post
Street to Montgomery Street.
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One Way, Distance, utiles

Second and Market to Sixth and Bryant 1.28

Bryant to Townsend 24
Townsend to Bryant 24
Sixth Street and Bryant to Post and Kearny 1.45
Post, Kearny to Montgomery 09

(Present No. 34 Route, 2.83)

One Way Running Time, Minutes Day Nielli

Second and Market to S. P. Depot

7.0

6.0

S. P. Depot, Sixth and Brannan

2.0

2.0

Sixth and Brannan to Market

5.5

5.0

Sixth and Market to Post and Montgomery

9.0

6.5

23.5 19.5
PROPOSED SCHEDULE.

Bead- Running Car Hound
From TO Hours way Time Cars Hours Trips

The service on Sansome Street operated by the present No. 34 Line will be

taken care of under Proposed Route No. 24. Third and Sansome Streets. The
southerly end of the present No. 34 Line will be extended via Brannan and Second

Streets, etc., to Second and Market Streets, and will take care of traffic now
handled by the present No. 27 and 41 Lines. This gives direct service to the

Southern Pacific Depot from Post Street, Taylor Street, and Sixth and Market Streets.

Market Street Line No. :ir,—Howard Street.

This line to be discontinued. Tracks to be removed on Howard Street between

Steuart Street and Twenty-sixth Street. Service on Twenty-fourth Street, between

Howard Street and Rhode Island Street, to be given by Line No. 24.

This present route handles nine-tenth of one per cent of the total traffic of

the City.

PROPOSED ROUTE NO. :J4.

FOLSOM STREET.
Market Street Line No. 36—Folsom Street.

No change in present operation. From Ferry via Embarcadero, Howard
Street, Steuart Street, Folsom Street, and Precita Avenue to York and Army Streets.
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One Way Distance (same as present) 4.44 Mi.

Week Day Car Hours (same as present) 10S
Week Day Car Miles (same as present) 987

Maximum Number of Cars 7

Some improvement in service may be necessary on account of removing the

service from Howard Street and from Harrison Street between Third and Ninth

Streets.

PROPOSED ROUTE NO. 35.

SAX MATEO.
Market Street Line Xo. 40—San Mateo.

From Fifth and Market Streets via Fifth Street, Mission Street to Daly City,

Coima, San Bruno, Burlingame, and San Mateo. Alternative route from Fifth and
Market Streets via Fifth Street, Folsom Street, Twenty-sixth Street, Mission Street

and above route to Daly City, Colma, San Bruno, Burlingame and San Mateo.

One Way Distance (same as present) 19.9S Mi.
Week Day Car Hours (same as present) 259
Week Day Car Miles (same as present) 4053

Maximum Number of Cars (same as present) 16

Market Street Line Xo. 41—Second and Market Streets-Southern Pacific Depot.

This line to be discontinued. Service to be provided over this route by Pro-

posed Line No. 33.

PROPOSED ROUTE XO. 36.

FIRST STREET AXD SOUTHERN PACIFIC DEPOT.
Market Street Line Xo. 42—First and Fifth Streets.

Present operation of this line between Third and Townsend Streets and Fifth

and Market Streets to be discontinued. It is proposed that this line will operate

only from California Street via Battery Street, First Street, Folsom Street, Second
Street, Brannan Street, and Third Street to Townsend Street (Southern Pacific

Depot).

The service to Market and Fifth Streets is replaced by Route No. 33 to Sixth

and Market Streets via Sixth Street.

One Way Distance, Miles
Battery . . . 16
First 3 6

Folsom 17
Second 3 6

Brannan 17
Third, Brannan to Townsend 13 1.35

(Present No. 42 Route, 2.60)

One Way Running Time, Minutes A. M. and P. M. Rusli Mid-Day
California and Battery to Third and Townsend 12 10

PROPOSED SCHEDULE.

6:45 A.M. 9:00 A.M. 2.25
9:00 4:20 P.M. 7.33
4:20 P.M. 6:20 2.00
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PROPOSED ROUTE NO. 37.

FILLMORE STREET HILL.

Present Fillmore Street Hill

No change in present operation. From Broadway via Fillmore Street to

Marina Boulevard.

One Way Distance (same as present) 0.87 Mi.

Week Day Car Hours (same as present) 77
Week Day Car Miles (same as present) 395
Maximum Number of Cars (same as present) 4

Present Tenth and Post Street Line

This line to be discontinued. Service on Post Street, between Montgomery
Street and Taylor Street, to be provided by Proposed Line No. 33. No service to

be given over this route between Post and Taylor Streets and Tenth and Bryant

Streets. Track on Polk Street, between Hayes and Market Streets, and on Tenth

Street, between Market and Bryant Streets, to be removed.

PROPOSED Horn: SO. 38.

\ lsn \rio\ VALLEY.
Present Vlsitacion VaUej Line

No change in present operation. From Mission Street via Geneva Avenue,

Private Right of Way, Schwerin Street, McDonald Street, and San Bruno Avenue
to County Line at Sunny Dale Avenue (Visitacion Valley).

Week Day Car Miles (same as present) 302
Maximum Number of Cars (same as present) 2

Present Boswortb Street Line

Service over this route to be discontinued and tracks to be removed on Bos-

worth Street from Mission Street to Burnside Avenue.

Present Divisadero Street Extension,

This line to be discontinued. Service will be provided by alternate cars of

Proposed Route No. 20.

PROPOSED ROUTE SO. *<>.

sol I II SAM FRANCISCO.
Market street Lint—South Si.n Francisco.

From South San Francisco Junction (Leipsic Station) via Private Right of

Way, Grand Avenue, Swift Avenue, and Walker Avenue to Western Meat Company.

One Way Distance (same as present) 2.88 Ml.
Week Day Car Hours (same as present) 43
Week Day Car Miles (same as present) 467
Maximum Number of Cars (same as present) 3

PROPOSED ROUTE NO. 40.

WASHINGTON AND JACKSON STREETS.
Market Street ( aide Lim Washington and Jackson Streets.

No change in present operation. From Eddy and Market Streets via Powell

Street, Jackson Street, Steiner Street, and Washington Street to Fillmore Street.

Return from Fillmore Street via Washington Street and Powell Street to Eddy and
Market Streets.

One Way Distance (same as present) 2.33 Mi.
Week Day Car Hours (same as present) 155
Week Day Car Miles (same as present) 984
Maximum Number of Cars (same as present) 14
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PROPOSED ROUTE NO. 41.

POWELL AND MASON STREETS.

Market Street Cable Line—Powell and Mason Streets.

No change in present operation. From Eddy and Market Streets via Powell

Street, Jackson Street, Mason Street, Columbus Avenue, and Taylor Street to Bay
Street. Return from Bay Street via Taylor Street, Columbus Avenue, Mason Street,

Washington Street and Powell Street to Eddy and Market Streets.

One Way Distance (same as present) 1.61 Mi.

Week Day Car Hours (same as present) 114
Week Day Car Miles (same as present) 679
Maximum Number of Cars (same as present) 8

PROPOSED ROUTE NO. 42.

SACRAMENTO AND CLAY STREETS.

Market Street Cable Line—Sacramento and Clay Streets.

No change in present operation. From Ferry via Embarcadero, Market Street,

and Sacramento Street to Fillmore Street. Return from Fillmore Street via Sacra-

mento Street, Larkin Street, Clay Street, and Embarcadero to Ferry.

One Way Distance (same as present) 2.28 Mi.
Week Day Car Hours (same as present) 137
Week Day Car Miles (same as present) 923
Maximum Number of Cars (same as present) 10

PROPOSED ROUTE NO. 43.

CASTRO STREET.
Market Street Cable Line—Castro Street.

No change in present operation. From Eighteenth Street via Castro Street to

Twenty-sixth Street.

One Way Distance (same as present) 0.90 Mi.
Week Day Car Hours (same as present) 71
Week Day Car Miles (same as present) 410
Maximum Number of Cars (same as present) 5

Present Pacific Avenue Cable Line

This line to be abandoned and trackage removed from Polk Street to Divisa-

dero Street.

PROPOSED ROUTE NO. 44.

CALIFORNIA STREET.
Califoi'nia Street Cable Railroad Line—California Street.

This line to be operated as a cable line between Market Street and Van Ness
Avenue as outlined in the California Street Cable Railroad report. Service on
California Street west of Van Ness Avenue will be given by Proposed Route No. 3,

Geary and California Streets.

One Way Distance, Miles 1.46

One Way Running Time, Minutes Day Night
California—Market to Kearny 4.0 3.0

Kearny to Powell 2.0 2.0
Powell to Hyde 3.5 3.5
Hyde to Van Ness 2.0 2.0

11.5
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PROPOSED SCHEDULE.

Head- Running Car Round
From To Horns way Time Cars Hours Trips

5:30 A.M. 6:10 A.M. .67 15 30 2 2 8
6:10 7:15 1.08 7 28 4 5 10
7:15 8:40 1.42 3 33 11 16 29
8:40 11:30 2.83 5 30 6 17 34

11:30 4:20 P.M. 4.83 5 30 6 29 58
4:20 P.M. 5:40 1.33 2 M> 35 14 19 32
5:40 8:30 2.83 5 30 6 17 34
8:30 11:30 3.00 7 28 4 12 26

11:30 1:00 A.M. 1.50 10 30 3 5 9

122 235

Week Day Car Hours 122

Week Day Car Miles 235 x 2.92 686

PROPOSED ROUTE NO. ••'».

HYDE AND JONES STREETS.

California Street Cable Line—Hyde and O'ParreL Streets.

This line was also described in the California Street Cable Railroad Report,

and will operate on Jones Street from Market to Pine, on Pine Street from Jones

to Hyde, and on Hyde Street from Pine to North Beach. The O'Farrell Street

portion of the present Hyde and O'Farrell Street Line between Market and Jones

Streets will be served by the Proposed No. 4 Line, Presidio, Kearnv and North
Beach.

One Way Running Time, Minutes Daj Nighl

Jones—Market to O'Farrell 3.0 2.0

Jones and O'Farrell to Hyde and California 5.0 4.5

Hyde—California to Union 5.0 4.5

Hyde—Union to Beach 3.5 3.0

16.5 14.0

PROPOSED SCHEDULE.

Head- Running Car Round
Prom To Hours wa] Time Cars Hours Tripe

5:30 A.M. 6:10 A.M. .67 15 30 2 2 3
6:10 7:15 1.08 7 35 5 6 10
7:15 8:40 1.42 3 36 12 16 29
8:40 11:30 2.83 5 35 7 20 34

11:30 4:20 P.M. 4.83 5 35 7 34 58
4:20 P.M. 5:40 1.33 2% 40 16 22 32
5:40 8:30 2.83 5 35 7 20 34
8:30 11:30 3.00 7 35 7 21 26

11:30 1:00 A.M. 1.50 10 30 3 5 9

146 235

Week Day Car Hours 146

Week Day Car Miles 235 x 3.96 934

Present Jones Street Shuttle—California Street ( able Railroad Company.

This line will be served by Proposed Route No. 4 4.
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PROPOSED ROUTE NO. 46.

PARK.

Municipal Railway Motor Coach Line Xo. 1—Park.

No change in present operation. From Tenth Avenue and Fulton Street via

Golden Gate Park and Ninth Avenue to Irving Street. Return from Ninth Avenue

and Irving Street via Irving Street. Tenth Avenue, Lincoln Way, Golden Gate Park

to Eighth Avenue and Fulton Street, then Fulton Street to Tenth Avenue.

One Way Distance (same as present) 0.9 2 Mi.

Week Day Car Hours (same as present) 26

Week Day Car Miles (same as present) 289

Maximum Number of Coaches 2

PROPOSED ROUTE XO. 47.

OCEAN.
Municipal Railway Motor Coach Line No. 2—Ocean.

No change in present operation. From Cabrillo Street via Great Highway.

Lincoln Way, Forty-eighth Avenue, and Great Highway to Sloat Boulevard.

One Way Distance (same as present) 2.75 Mi.

Week Day Car Hours (same as present) 36

Week Day Car Miles (same as present) 391

Maximum Number of Coaches 2

PROPOSED ROUTE NO. 48.

MONTEREY ROULEVARD.

Municipal Railway Motor Coach Line No. 3—Monterey Boulevard.

No change in present operation. From Forest Hill Station via Laguna Honda
Boulevard, Portola Drive, Miraloma Drive, Yerba Buena Avenue, Plymouth Avenue,

and Monterey Boulevard to Edna Street. Return from Monterey Boulevard via

Edna Street, Hearst Avenue, Ridgewood Avenue, Monterey Boulevard, and reverse

of above route to Forest Hill Station.

One Way Distance (same as present) 2.19 Mi.

Week Day Car Hours (same as present) 4 3

Week Day Car Miles (same as present) 381

Maximum Number of Coaches (same as present) 3

PROPOSED ROUTE NO. 49.

EMBARCADERO.

Municipal Railway Motor Coach Line Xo. 4—Embarcadero.

No change in present operation. From Golden Gate Ferry Terminal at Hyde
and Jefferson Streets via Jefferson Street, Leavenworth Street, Beach Street, Em-
barcadero, Berry Street, and Third Street to Townsend Street. Return from Third
and Townsend Streets via Townsend Street, Embarcadero, Beach Street, and Hyde
Street to Golden Gate Ferry Terminal at Jefferson Street.

One Way Distance (same as present) 3.40 Mi.

Week Day Car Hours (same as present) 43

Week Day Car Miles (same as present) 411

Maximum Number of Coaches (same as present) 4
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PROPOSED ROUTE NO. 50.

MARINA.
Municipal Railway Motor Coach Line No. 5.—Marina

No change in present operation. From Scott Street via Chestnut Street and
Divisadero Street to Marina Boulevard. Return from Divisadero Street via Marina
Boulevard and Scott Street to Chestnut Street.

One Way Distance (same as present) 0.47 Mi.
Week Day Car Hours (same as present) 18
Week Day Car Miles (same as present) 130
Maximum Number of Coaches 1

PROPOSED Horn: NO. 51.

CROCK ER-AMAZON.
Market street Motor Coach Line—Crocker-Amazon.

No change in present operation. From Mission Street, via Persia Avenue,

Naples Street, Cordova Street, Baltimore Way, S"outh Hill Boulevard. Geneva Avenue,

Naples Street, Russia Avenue, and Mission Street to Persia Avenue.

One Way Distance (same i

Week Day Car Hours (sar
Week Day Car Miles (san
Maximum Number of Coat

PROPOSED ROUTE SO. V2.

EXCELSIOR.

Market Street Motor Coach Une—Excelsior.

No change in present operation. From Mission Street via Silver Avenue, Edin-

burgh Street, Excelsior Avenue, Naples Street, Persia Avenue, Mission Street, Brazil

Avenue, Moscow Street, Persia Avenue, Naples Street, Excelsior Avenue, and Mission

Street to Silver Avenue.

One Way Distance (same as present) 1.4 0 Mi.

Week Day Car Hours (same as present) 27
Week Day Car Miles (same as present) 284
Maximum Number of Coaches (same as present) 2

PROPOSED ROUTE NO. r>:i.

MISSION STREET AND SAN BRUNO AVENUE.
Market Street Motor Coach Line—Mission Street and San Bruno Avenue.

No change in present operation. From Mission Street via Maynard Street,

Craut Street, Silver Avenue, San Bruno Avenue, Felton Street, Bowdoin Street,

Silver Avenue, and Mission Street to Maynard Street.

One Way Distance (same as present) 1.80 Mi.

Week Day Car Hours (same as present) 27
Week Day Car Miles (same as present) 334
Maximum Number of Coaches (same as present) 2

SUMMARY OF ROUTES.

In order to bring together the detail which has been developed through the

description of the proposed routes, there are submitted two Tables, XXIX and XXX,
which show each of the present and proposed routes, together with the one way
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route distance, the week day car hours and car miles, and the maximum number
of cars in service during the evening rush hours.

Lines which have not been changed in routing are indicated by the symbol "+ ."

Where the number of cars in service during the evening rush hours is

marked by the symbol "*," the number does not agree with the total number of

cars shown in the proposed schedule for the individual lines. This is because of the

fact that, where the time required to make a round trip is greater than the period

from 4:20 to 5:40 P. M., some of the cars have been taken off the route after com-
pleting their rush hour trip outbound before the last car on the close headway has

left the downtown district. This was not taken into consideration in figuring the

number of car hours with the thought of compensating for excess mileage and time

necessary to get cars onto and off the route.

TABLE XXIX

DETAILS OF PRESENT ROUTES.
MARKET STREET RAILWAY, CALIFORNIA STREET CABLE RAILROAD AND

MUNICIPAL RAILWAY.

Summary of Car Hours, Car Miles and Maximum Number of Cars Required.

One
TROLLEY Way Week-Day Maximum

Route Dis- Car Car Cars
Designation Name tance Hours Miles P. M. Rush

A
B

Geary and Park
Geary and Ocean

4.80
7.06

220
327

2,069
3,420

15

C Geary and California 5.91 282 2,799 25
D Geary and Van Ness 4.24 201 1,742 15
E Union Street . 3.77 211 1,652 13
F Stockton Street . 3.08 184 1,622 14
H Potrero and Van Ness 4.66 241 2,250 15
J Church Street . 4.56 242 2,196 16
K 7.67 282 3,142 23
L . 7.84 253 2,830 21
M 2.42 26 317 2

N Judah Street . 7.28 306 3,133 24
1 Sutter and California 6.01 269 2,481 24
2 7.39 323 3,102 28
3 Sutter and Jackson 3.78 196 1,593 16
4 Turk and Eddy 5.82 256 2,416 15
5 . 7.08 527 4,971 47
6 5.81 359 3,003 24
7 7.96 297 2,961 26
8

. 3.31 270 2,215 23
9 4.78 384 3,385 31

10 Guerrero and Sunnyside 6.50 146 1,366 13
11 Mission and Twenty-fourth . . . 4.79 243 2,152 20
12 10.25 197 2,191 17
14 Mission and Daly City 7.83 182 1,871 19
15 Kearny and North Beach 2.64 155 1,422 15
16 Third and Kearny . 7.47 194 1,879 12
17
18

Haight and Ingleside
Mission and Daly City

. 7.70
6.77

265
166

2,521
1,667

20
23

19 Ninth and Polk 2.79 252 1,994 17
20 Fourth, Ellis and O'Farrell. . . 4.52 252 2,199 22
21 5.24 269 2,305 25
22 Fillmore and Sixteenth 5.11 419 3,107 30
23 Fillmore and Valencia 5.08 123 1,139 9
24 7.32 192 1,731 13
25 San Bruno Avenue . 5.35 197 1,877 15
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TABLE XXIX (Continued).

Guerrero and Daly City. . . i.03

Bryant Street 3.89
Harrison and Depots 1.47

Kearny and Broadway 6.36
Eighth and Army 5.76
Hayes and Oak 4.10
Eighteenth and Park 4.90
Sixth and Sansome 2.83
Howard Street 4.62
Folsom Street 4.44
San Mateo 19.98
Second and Market, S.P. Depot 1.01
First and Fifth 2.60
Fillmore Hill 0.87
Tenth and Post 2.27
VIsitacion Valley 2.32
Divisadero Street Extension.. 0.18
Bosworth Street 0.73
South San Francisco 2.88

Total Trolley 283.83

101
125
100
143
10S
259

>a> Maximum
Car Cars
Miles P. M. Hush

1.650 14

1,004 13
472 6

1,558 14
838 7

839 7

1.147 9

635 9

1,283 11
987 7

4,053 16

CABLE

Washington and Jackson 2.23

Powell and Mason 1.61

Sacramento and Clay 2.28

Castro Street 0.90

Pacific Avenue 1.14

California Street 2.86

Hyde and O'Farrell 2.10

Jones Street Shuttle 33

Total Cable 13.45

Total Rail 297.28

1.057

11,682

679
923
410

MOTOROOACH

Park 92

Ocean 2.75

Monterey Boulevard 2.19

Embarcadero 3.40

Marina 47
Crocker-Amazon 1.40

Excelsior 140
Mission-San Bruno 180

Total Motorcoach 14.33

Grand Total 311.01

411
130
284
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TABLE XXX
COMBINED ROUTING.

ummarj of Car Hours Car Miles and Maximum Number of Cars Required.

One
Way

Proposed TROLLEY Route Week-Day Maximum
Dis- Cars

Number Route Name tance ours MM

'

P. M. Rush

1 Tenth Ave., Geary and Stockton 6.96 390 3,520

2+ Geary and Ocean 7.06 327 3,420

3 . 5.91 281 2,710 2"*

4 Presidio-Kearny and North
7.11 379 3,027 33*

5 3.74 196 1,510 13
6 Van Ness-Potrero and San

Bruno 6.94 348 3,282 29*

7 4.73 256 2,290 17
8 + 7.67 282 3,142 23

9+ 7.84 252 2.830 21
10+ Ocean View 2.42 26 317
11a . 7.33 183 1,790 16
lib Duboce and Ninth Avenue. . . . 5.70 165 1,440 14
12 Sutter-Mission and 24th 9.98 454 4,400 39*
13+ 7.39 323 3,102
14 Sutter-Sacramento and Sixth

Avenue . 4.78 246 2,153 20
15 Turk and Eddy 1.80 97 750 8

16a McAllister and Fulton . 7.08 297 2,850 27
16b McAllister and Eighth Avenue. 5.08 234 1,966 21
17 Haight and Masonic 5.03 216 1,750 20
18 Lincoln Way and Ocean 7.83 253 2.647 24
19 + 3.31 270 2,215
20a Valencia and Twenty-ninth . . . . 4.78 209 1.868 16*
20b 5.21 130 1,177 10
20c Valencia and Cortland 4.98 86 702 11*
21a Sunnyside-Haight and Ingleside 12.03 239 2,344 20*
21b San Jose-Haight and Ingleside. . 13.56 245 2,664 21*
22+ Mission and Ingleside 10.25 197 2,191 17
23+ Mission and Daly City 7.83 182 1,871 19
24a 7.37 162 1.670 12
24b 5.83 125 1,275 9

25 Oak and Page-Daly City , 10.09 276 2,770 27*
26 Polk—Ninth and Byrant 4.52 356 2,704 25*
27 3.97 20*
28+ Fillmore and Sixteenth 5.11 407 3,084 28
29 Jackson-Valencia and Army. . 6.81 273 2,445 18
30 Divisadero and Twenty-fourth . 4.68 218 1,660 16*
31 Ferry-S. P. Depot and Eighth . 3.11 114 1.020 10
32 Bryant—Eighteenth and Park . 5.32 162 1.460 13*
33 Post—Sixth and Second 3.30 132 952 12
34+ Folsom Street 4.44 108 987
35+ San Mateo 19.98 259 4,053 16

First and S. P. Depot 1.35 21 130 3

37 Fillmore Hill 0.87 395 4

Visitacion Valley 2.32 33 302
39+ « 2.88 43 467 3

Total Trolley 276.28 9,716 90,772 802
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TABLE XXX (Continued).

COMBINED ROUTING.

Summary of Car Hours, Car Miles and Maximum Number of Cars Required.
One
Way

Proposed CARLE Route Week-Day Maximum
Route Dis- Car < Jar Cars
Number Route Name tance Hours .Alil. s |>. M. Rush

40+ Washington and Jackson 2.2 3 155 984 14

41+ Powell and Mason 1.61 114 679 8

42+ Sacramento and Clay 2.2S 137 923 10
43+ Castro Street 0.90 71 410 5

44 California Street 1.46 122 686 14
45 Hyde and Jones 1.98 146 934 16

Total Cable 10.40 745 4,61 « 07

Total Rail 286.741 10,461 05,888 soo

MOTORCOACH
46+ Park 92 26 289 2

47+ Ocean 2.75 36 391 2

48+ Monterey Boulevard 2.19 43 381 3

49+ Embarcadero 3.40 43 411 4

50+ Marina 47 18 130 1

51+ Crocker-Amazon 1.40 27 284 2

52+ Excelsior 1.40 27 284 2

53+ Mission-San Bruno 1.80 27 334 2

Total Motorcoacb 1 4.:i:i 247 2,504 18

GRAND TOTAL 801.07 10,708 07,802 887

Detailed schedules, which have been worked out for a number of routes, in

every case check the maximum number of cars in service at one time and show
that the allowances made in the method of preparing the proposed schedule are ample

to cover the actual car hours which will have to be operated when detailed schedules

are prepared. It has, therefore, been unnecssary to make other allowances in order

to compensate them for additional costs.

Traffic and Schedule Studies

Before leaving the subject of rerouting, it would be well to point out the

savings which it has been possible to effect through the study which has been made.

The present total car hours of the three systems is 4,166,000. Calculations show
that between 9.9% and 10.4% of this number, amounting to between 412,000 and

433,000 car hours, may be saved. Similar savings on the present 37,815,000 car

miles amount to between 3,750,000 and 3,930,000. These figures for car hours

and car miles are annual figures. The details given in Table XLII and XLIII

show that, comparing municipal operation of the present mileage with municipal

operation of the proposed mileage, there will be effected a saving of more than a

million dollars a year.

These results clearly demonstrate the possibilities which may be secured

through a detailed study of traffic and traffic conditions, and emphasize the neces-

sity for constantly following this phase of street railway operation.
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In order further to indicate the importance of this division of the work, I am
quoting from "Electric Railway Transportation" by Henry W. Blake and Walter
Jackson:

"The importance of the timetable is best explained by the
statement that it is the basis used in absorbing anywhere from 30 to 50
per cent of the total operating expenses. Therefore, the schedule
maker is far more important from the standpoint of what he can save
or gain for the railway than is the head of any engineering depart-
ment. Despite this, schedule making is an infant industry when com-
pared to the development of scientific practices for the way, line,

power and car maintenance divisions. While the schedule department
is of later creation, it is plain that this department is the most potent
factor of all in the welfare of the public, the employees and the
company."

Adjustment of Present Headways.

In the table entitled "Analysis of Present Traffic and Service" following the

list of routes in the appendix there is shown the loading of the street cars on twenty-
nine of the electric lines of the Market Street Railway Company at four different

periods of the day. The figures in the tables were taken from the point checks
and show the number of passengers passing the peak load point of the line in the
maximum twenty minute period of the morning, mid-day, evening rush, and night
hours. The table shows the total number of passengers, the number of cars, the
average load per car, and the date on which the check was made. These in general
show that the service is so adjusted as very closely to meet the actual require-
ments. Such deviations from this adjustment of service as were found desirable
have been taken up in the schedules laid out under the proposed plan of rerouting.
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CHAPTER VIII.

ADJUSTMENT OF TRACKS
In order to place in effect the routings which have been proposed, it will be

necessary to construct some new track to connect sections of road not now con-

nected and to put in new special work at a large number of places throughout the

system. The new track required is shown in Table XXXI.

TABLE XXXI

NEW TRACK CONSTRUCTION REQUIRED BECAUSE <>1 REROUTING.
s. T. Estimated

On Prom To Mile Coal

Cole Frederick Carl 0.13 $ 10,000
Frederick Stanyan Cole 0.32 25.000
Grant O'Farrell Geary 0.13 11,000
O'Farrell Grant Divisadero 3.84 333,000

(Grant to Jones replacing cable i

Precita Folsom Army 1.00 81,000
Twenty-fourtb Mission Howard 0.24 19,000
Twenty-sixth Valencia Mission 0.24 19,000
California Van Ness Presidio 2.73 295,000

(Replacing cable track and rearranging cable)

Church Market Sixteenth 0.40 36,000
(Moving outer tracks to center of street)

Market Valencia Castro 2.0 0 178,000
(Moving outer tracks to center of street)

New Track Special Work .... 675,000

Total 11.03 $1,682,000

Cole Street from Frederick i<> Carl and Frederick Street from Stanyan to Cole

This new trackage is necessary in order to connect the tracks on the south

side of Golden Gate Park, running along Frederick Street and Lincoln Way, with

the west portal of the Sunset Tunnel, as discussed under the title "Utilization of

Grant Avenue from O'Farrell to Geary

This connection, which has been recommended for the past eight years as

being necessary to insure the service on Geary Street and to provide a turnback in

the downtown area, was fully discussed in the report on the California Street

Cable Railroad.

With this connection and the track on O'Farrell Street provision will be made
for looping the service on Geary Street when Market Street is closed off on account

of parades or fires. It will also make it possible to operate via O'Farrell Street,

at the time the Geary Street Line has to be reconstructed. Also with this connection

the stoppage of Geary Street at any point between Divisadero Street and Grant

Avenue will not tie up service, as cars may be operated over O'Farrell Street from
either Divisadero Street or Van Ness Avenue.

O'Farrell Street from Grant Avenue to Divisadero

The use of this track as far as Van Ness Avenue was fully covered in the report

on the California Street Cable Railroad, and under the proposed rerouting the use

of O'Farrell Street has been extended to Divisadero. as has already been described

under rerouting.
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Precita Avenue from Folsom to Army

Construction of a second track on Precita Avenue allows double-track operation

over this route rather than single track over Army and single track over Precita as

at present. This permits the abandonment of the tracks on Army Street between

these same limits.

Twenty-fourth Street from Mission to Howard

This new construction is necessary in order to accommodate the proposed

rerouting of the No. 24 Line. The abandonment of the trackage on Howard Street

necessitates a new connection between Mission Street and the tracks on Twenty-
fourth Street east of Howard which was originally provided over Twenty-second
Street and Howard Street.

Twenty-sixth Street from Valencia to Mission

The rerouting of the present No. 24 Line over Twenty-sixth Street requires

the connection of Valencia Street with Mission Street, thus permitting the utilization

of the tracks on Twenty-sixth Street east from Mission directly off Valencia.

California Street from Van Ness to Presidio

This new double-track will replace the cable construction and permit of direct

operation from the Richmond District via California Street, as has been very fully

discussed in the report on the California Street Cable Railroad.

Church Street from Market to Sixteenth

The work contemplated is the removal of the inner tracks and the shifting

of the outer tracks to the center of the street, as four tracks are not necessary.

Market Street from Valencia to Castro

The four tracks are not required on Market Street west of Valencia, and it is

contemplated to remove the center tracks and shift the outer tracks to the middle
of the street.

The total cost of this work is $1,682,000 and involves the construction of

11.03 miles of single track. This additional cost is more than offset by the repro-

duction cost new of tracks which may be abandoned on account of the proposed re-

routings and which tracks will no longer be required, as shown in Table XXXII.
The reasons for the abandonment of each piece has been fully covered in the
description of the reroutings.
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TABLE XXXII.

TRACKS TO BE ABANDONED ON ACCOUNT OF REROUTING.
•

Market Street Railway Co.
Miles
S. T.

Repr.
Cost

Repr. Cost
Less Depr.

Army street Folsom to Bryant 255 | 1 !» .S70 1 10,310
Bosworth Street Mission to Burnside 753 53 ,999 19,159
Brannin Street Sixth to Eighth 344 30 ,780 22,024
Church Street, Market to Sixteenth (inner

377 25 ,237 13,450
Eddy Street Market to Divisadero 1 758 140 ,054 49,085
Eighth Street, Bryant to Brannan . . .088 9 .421 7,040

195 ,319 110,248
Harrison Street, Third to Ninth . . 1.065 88 ,743 65,580
Howard Street, Steuart to Twenty-sixth . . . . . 6.884 569 ,280 338,364
Hyde Street, O'Farrell to Ellis .062
Market Street, Valencia to Castro 1.911 156 797 78 992
Mason Street, Turk to Eddy .060 5 ^782 3^83
Pacific Avenue, Polk to Divisadero 2.282 312 ,796 33,499

.179 13 .117 7.372
Tenth Street Market to Bryant. . 1 128
Twenty-second Street, Mission to Howard. . . . . .209 20 !l82 10.033

Total Market Street Railwaj ( !o. $1 .7 I I ,.",:57 9 884,258

Municipal Railway

Columbus Avenue, Broadway to Washington . . . .49 $ 40 ,000 $ 21,000
Washington Street, Montgomery to Embarcaclero .4 6 37 ,000 24,000
Jackson Street, Columbus to Embarcadero . . ... .46 37 ,000 23,000

Total Municipal Railway . . 1.41 • 1 I I ,000 • 88,000

California Street ( able R. R. Co.

2.798 $ 334 .051 * 116,812
.858 111 ,534 45,048

Total California si. ( abb- K. ]{. Co. :Ui.~><i

GRAND TOTAL
S 445,686

82,801,122

8 101,800

81,084,118
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CHAPTER IX.

VALUATION
Under Section 2 of Ordinance No. 8125, under which authority this report is

being prepared, the City Engineer and the City Attorney jointly were authorized

and empowered to make a valuation of the Market Street Railway Company's

property as a whole and as to such parts thereof as the City Engineer reports are

necessary or desirable for acquisition by the City.

The values as a separate report are the "Reproduction Cost New" and the

"Reproduction Cost Less Accrued Depreciation." Appraisals were to be made for the

entire property and for those parts which would be used and useful if acquired by

the City for operation in conjunction with the Municipal Railway.

June 30, 1928 was selected as being the most logical date for the appraisal

as it was the end of the fiscal year and close to the date of commencing the work.

The appraisal covers the following:

All of the property of the Market Street Railway and controlled companies in

San Francisco excepting certain records and law library.

That portion of the property operated by the California Street Cable Railroad

Company on California Street between Kearny and Davis Street in which the Market

Street Railway Company claims an interest.

All of the property on California Street between Davis and Market Streets

operated by the California Street Cable Railroad Company in which the Market
Street Railway Company claims sole ownership.

Those portions of the trackage jointly operated by the Market Street and
Municipal Railways which belong to the former.

All of the property of the Market Street Railway and controlled companies in

San Mateo County.

There have not been included, however, any values for so-called intangible

assets such as good will, going concern, etc. There has been included a very small

value for unexpired franchises which represents the estimated actual cost of securing

franchises. Except where data as to the actual cost was available, one hundred
dollars has been fixed as the cost per franchise. The appraisal has been sub-divided

into the accounts prescribed by the Interstate Commerce Commission and adopted

by the Railroad Commission of the State of California.

The inventory was taken in part from previous inventories and partly from
actual field inspection. To the quantities there have been applied unit costs repre-

senting the average value of the materials and labor as of June 30, 1928, including

allowances for construction loss, waste, and contingencies. To the resulting totals

shown in the column "Reproduction Cost New" have been added certain percentages

to cover engineering, legal expense, injuries and damages, tax, miscellaneous, and
interest during construction. The percentages applied are in accordance with recog-

nized good practice.

Careful field studies were made to determine, as far as possible, the present

value of the property which is shown in the column "Reproduction Cost Less Depre-

ciation." From the result of these studies, and, with due consideration being given

to the matter of inadequacy and obsolescence, a percentage was arrived at as

representing the ratio that the property, as of June 30, 1928, bears to new plant

of the same type aud kind. These ratios are shown under the column headed
"Condition Per Cent."
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It is necessary for such an organization as the Market Street Railway Company
to carry on hand certain supplies and materials for the proper operation, main-
tenance, and replacement of its railway. While no detailed inventory of this

material was made, on the basis of the Company's records it has been estimated to

have a value of $800,000.

Folowing the lire in 1900 all of the cable-operated lines which could be
replaced by electric service were reconstructed for use with overhead trolley. In

the twenty-three years that have elapsed, only a few of the heavily loaded electric

lines which were built between 1906 and 1916 have been replaced.

The tracks built during the decade following the fire represent approximately

two-thirds of the tangent track In the system, so that the portion of the track built

during this period, which has not been rebuilt, now represents a considerable portion

of the whole. This track has already served more than half of its expected life, re-

sulting in the physical condition of the system as a whole being low.

Due no doubt to the early expiration of the franchises covering a considerable

portion of the Company's tracks, there has been allowed to accumulate deferred

maintenance which has been estimated at $400,000 for the track and $150,000

for the track special work, making a total of $550,000 which must be spent over

and above normal maintenance within the next year to bring the trackage to

efficient standards.

This and the heavy expenditures which will have to be made for the re-

building of the tracks constructed in the ten years between 1906 and 1916, which

have not already been replaced, will call for a great deal more than ordinary main-

tenance expenditures during the next ten or fifteen years.

Full recognition should be given to these facts when considering the purchase

of the Market Street Railway Company's property. No one is to blame for the fact

that the natural life of a large portion of the track will expire within the next

few years, and the Company's officers should not be censured for deferring main-

tenance to the extent that they have, pending a definite settlement of its future

status. This is particularly true in view of the present trend of the street railway

business, as operating costs have been steadily rising and revenues decreasing.

For valuation purposes the system has been divided by streets in such a

manner as to readily permit segregating the value by franchises, which in turn

permits of showing by years the value of the track and roadway for which the

franchises expire. There are sections of the track for which there are no fran-

chises, and sections covered by revocable permits.

The detailed appraisal comprises seven volumes, and in this report no attempt

will be made to do more than reproduce as Table XXXIII the summary covering

the entire system, which shows the reproduction cost new to be $45,859,006 and that

the property is in sixty-two per cent condition, resulting in the reproduction cost

new less depreciation as being .§28,602,831. To these figures must be added the

value of stores and supplies on hand which are estimated at the present time as

being worth S800.000. These values are for the entire property and from them

deductions must be made for property not desired for purchase, for the City's

equity in the Ocean Avenue Line, amounting to $33,500, and for other reasons

which have been covered under various topics in the text of this report, some of

which are contingent upon the adoption of the rerouting plan. These deductions

are:
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Repr. Rep. Cost

Item Cost Less Dep.
$1,741,537 $ 834,259

Cars 358,845 188,807

§2,100,382 §1,023,066
357,065 173,921

$2,457,447 SI, 196, 987
Land 175,000 175,000

S2,632,447 81,371,987

TABLE XXXIII.

VALUATION OF THE PROPERTIES OF THE MARKET STREET RAILWAY
AS OF JUNE 30, 1928—ENTIRE SYSTEM, FINAL SUMMARY.

Repr. C-ond. ?ePr' Cost

%
501
502 nn

503 inn10U 7K9QQQ

504 100

505 7 3 8,502

506
507 ZA

508 A1 6 6 6,954

509 40

olO 1 , 1 9 9 ,6 5 o

511 AO 1,874,826
45

515 59,127 79 46|917
516 78,691 74 58,434
517 16 749 80 13,325
518 165 80 132
519 Poles and Fixtures 1,092,569 76 827,263
520
521 1,579,678 '80 l,270i673
523 1,671,293 63 1,053,670
524 Stations and Miscellaneous Buildings. . . . 231,502 50 115,886
530 Cars 9,369,080 63 5,941,694
532 Service Equipment 411,625 59 244,090
533 3,820,706 56 2,125,101
536 Shop Equipment 573,720 41 233,503
537 Furniture 129,770 68 88,081
538 85,733 53 45,220
540 Substation Buildings 318,144 80 254,652
542 Power Plant Equipment 251,613 38 94,539
543 Substation Equipment 511,863 61 313,608
544

'

Transmission System 44,492 87 38,523
545 19,931 20 3,950
546 237,247 59 139,576
547 . . . 2,404,658 59 1,423,899
548 Injuries and Damages 249,794 59 146,972
549 118,623 59 69,788
550 982,302 60 585,341

62 828,602,831

Less City's Equity in Ocean Avenue Line as of
June 30, 1928 33,500 100 33,500

S45,825,506 $28,569,331
Materials and Supplies (estimated) 800,000 800,000

GRAND TOTAL 846,625,506 63 829,369,331
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Deducting these totals from the cost of the entire property leaves the fol-

lowing as the valuation of all of the property which might be used by the City

or be useful to it.

Reproduction Cost New (48,993,057

Reproduction Cosl New Less Depreciation 27,!»!>7.:s • i

In the case of purchase, the following adjustments should be made as of the

date of sale:

The City's equity in the Ocean Avenue Line should be revised.

Additions and betterments, or retirements, since June 30, 1928,
should be applied.

Materials and supplies on hand should be appraised.

Adjustments, on account of any changes made in the amount
of property which the City requires, should be either added or de-
ducted.

Adjustments should be made for property covered by franchises
or permits which provide for its acquisition by the City. Such fran-
chises cover the lines on Army Street from Potrero Avenue to Third
Street, Gough Street, .ludah Street, Ninth Avenue, Nineteenth Avenue,
Taraval Street, Thirty-fifth Avenue, Thirty-third Avenue from Taraval
Street to Vicente Street. Twentieth Avenue, Wawona Street, and
portions of Junipero Serra and Sloat Boulevards.

In Table XXXIV the total of the track and roadway accounts has been sub-

divided on the basis of track whose franchises have expired and those whose
franchises will expire during each year from 1929 to 1947, for San Francisco

TABLE XXXIV.

TRACK AND ROADWAY.
VALUATION Bit DATES OF FRANCHISE EXPIRATIONS.

S.W FRANCISCO COUNTY.

Year Of Miles

Franchise Single Repr. Cond. Repr. < <>st

Expiration Track Cost % Less Dep.

No Franchise 5.531 % 497.537 59 % 295.896
Revocable
Permit 2.594 225,503 73 164,063
1929 105.008 9,126,949 58 5,335,847
1930 9,528 951,932 43 408,437
1931 12,755 1.347,503 47 630,960
1932 4.027 259,475 50 128,989
1933 4.286 272,851 66 179,005
1935 .966 90,213 50 45,473
1936 13.522 1,112,610 59 655,324
1940 38.733 3,201,550 58 1,842,939

1941 13.546 1,084,765 64 692,652
1942 15.577 1,478,768 57 849,540

1944 9.548 787.206 55 434,230
1947 .522 46,388 57 26,412

Private Right
of Way 22.759 798,738 55 440,885
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Year of
Franchise
Expiration

1952
1958
1963
1965

Private Right
of Way

TABLE XXXIV., (Continued)

SAN MATEO COUNTY.

Miles
Single Repr.
Track Cost

10.642
1.015
2.997

$ 702,913
53,160

171,412
27,988

541,422
21,736

111,567
18,225

Grand Total.. 291.857 $23,383,783 §13,723,877

County, and from 1952 to 1965 for San Mateo County. The value of track on
private rights of way is also shown.

Security Values

For the purpose of developing data as to what the investing public think

the property is worth, there is appended Table XXXV, showing the value of the

Market Street Railway Company's securities, based upon high and low market
values from the year 1922 to 1928 inclusive and for the first three months of the

year 1929. The same data graphically plotted shows the spread by years.

TABLE XXXV.

VALUE OF MARKET STREET RAILWAY COMPANY'S SECURITIES.
Based Upon High and Low Market Quotations.

SUMMARY.
Par Value

Year Outstanding Jan. 1 High Value Low Value

1922 ~ _
$46,563,900

~~~~
~ $27,724,641 $17,875,425

1923 45,810,000 28,479,849 23,241,115
1924 44,926,450* 26,338,714 19,146,473
1925 44,801,450 25,965,660 20,023,618
1926 44,255,450 22,378,245 18,126,622
1927 43,621,450 21,556,857 18,022,809
1928 42,927,950 20,660,977 16,489,218
1929—First 3 Months 42,292,450 16,273,496 13,206,769

*In 1924 5% bonds and 6% notes were refunded with 7% bonds. The value of
the 7% bonds are used in the 1924 figures.

Capital Stock 1929 (3mos.)
Common 10,647,400 4 3-8 465,824 3 319,422
2nd pfd. n. c 4,673,700 7 1-2 350,528 6 3-4 315,475
Cum. pfd 4,986,850 15 748,028 13 648,291
Prior pref 11,618,500 39 1-2 4,589,308 31 1-4 3,630,781

Total Stocks ... 31,926,450 6,153,688 4,913,969

Funded Debt

1st Mtge. 7's 10,366,000 97 5-8 10,119,808 80 8,292,800

Total 42,292,450 16,273,496 13,206,769
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TABLE XXXV (Continued).

DETAILS.
Outstanding
Par Value Hijili Low

Security Jan. 1 Price Amount Price LmOUUl
Dollars Dollars Dollars Dollars Dollars

Capital Stock i!>2x

Common Same As 7 1-2 798,555 3 1-8 332,731
2nd pfd. n. c 1929 16 1-S 753,634 8 373,896
Cum. pfd 29 1-2 1.471,121 15 748,028
Prior pref 54 3-4 6,361,129 38 1-2 4,473,123

Total Stocks 31,026,450 0,884,430 r>,927,778

Funded Debt
1st Mtge. 7's 11,001,500 1 02 1-2 1 1.276.53S 96 10,561,440

Total 42,027,050 20,660,077 16,480,218

Capital Stork 1027
Common Same As 6 7-8 732,009 4 3-8 465,824
2nd pfd. n. c 1929 1 7 1-2 817,898 1 1 1-2 537,476
Cum. pfd 25 1-S 1,252,946 18 897,633
Priof pref 6,942,054 41 5-8 4,836,201

Total Stocks 81,026,450 0,744,007 6,737,184

Funded Debt
1st Mtge. 7's 11.695,00(1 101 11,811,950 90 1-2 1 1.285,675

Total 13,621,450 — l ,556,857 18,022,808

Capital Stock 1020
Common Same As 10 1.064.740 4 1-8 439,205
2nd pfd. n. c 1929 22 1-2 1.051.583 1 1 3-4 549,160
Cum. pfd 40 1,994,740 1 9 1-2 972,436
Prior pref 51 3-8 5.969.004 39 1-S 4,545,738

Total Stocks 31,026,450 10,080,067 6,506,580

Funded Debl
1st Mtge. 7's 12,329,000 99 3-4 12.298,178 94 1-4 1 1.620,083

Total 4 1,255,450 22,878,245 18,126,622

All stocks have §100 par value. All classes have equal voting rights.

Capital Stock I02r>

Common Same As 12 1.277.6S8 6 638,844
2nd pfd. n. c 1929 35 1.635,795 15 701,055
Cum. pfd 46 1-4 2.306,418 24 1-2 1,221,778
Prior pref 65 1-4 7,581,071 42 1-4 4,908,816

Total Stocks 31,026,450 1 2,800,072 7,470,408

Funded Debt
1st Mtge. 7's 12,875,000 102 1-4 13,164,688 97 1-2 12,553,125

Total 44,801,450 25,065,660 20,023, (11

8

Capital Stock 1924
Common Same As 13 1-2 1,437,399 6 3-4 718,700
2nd pfd. n. c 1929 30 1,402,110 14 654,318
Cum. pfd 42 2,094,477 20 997,370
Prior pref 71 1-2 8,307,228 41 4,763,585

Total Stocks .... 31,926,450 13,241,214 7,133,973
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TABLE XXXV (Continued).
DETAILS.

Outstanding
Par Value High Low

Jan. 1 Price Amount Price Amount
Dollars Dollars Dollars Dollars Dollars

Total 44,926,450 26,338,714 19,146,473

Capital Stock 1923

Common Same As 16 1-2 1,756,821 7 3-4 S25.174
2nd pfd. n. c 1929 45 2,103,165 22 1,028,214
Cum. pfd 39 1,944,872 28 1,396,318
Prior pref 80 9,294,800 64 7,435,840

Total Stocks .... 31,926,450 15,099,658

Funded Debt

Cons. Mtge. 5's 9,560,100 95 1-2 9,129,896
Col. notes, 6's 4,326,000 98 1-4 4,250,295

Total 45,812,550 28,479,849 23,241,115

Capital Stock 1922
Common 10,646,800 11 1,171,148 3 319,404
2nd pfd. n. c 4,673,400 32 1,495,488 5 5-8 262,879
Cum pfd 4,986,700 50 1-4 2,505,817 17 847,739
Prior pref 11,617,000 76 8,828,920 35 4,065,950

Total Stocks 31,923,900

Funded Debt

Cons. Mtge. 5's 9,793,000

Total 46,563,900

In the first column of the table is shown the par value of the securities out-

standing as of January first of each year. In the second column is shown the

aggregate value of the securities taken at their highest market price during the

year. The third column shows the aggregate value of the securities taken at their

lowest market value during the year.

In 1924 outstanding five per cent and six per cent notes were refunded with

seven per cent bonds as already set forth in detail. The par value of these bonds

is used in making the 19 24 figure rather than the other securities which were
outstanding at the first of the year. The lowest market value during the period

covered was $13,206,769 during the first three months of 1929, while the highest

was $28,479,849 in 1923. These figures have no real significance as to the physical

value of the property, but tfcey do illustrate what the investing public believe the

securities are worth. Security prices vary with the fluctuating level of the New
York Market for stocks and bonds.

It has already been shown that a very large block of these securities is held

by a relatively small number of people or corporations.

Comparisons of Valuations

The values found at the different dates and by the different organizations are

presented below for the purpose of comparison. They are not all exactly com-
parable but approximately so.
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California Railroad Commission historical valuation, as of June 30, 1920,

using historical topographical conditions and unit prices as of the time of in-

stallation:

Reproduction Cost New $29,715,147
Condition Per Cent 80
Reproduction Cost Less Depreciation 23,888,990

California Railroad Commission reproduction cost new, as of June 30, 1920,

based on average unit costs of the three years ending June 30, 1920:

Reproduction Cost New $50,495,651
Condition Per Cent 79
Reproduction Cost Less Depreciation 39,481,815

MARKET STREET RAILWAY
Par Value of Outstanding Securities and Range ol Market Values by Years,

Both of these are the revised figures of the Engineering Department of the

California Railroad Commission submitted on February 15, 1921, and do not

include stores on hand which amount to $924,075 on the historical basis and

$1,533,709 on the reproduction new basis.

The valuation which I prepared as of June 30, 1921, using the prices as of

1913 to 1917 inclusive, not including stores, was as follows:

Reproduction Cost New $35,355,942
Condition Per Cent 75
Reproduction Cost Less Depreciation 26,448,866

The valuation made by the Byllesby organization, after acquiring control of

the Company, was $58,052,139 not including stores as of June 30, 1926. No
determination of depreciation was made with this appraisal.

Table XXXVI puts this data in form which is more readily grasped.

TABLE XXXVI.
TABULATION OF APPRAISALS—MARKET STREET RAILWAY.

Rep. Cost Cond. Rep. Cost
Appraisal Date New % Less Dep.

C. R. C. Historical

6/30/20

$29,715,147 80 $23,888,990
C. R. C. Reproduction

6/30/20

50,495,651 79 39,481,815
City Engr. 1913-17 Prices

6/30/21

35,355,942 75 26,448,866
Byllesby Reproduction 6/30/26 58,052,139 ..

City Engr. Reproduction

6/30/28

45,859,006 62 28,602,831
1928 Market Value of Securities, High 20,660,977

Low 16,489,218
1929 Market Value of Securities, High 16,273,496

Low 13,206,769



VALUATION 145

The figures presented in this table have been made up at different times,

under different conditions, and by different organizations. The values of the

securities are not based on the property value, but on their market value.

No one of these figures, as it stands in the table or as it might be adjusted,

on account of changes in the amount of property to be taken, establishes a price

which the City should pay for the property.

This price is to be reached through negotiations between the officials of the

City and the officers of the Company as authorized by the ordinance. In these

negotiations, however, the figures presented will be of value in reaching the pur-

chase price.

Only one other large private company in the United States has been acquired

by the local municipality, and it may not be out of place to indicate here what
occurred in Detroit when the City purchased the urban properties of the Detroit

United Railroads in 1922. This system had a mileage of 27"3 miles, ninety per

cent of which was paved, and operated 1096 cars. The real estate had a valuation

of approximately $8,000,000. Steam power plants furnishing fifty per cent of

the total current supply were included in the purchase.

The price fixed was $19,850,000. The City issued $4,000,000 in bonds, and
from the proceeds made a down payment of $2,770,000 and purchased the current

stock of supplies. After this, semi-annual payments of $500,000 were to be made
on the property with interest at six per cent.

The Company operates interurban lines out of Detroit. By agreement with

the City and at mileage rates to be fixed by a board of arbitration, the Company is

permitted to operate its interurban lines into the City. This privilege may be can-

celled by giving two years' notice.

In addition to purchasing the property of the Detroit United Railroads, the

City made needed extensions and rehabilitated the property which was taken over.

At the present time the fare in Detroit is six cents with an extra cent charged
for transfers.
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CHAPTER X.

DEPRECIATION AND REPLACEMENTS
A study of the valuation was made to determine the amount of depreciation

that should be set up to meet the needs of the system on the straight line basis.

Table XXXVII shows the depreciation necessary for the electric lines and cable lines

as well as for the total.

For each of the two classes of construction there are shown the valuation by

accounts, the total depreciable property, the per cent annual depreciation, and
the yearly depreciation in dollars. These amounts for the electric lines and the

cable lines have been added together showing the yearly depreciation for the total

system. This amounts to $1,389,305, or in round figures $1,400,000.

The Municipal Railway depreciation by ordinance has been figured on the

basis of three per cent of the original cost of the property.

In the case of the Market Street Company this would amount to $1,375,770,

which amount very closely approximates that which has been calculated as shown
in the table. This figure is used in the estimates of the cost of operation by the

City as meeting present ordinance requirements.

That $1,400,000 is not out of line is demonstrated by the fact that two
companies in the State are setting up depreciation reserves calculated from the

lives established by the California Railroad Commission in rate cases as follows:

Los Angeles Railway $1,579,954

Key System 743.791

These figures very closely check the $1,400,000 on the basis of their valuations.

In the case of the Market Street Railway Company, $1,400,000 is approxi-

mately 3.8 per cent of the value of the depreciable property. For the Key System

the Railroad Commission estimated 4.3 per cent of the value of the depreciable

property, and in the case of the Los Angeles Railway, using the lives that the

Commission established, the annual rate amounted to approximately 5 per cent.

The Market Street Railway in its 1928 report has set up, from profit and

loss, depreciation to the extent of $500,000. This is clearly inadequate to make
necessary replacements.

It has already been shown that deferred maintenance has accrued to the

extent of $550,000 on the Market Street property and that very large sums must
be expended over the next fifteen years. The Company has no funds on hand with

which to make these replacements, as its depreciation reserve is invested in the

property, and it is faced with the necessity of securing new money if it is going
to rehabilitate its lines.

The condition of the two properties, as visible to the average layman, shows
the necessity for fairly large expenditures on the private lines. Certain sections

of the municipal system are also due for early replacements, but funds to care for

such work as will have to be done within the next two or three years, are being

accumulated.

The 3 per cent rate established for setting up the depreciation reserve is

ample to care for track replacements, but we should not lose sight of the fact that

the time for replacements of equipment and other facilities is also approaching.

It is to be regretted that the municipal revenues during the past two years have

not been sufficient to permit of setting up the full authorized depreciation. The
amount that has been set up will not be sufficient to meet the actual needs for

rehabilitation during the next five years. These shortages in depreciation should,
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by any means possible, be made up at an early date. In other words, depreciation

requirements if not met out of one year's revenue should be taken from the next.

Under section entitled "Track and Roadway Replacements," it is shown that

the expense for replacing tracks during the next fifteen years would average
$735,000 per year. The depreciation on track and roadway accounts only, in

Table XXXVII, amounts to $560,000 a year.

The financial situation confronting the Market Street Company, on account

of the necessity of rehabilitating the tracks, has been brought about through the

Company's failure to set aside annually, throughout the life of the property, the
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funds with which to replace the property when worn out. This same situation will

have to be met by the Municipal Railway's present system and by the City's com-

bined system should it take over the property and fail each year to make proper

provision for the day when it will have to replace the major parts of the property.

The Market Street Company is not entirely to blame for the predicament in

which it now finds itself, as the revenue for several years past has not been suffi-

cient to permit it to set aside a proper depreciation reserve. This same condition

is now being experienced by the Municipal Railway, and steps should be taken to

make it possible to set aside the proper amount each year.

Track and Roadway Replacements

In estimating future operating expenses, the condition of the tracks and
distribution system, as well as the future renewals of the same, are of great

importance.

As stated before in this report, the Company has passed through a very

favorable period for the past twelve years, during which time the expenditures

for track and roadway renewals have been very low and considerably under thte

average.

This period of favorable conditions has now drawn to a close, and the fifteen

year period from 1930 to 1944 inclusive will, of necessity, be years of heavy
renewals. These replacements should average twelve miles of track per year, and
while some years will require less than this amount, other years will be heavier.

The accompanying chart gives this data as closely as it has been possible to estimate

the future requirements, also the past construction.
,

These renewals will affect the operating expenses, the depreciation reserve,

and new capital required.

The cost of renewing a mile of single track is estimated at $71,000 which is

divided between the cost of removal of the old structure and the cost of the new.
The cost of removing the old track is estimated at $9,800 per mile, and the cos,t

of the new track as $61,200. The cost of removing the old track should be credited

with the salvage value of the old structure removed, leaving a net charge to the

operating accounts of $6,150 per mile of single track.

Based on an average renewal of twelve miles per year, the net average charge

to the operating accounts, under the Intei-state Commerce Commission accounting

rules, would be approximately $73,800 per year in excess of ordinary maintenance
charges, and the gross additions and betterments for the new track would approxi-

mate $735,000 per year.

If the reproduction cost less depreciation was set up on the Municipal Rail-

way's books in case of purchase, the average value for the tracks affected in this

program would amount to about $25,000 per mile; on a basis of twelve miles per

year a total of $300,000 would be retired from capital, leaving a net addition and
betterment of $435,000 per year. This amount represents the average amount of

new money that will be needed annually.

These annual expenditures will vary from perhaps one-half to double the

amounts shown above, depending on the policy of the company during the various

years. On account of deferred renewals at the present time the average figures

at least should be used for the ensuing year.
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CHAPTER XI.

MUNICIPAL CONDITIONS AFFECTING COST OF
OPERATION

There has already been presented as Table XVI the Market Street Railway
operating results by lines. In order to give the same information for the municipal

lines there is presented herewith Table XXXVIII entitled "San Francisco Municipal

Railway Expense of Operation by Lines." This shows that of the trolley lines

three fail to produce a net revenue before depreciation and accident reserves. All

but one of the bus lines show the same deficit.

After depreciation and accident reserve five of the rail lines and all of flbe

bus lines show a deficit. The rail lines as a whole show a net of $184,124 after

deducting operating expenses, depreciation and accident reserves. The automobile

buses show a deficit of $118,804. These totals cannot be checked exactly against

other tables presented in this report showing results of Municipal Railway operation,

as the receipts from school tickets and quartermaster tickets are now allocated by

lines. The differences between the totals of this table and the totals shown on

Table XLI are approximately $54,000. This discrepancy makes do material differ-

ence in the value of the table as the allocation of expense by lines must of necessity

be approximate. The method of deriving the costs from which this allocation is

made is set up in Table XXXIX, showing the division of costs by car miles and car

hours for bus and rail operation. By applying these figures to the car mileage and
car hours operated by each line, it was possible to set up the information given

in Table XXXIX.

Wage Scales and Working Conditions

There is submitted as Table XL a comparison of wages paid to certain classes

of employees by the Municipal Railway and the Market Street Railway which shows

the principal reason for the large difference in the cost between Municipal and

Company operation in San Francisco.

TABLE XL.

COMPARATIVE WAGE SCALE.

Municipal Market Street
Railwaj Railway

Platform Men (per hour) $0.75 $0.48 to $0.56
Average 3 months 1929 54.624c

Track Men 0.725 0.4589
Car Washers 0.765 0.445
Car Repairers 0.85 0.48 to 0.56
Machinists 1.125 0.67
Blacksmiths 1.125 0.72
Carpenters 1.125 0.67
Painters 1.125 0.67

During the year the aggregate of the Market Street Railway payrolls was

$5,303,102, a large portion of which represents the wages of the classes of men
shown on this table.

In addition to paying a higher wage scale, other conditions apply to municipal

employees which increase the costs. The City employees work eight nours a any
on the basis of a six day week for some employees, and on the basis of a five and
a half day week for mechanics and other trades who are paid for a forty-eight

hour week for forty-four hours work.
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Under the charter requirements employees of the Municipal Railway con-

tribute to a Pension Fund, the amound being based on their ages and wages.

This money, together with an equal amount contributed by the Railway, is used

in retiring aged employees and in providing annuities for those permanently dis-

abled. In case of death, the amount which has been contributed by the employee,

with interest, is returned to his heirs, together with six months' wages which are

taken from the Railway's contribution to the fund.

After being in the service one year each worker is entitled to twelve working

days' annual vacation with pay. These conditions cost an appreciable sum above

the difference in wage scale, which will be added to the operating cost of the

Market Street lines as compared to their operation under Company ownership.

With the combined systems it is estimated that the pensions alone will cost

$350,000 a year. During the year 1928 the Market Street Railway Company paid

out in gratuities and pensions §5 2,8 69. No information is available as to exactly

how this money was expended.

In addition to the §52,869, the Market Street Railway Company, during the

year 1928, expended $10,752 for "relief work." As has already been indicated,

the Company provides medical and hospital attention for employees. To partly

cover the cost of this service, each worker contributes fifty cents per month which

sum does not cover the cost of the service supplied by the Company. Similar service

is not provided for municipal employees.

The Municipal Railway expenditure for pensions for the year ending June 30,

1928, was $102,046.

POSSIBLE SAVINGS.
Power

The Municipal Railway lines buy power as direct current from the Pacific

Gas and Electric Company who own the 11,000 volt transmission lines and the

substation equipment. The power is measured at the switchboard, and charges are

made on the basis of Schedule P-9 for direct current. Energy is distributed to

the Municipal Railway from eight of the Pacific Gas and Electric Company's sub-

stations.

The Market Street Railway operates six substations within the city limits and
a seventh at Millbrae in San Mateo County. They buy alternating current on the

P-9 Schedule from the Pacific Gas and Electric Company.

For the calendar year 1928 the total of the accounts making up the power
group for the Municipal Railway shows the following costs:

5.7 cents per car mile.

55.18 cents per car hour.

Similar figures for the Market Street Railway based on electric car, cable car, and
automobile bus miles and hours are:

5.15 cents per car mile.

46.47 cents per car hour.

These two sets of figures are not comparable in every way as the Municipal
Railway figures cover the cost of direct current power, which includes fixed charges
on transmission and conversion facilities. The Market Street Railway figures do not
include these as they are carried elsewhere. Included in the Market Street Railway
figures are the power used for operating the cable lines and the cost of operating
the cable power houses. Fuel and lubricants for the automobile buses are included
in the Market Street figures.

After making allowance for these differences, we find that the cost of power
per car mile for electric car operation is approximately the same on the municipal
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and on the Market Street systems. It should, however, be borne in mind that a

large number of the Market Street oars have 25% less motive power, are much
smaller and in a different class of service than those of the Municipal Railway.

There is no question that, if it were possible to lay out and construct a

complete distribution system for the Market Street Railway, it would be possible to

effect a saving of between five and ten per cent in the annual cost of power. This,

however, would involve the initial expenditure of large sums of money, as it would
require additional substations, the readjustment of the entire feeder system, and
considerable new substation equipment. Without making a revision of the whole
system it seems impossible to secure savings of any magnitude.

It is possible to supply power to certain sections of the road from the sub-

stations now feeding the Municipal Railway. The portions of the system so supplied

will not be a very large proportion of the whole, and, consequently the savings

will not be great, although some slight improvements in service might result through
bettering voltage conditions. In one or two cases Municipal lines may be similarly

benefited by securing power from Market Street Railway Stations.

When power can be purchased at the substation for an average figure of eight

mills per kilowatt hour, the savings in energy have to be relatively large in order

to warrant any very great capital expenditures.

Pai tag

The subject of pavement has been briefly discussed in an earlier section where
it was shown that the pavement is of no benefit to the railway; in fact it is a

detriment. It seems, therefore, reasonable and just that the railways be relieved of

the annual expense to which they are put in order to maintain the street surface.

During the year 1928, when the expenditures were relatively light, the following

amounts were spent by the railway system for paving:

Market Street Railway Company $129,808.81
California Street Cable Railroad Co 2.000.42
Municipal Railway 14.373.59

Total $146,182.82

For 1927 the expenditures were approximately $170,000.

The railways must always bear some expense for paving as openings made
along the rail for the purpose of tightening joints, etc., will necessitate a certain

amount of repaving, which is a legitimate obligation of the railway. However, they

can be relieved of all the cost of new pavement or repavement except any excess cost

due to the presence of the street railway tracks in the street.

The appraisals show that the railways have immense sums invested in the

paving along their tracks on which they should be allowed to set up depreciation

reserves and earn interest. The former are relatively high as the life of pavement
is short as compared with other parts of the roadway.

The following shows the reproduction cost of pavement by systems:

REPRODUCTION COST OF PAVEMENT.
June :{<», 1028.

Municipal Railway $ 929,803
Market Street Railway Company 4,439,959
California Street Cable Railroad Co 16G.230

Total 85,535,992

Considering five and a half million dollars as the cost of the pavement paid

for by the railways, interest at 5 per cent, depreciation at 4 1-3 per cent, together

with $150,000 per year for maintenance, the street car riders must annually pay
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through fares §663,333 for paving which impedes rather than improves the street

car service.

Under the present system the railway patron pays for the paving in front of

his own property where there is no car line and then through the car line helps

to pay for the pavement in front of someone's else property. The further injustice

of the present plan is evident when we consider that the property owner who gets

out of paying the full cost of paving the street in front of his lot has his property

value increased by the fact that the car line passes along his street. It seems only

just to shift this burden to those who own the property or those who use the pave-

ment for their own private means of transportation.

In the United States nearly one hundred street railways have either been

relieved of a large part of the paving obligations, or the requirements have been

so modified as materially to reduce the expense to the company of maintaining

the street surface.

On March 20, 1923, the people of San Diego voted, through an amendment
to the franchise of the San Diego Electric Railway, to relieve the Company of its

obligations. Under this amendment to the franchise the San Diego Electric Railway
Company is required to pay for only that portion of any construction in excess'

of that covered by the specifications for the improvement of the remainer of the

street.

The State of Connecticut by an act of legislature in May, 19 25, reduced the

paving requirements exacted from the street railway to eight inches on each side

of each rail.

A number of railways in Illinois have been relieved of all paving obligations

except for the repairs of damage caused by the presence of the tracks.

In Portland, Maine, the railway company pays for the track foundations, but

the cost of paving is divided on the basis of twenty per cent to be paid for by the

company and eighty per cent by the municipality.

In the State of Massachusetts, through an act of legislature, the obligation of

the street railways has also been reduced.

In 19 25 the street railways in Montana were relieved of all charges for paving
except where damaged paving is caused by the presence of the tracks or by the

carrying out of repairs to the tracks.

In the city of Newark, New Jersey, which has a population of four hundred
fifty thousand, the railway company has been relieved of the obligation to pay a
portion of the cost of new pavement, although it still retains the obligation to

repair any damage caused through the tracks.

Many other cases could be cited in detail so that there is ample precedent for

relieving the railways of the cost of paving except such as is required on account

of the presence of the tracks. It is estimated that the adoption of such legislation

would relieve the San Francisco railways of an expenditure amounting to possibly

$100,000 per year for maintenance. There seems to be no way by which they can

be reimbursed for their capital expenditures of the past, but they could be relieved

of a large part of them in the future.

POSSIBLE INCREASES IN REVENUE.
Jitneys

No great increase in revenue can be expected under the continued five cent
fare. Two slight additions could be secured—one by eliminating jitney competition
on streets already served by the street railways. At the present time one hundred
and fifty of these vehicles are under license and it is inconceivable that they could
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continue to operate unless they collect at least ten dollars per day. On the basis

of a three hundred day year this would mean four hundred fifty thousand dollars

a year, a part of which might be diverted to the street railways—possibly $200,000.

All of the jitney revenue cannot be secured, as some passengers use the street

cars to the nearest point where they can get jitney service; there they leave the

car and pay a second fare on the automobile. This is done to secure the faster

service given -by the automobile, which so far the street cars have not been able to

provide. A similar condition is found on Mission Street where a ten cent fare

is charged local passengers boarding Market Street Railway suburban cars. Many
pay ten cents for a ride inside the city limits for the purpose of either securing a

seat or making a trifle better time. These examples show the demand for quick
service regardless of cost.

This high speed trade is being catered to in some cities by the installation of

de luxe bus service operated in some cases by the street car lines. The fare is twenty-

five cents and every passenger is guaranteed a seat.

The marked growth of the taxicab business in San Francisco is another
indication of the desire for quick service with little consideration for cost, as the

minimum charge is 25 cents for the first quarter mile or less and 10 cents for

each additional quarter mile.

V. s. Mail Carriers.

A second possible source of increase in revenue is the United States Post

Office Department. At present mail carriers on duty are transported free by the

three roads. This is a privilege which has been granted more or less universally

throughout the country, although it has been withdrawn in many localities, in

which case the Post Office Department either purchases tickets which are issued

to the carrier, or pays a flat sum annually for the service rendered. An estimate

has been made of the possible revenue which might be derived from this source,

and it is believed that not less than twenty thousand dollars per year could be

secured for the carrying of postmen. As the Post Office Department is a business

institution with an annual budget it should stand on its own legs and assume
this burden,

litis Operation

At the present time the Municipal Railway is operating five bus routes and
the Market Street Railway three bus routes. Under date of May 1st, 1928.

Superintendent Boeken of the Municipal Railway reported to the Board of Public

Works that the revenue of the bus lines would be increased by approximately

$36,000 annually if the practice of interchanging transfers between bus lines and

street car lines were eliminated, requiring that all bus passengers pay a 5c fare.

He also recommended the discontinuance of the Marina Bus thereby saving a loss

of approximately $9,000 a year. I made these same recommendations to the

Public Utilities Committee of the Board of Supervisors in June, 1928.

The estimate of possible increase in revenue which may be derived from the

Market Street Bus Lines by the elimination of the transfer privilege is $25,000.

making the total increase in revenue and saving by the elimination of the transfer

between the cars and buses $70,000 annually. This same rule is now in effect

on the Embarcadero Buses. There is no question that the expense of operating

the automobile buses warrants an increase in revenue, as even under the proposed

arrangement the buses will not be self-supporting. At the same time the service

is essential.

Skip-Stop Operation

There are a number of long lines on which it will be possible not only to
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effect a saving in power, but also to secure better running time through the estab-

lishment of the skip-stop.

In the Richmond and Sunset Districts, the distance between stops is 310 feet

or seventeen to the mile. For the best service, under ten stops per mile is con-

sidered essential. By stopping only at alternate streets in these Districts, the

number of stops per mile will be reduced to eight and one-half.

The present short distance of 310 fe;et should be compared with the average

spacing of stops of 481 feet on all the east and west streets in the Western Addition

and the spacing of from 5 84 to 908 feet on Mission and parallel streets. It will be

possible to put this skip-stop into effect on the California Street, Clement Street,

Geary Street, McAllister Street, Lincoln Way, Judah Street, and Taraval Street

lines. The arrangement of stops will be such that the westbound cars will stop

at every other block, say at even numbered avenues, in which case eastbound cars

would stop at the odd numbered avenues, thus equalizing the walking distance for

all patrons.

It has been difficult to estimate the exact saving, but the improvement in

speed and service and the saving in power will be a benefit to the patrons and
the railway alike.

The installation of skip-stops is very desirable, as is very evident from a

little calculation which shows that with a scheduled speed of ten miles per hour
and eight stops to the mile a stop has to be made every forty-five seconds. The
motorman then has to shut off the current, apply the brakes, open the gate, dis-

charge and admit passengers, close the gate, and again accelerate the car in inter-

vals of forty-five seconds. This puts a very heavy burden on the motorman and
results in difficulty in maintaining schedule speed. Any lengthening of the interval

given the motorman in which to make these moves must result in improved
conditions.

Automobile Parking

In the appendix to this report, following the description of the present rout-

ings, there is presented a table showing the actual running times of a large number
of the important routes. The running time is shown both inbound and outbound,

for four periods of the day—morning rush hour, mid-day period, evening rush

hour, and night hour—and in each case is the average of 10 trips. These were

secured from the point checks. Immediately below the total running time of each

line is shown the present schedule allowance. A comparison of these two figures

gives the relation of the actual running time to the schedule allowance.

The following tabulation shows the average minimum and maximum running

times of 10 trips for 8 sections of Sutter Street, Market Street, and Mission Street

together with the per cent of increase of maximum time over minimum. These

percentages of increase show that the average maximum time is in most cases

more than 200% of the average minimum time:

AVERAGE ACTUAL RUNNING TIME.
(10 Trips)

% Increase
7 ' maximum ovei

Street From To Minimum Maximum Minimum

Sutter Kearny Powell 1.75 Min. 5.25 300
Powell Fillmore 4.95 10.75 208

Market Ferry Kearny 4.79 9.41 196
Kearny Powell 2.05 4.01 196
Powell Larkin 3.98 8.45 212
Larkin Gough 1.80 3.93 218

Mission Ferry Fifth 4.65 9.95 214
Fifth Sixteenth 6.80 12.00 177
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The major reason for this marked increase in running time is the inter-

ference from automobiles largely occasioned by parking on the downtown streets.

While the time of parking is limited and the space which may be used is restricted

even one parked automobile in a block may cause traffic to swing over on street

car tracks and slow up all traffic. This form of interference should not be allowed

to continue as thousands of people in street cars are delayed for the convenience

of a relatively small number who desire to park their automobiles.

To improve conditions all parking in the downtown area should be prohibited,

at least between the hours of 7 and 10 A. M. and 3 and 6 P. M. This allows five

hours in the business day during which present parking regulations may remain.

The area in which no parking should be allowed is bounded on the south by Howard
Street, on the north by Bush Street, on the west by Ninth and Larkin Street. This

restricted parking area should further be extended to cover Mission Street to

Twelfth Street, Market Street to Valencia Street and Hayes Street. McAllister

Street, Turk Street, Eddy Street, Ellis Street, O'Farrell Street, Geary Street, and
Sutter Street, to Van Ness Avenue. This restriction may seem drastic but is

absolutely essential to proper movement of all kinds of traffic during the rush hours.

A similar elimination of parking was recently instituted in the Loop District

in Chicago covering all hours of the day. The increased facility with which traffic

has moved through this district is nothing short of marvelous and while the retail

merchants felt that the elimination of parking would work a hardship on their

business, they have found that the decrease in congestion has improved, rather

than injured, business conditions. While the streets no longer have the former

congested appearance, checks indicate that much more traffic is being handled both

by auto and by street car than was previously possible.

It has been impossible to make an estimate of any monetary savings through

the establishment of these restrictions yet there is no question that benefits will

be felt not only financially but in the saving of time for street car patrons.

\>< Effect On Revenue

The effect of the increased wage scale is reflected in the cost of operation

under municipal ownership as set up under Chapter XII. If all of the railways

are brought under municipal ownership and the present Municipal Railway wages

and working conditions are applied to the combined system the resulting increases

in unit costs will be fixed by conditions beyond the control of the operating officers.

The possible savings and the increases in revenue which have been suggested

do not necessarily follow the acquisition of the system and the placing of it under

municipal control. It may not be possible to effect all of the savings which have

been estimated, or it may be possible to effect greater economies. Some of the

changes suggested will require legislation in order to place them in effect.

The following is a summary of the possible effects on the result of operation:

Elimination of paving costs , $100,000
Elimination of jitney competition—additional revenue 200,000.

Revenue from Post Office employees 20,000
Additional revenue from buses by eliminating transfers 66,000
Saving on Marina Bus 9,000

Total (805,000
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CHAPTER XII.

FINANCIAL RESULTS OF MUNICIPAL OPERATION
In order to make a comprehensive picture of the financial results to /be

expected after the acquisition of the Market and California Street properties by

the Municipal Railway, three different compilations have been made with a view

to bringing into separate tables the possible results to be expected.

The first of these, Table XLI, entitled "Comparative Revised Income State-

ment of the Market Street Railway Company, California Street Cable Railroad

Company, and Municipal Railway for the year 1928," shows in parallel columns the

results obtained by the three separate organizations after making a 3 % depre-

ciation allowance for each.

The figures are for the calendar year 19 28 for each of the two private com-
panies and for the fiscal year 1927-1928 for the Municipal Railway. The figures

used for operating revenue, operating expense, and taxes, together with inerest on

outstanding bonds, were taken from the annual reports of the Companies to the

California Railroad Commission, and the Municipal Railway figures from the pub-

lished annual report.

The figures for depreciation on the Market Street Railway and on the Cali-

fornia Street Cable Railroad properties are 3% of the reproduction cost as taken

from the valuations made in connection with this report. The figure used for the

Municipal Railway is the combined depreciation allowance and accident reserve

shown in the annual report. The private companies include their accident charges

in operating expenses.

This table shows that after taxes, the Market Street Railway would have a

net available for interest of $25,078 while the California Street Cable Road would

have a deficit of $31,078. The Municipal Railway pays no taxes, so its net available

for interest is the same as the Companies' net before taxes.

After deducting interest on outstanding bonds, each system shows a loss,

the total for the three being 8788,539. This statement is only comparative to a

certain extent as, from the information at hand, there is no question that the Market
Street Railway cares for a considerable amount of depreciation in its operating

expenses.

It has also, as has been shown, accumulated estimated, deferred maintenance

to the extent of $550,000. This table does not take into consideration revenue other

than that known as operating revenue. Non-operative income in the case of the

Municipal Railway amounted to $8S,448, of which $43,802.28 was profit from the

sale of bonds which will not be a receiving source of income. For the California

Street Cable Railroad non-operative income was $13,553.13. The same figure for

the Market Street Railway was $25,924.80. In the case of the Municipal Railway,

this is income which will remain with the railway. In the case of the private cor-

porations, if they were purchased by the City, it would still remain with the cor-

porations unless some of the non-operative property which produces a portion of

this revenue, were also taken over.

Table No. XLII is the estimated cost of operating the three systems combined
under the conditions now applying on the Municipal Railway and operating all of

the service of the two companies as at present. A detailed estimate has been made
showing the probable expenses of operating the Market Street system. To the
total of the first four groups are added the operating cost of the Municipal Railway
for the fiscal year 1927-28 exclusive of general and miscellaneous expenses and the
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TABLE XLII.

ESTIMATE OF COST OF OPERATING THE PRESENT SERVICE OF MARKET
STREET RAILWAY, CALIFORNIA STREET CABLE RAILROAD

COMPANY, AND MUNICIPAL RAILWAY SYSTEM
UNDER MUNICD?AL CONDITIONS.

OPERATING EXPENSES.
Market Street Railway Trolley Cable Total

Car Miles:
Railway 25,352,372 1,146,467 26,498,839
Motor Coach 265,999

Car Hours
Railway 2,757,751 181,602 2,939,353
Motor Coach 27,875

Miles of Track 275 17 29 2

Way and Structures
Track Maintenance, 292 Miles at $2000
Rehabilitation (15 years each)
Buildings

1,000

3,800
),000

Total Way and Structures Excl. Deprn.

.

Equipment
Trolley 25,352,372 Car Mi.—3.27c. . . .

Cable 1,146,467 Car Mi.—4.36c
Motor Coach 266,000 Car Mi.—5.6 c...

Total Equipment Excl. Deprn.

.

Power
Trolley

),023
),986
1,896

Motor Coach (Gasoline and Oil) .

),000
7,000
5,000

Total Power
Conducting Transportation

Trolley and Cable 2,939,353 Car Hr.—SI. 97 $5,790,E
Motor Coach 27,875 Car Hr.— 1.07 29,

{

Total Conducting Transportation

.

Total Market Street Railway Operating Expenses Ex-
cluding Depreciation and General Miscellaneous

Market Street Railway
Municipal Railway, Excl. Deprn. and Gen. and Mis
•(•California Street Cable Railroad Co., Excl. Deprn

Total

^General and Miscellaneous

Total Operating Expenses

OPERATING REVENUE.
Market Street Railway
Municipal (Calendar Year)
California Street Cable Railroad Co

Total Operating Revenue
Net Before Depreciation

Depreciation
Interest on Bonds Outstanding.

Loss After Interest On Bonds

S 893,905

S 1,410,000

S 8,842,056

S 8,842,056
2,802.612
609,291

813,434,959

$ 9,754,461
3,490,763
514.110

S13,759,334

$ 324,375

2,613,527

S 2,289.152

Fiscal Year 1927-1928.
(•California Street Railway Report P.-69, including General and Miscellaneous.
+Market Street and Municipal Only



162 SAN FRANCISCO STREET RAILWAY REQUIREMENTS

cost of operating the California Street Cable Railroad as set up as item number
twelve in Plan I on page sixty-nine of the California Street Cable Railroad Report.

This gives a total figure of $13,434,959 as operating expense before depreciation.

The total operating revenue of the three systems is $13,759,334, showing a

net of $324,375. This net would be changed to a deficit by the dedecution of depre-

ciation and interest. Depreciation at 3%, as required by ordinance, is $1,711,615.

and interest on outstanding bonds $901,912, making a total for these two items of

$2,613,527, which, if deducted from the net, would produce a deficit of $2,289,158.
This makes no allowance whatever for interest on the capital invested in ;he

properties not covered by bonds.
,

The California Street Cable Railroad has no bonds, the Market Street Railway

$10,366,000 and the Municipal Railway as of January 1, 1929, $2,999,000.

This calculation shows the necessity for rearrangement of the routing and the

effecting of all economies possible if the municipality is to acquire the two private

companies.

The methods employed in making up this estimate are those detailed under

the statement which is presented for the combined operation with proposed re-

Combined Operating Expense

The third estimate Table XLIII is the estimated cost of the combined operation

of the three systems, in which advantage is taken of all of the suggested plans for

rerouting, involving the reconstruction of some cable tracks, the abandonment of

certain portions of each system, the construction of a small amount of additional

trackage, and the installation of new special work to make possible the operation

of the cars over the proposed routes.

TABLE XLIII.

ESTIMATE OF COMBINED OPERATION OF MUNICIPAL, MARKET BTREE1
AND CAIAFORNIA CABLE STREET SYSTEMS,

Track Miles
Total Present Municipal 74

Market Street 292
California Cable 11

377
Less Abandoned Track

California Cable 2.8

O'Farrell 9 3.70

Municipal 1.40

Market Street 19-70 25

Plus New Track 9

Net Trackage Under Combined Operation 361

Car Hours Car Miles

Proposed Rail

3,700,000

34,000,000

Bus Operation

105,006

984,622

Way and Structures
Ordinary Maintenance 361 Miles ®< $2,000 $ 722,000
Maintenance in connection with rehabilitation 73,800
Buildings—Municipal $ 2,500

Market Street 60,000
California Cable 1,000 63,500

Total Way and Structures (Excl. Deprn.) S 859,800
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Equipment
Electric Cars @ 32,400,000 C. M. @ 3.27c S 1,059,480
Cable Cars @ 1,600,000 C. M. @ 4.36c 69,760
Buses @ 985,000 C. M. @ 5.6c 55,160

Total (Excl. Deprn. on Equipment) ,. . . . $ 1,184,400
Power

Electric 32,400,000 C. M. @ 5.3c $ 1,717,200
Cable 1,600,000 C. M. @ 8.0c 128,000
Bus—Gas and Oil (13,000 Mkt. Street, 21,000 Municipal) 34,000

Total (Excl. Deprn. on Equipment) S 1,879,200
Conducting Transportation

Electric and Cable Operation 3,700,000 C. H. @ $1.97. . . § 7,289,000
Bus Operation 105,000 Car Hours at $1.07 112,350

Total S 7,401,350
General and Miscellaneous—Combined Systems. ... § 1,249,000

SUMMARY.
Way and Structures $ 859,300
Equipment 1,184,400
Power 1,879,200
Conducting Transportation 7,401,350
General and Miscellaneous 1,249,000

Total Excluding Depreciation $12,573,250
Depreciation

Straight Line Annuity
Present Market Street System §1,375,770
Present Municipal 266,824
Present California Street Cable* 66,177

$1,708,771
Additions $44,068
Abandonments 97,088 53,020

Net Depreciation $ 1,655,751

Total Operating Expenses and
Depreciation §14,229,001

Operating Revenue Calendar Year 1928
Present Market Street Railway § 9,754,461
Present Municipal • 3,490,763
Present California Street Cable 514,110

$13,759,334
Less Loss a/c Transfers 400,000 $13,359,334

Net Loss Before Fixed Charges S 8 6 9,66 7

California Cable Report P. 69, Item 9, Plan 2.

At the head of the table are shown the present track miles, from which ia

deducted the mileage of tracks to be abandoned. To the net mileage thus obtained

have been added the miles of new track necessary, producing a net total of 361

miles of single track in the combined system compared with 3 77 miles of track

in the three separate systems, a reduction of 16 miles.

Following this is shown the proposed number of car hours and car miles to

be operated by street cars and buses. After this are the details of the five major
accounts headed "Way and Structures," "Equipment," "Power," "Conducting Trans-

portation," and "General and Miscellaneous." The total of these accounts is

$12,573,250. To this has been added 3% for depreciation bringing the grand total

for Operating Expenses and Depreciation to $14,229,001. From this has been
deducted the estimated revenue amounting to $13,359,334.00 showing a net loss from
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Operation, after depreciation, of §869,667. In this statement no consideration is

given to interest on the invested capital nor to money necessary to retire bonds.

The methods of making the estimates submitted are given below in detail.
• The present track mileage has been taken from the reports of the three systems

while the number of miles of track to be abandoned and the mileage of the new
track construction necessary have been taken from Chapter VIII of this report.

The number of car miles and car hours which it is proposed to operate on an
average week day has been tabulated by routes in Table XXX. The daily average
car miles of 95,388 will be operated for 305 days of the year. Sunday and holiday
mileage will be operated on the remaining 60 days of the year. In order to arrive
at the number of car miles operated on Sundays and holidays 79.6% of the ^veek

day mileage was taken, as this represents the ratio which the Municipal Railways
Sundays and holidays mileage bears to its week day average. A test check was
made on the present Market Street mileage which practically confirms the factor

of 79.6%. As a further check the percentage which the proposed average daily

mileage bears to the present average daily mileage was applied to the combined
mileage for the year 1928. The result very closely checks the figure of 34.000,000
car miles which has been used in this estimate. This 34.000,000 miles was divided
into electric car miles and cable car miles, the electric car miles being 95.2% of

the total, or 32.400,000 miles and the cable car miles 4.8% or 1,600,000 car miles.

Car hours were estimated in the same manner, showing the annual total car
hours to be 3,700.000 consisting of 92.9% electric and 7.1% cable or 3,440,000
figured by taking the 192S actual mileage and reducing it by the mileage of one
week day, to allow for 1928 being a Leap Year, resulting in 105,006 car hours and
984.622 car miles.

Way and Structure*

In order to arrive at the cost of maintaining Way and Structures $2,000 per

mile of track was determined as representing the average cost of maintaining a mile

of single track under Municipal Railway experience. This multiplied by the 361
miles to be operated gives an annual cost of $722,000. In order to bring the track

of the combined systems up to a standard at which they may be maintained at the

Municipal Railway unit cost. $550,000 is provided through capital expenditure

allowed elsewhere in this report.

As is shown under the section entitled "Track and Roadway Replacements,

"

the heavy reconstruction program which will have to be followed for the next 15

year will require an annual charge of $73,800 against operation for the purpose

of removing the track to be reconstructed. The amount set aside for the main-
tenance of buildings of each system as shown on the table totals $63,500. The
grand total of these items for the maintenance of Way and Structures is $859,300
which includes no allowance for depreciation.

Equipment

The cost of maintaining electric cars, cable cars, and buses is dependent on
the number of car miles operated. The costs of the three systems were analyzed

and additions made to cover the increased cost of labor at the Municipal wage scale,

and 260.000 respectively. The annual motor coach mileage and car hours were

as a very large percentage of the items entering into this group of accounts is

labor. The result of this study showed the cost of maintaining electric cars to be

3.27c. cable cars 4.36c, and buses 5.06 respectively per mile operated. Multiplying

these costs by the proposed mileage for each class of equipment a grand total of

§1,184,400.00 was reached.
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Power
The cost of power for electric and cable cars is likewise based on the number

of car miles operated. The cost of purchasing power should remain the same per

car mile but there will be additions in the labor costs on account of the municipal

wage scale. Costs per car mile for power used in operating electric cars and cable

cars were taken as 5.3c and 8c respectively. These, multiplied by the number of

miles of each of the two classes, together with the actual cost of gasoline and oil

used on the motor coaches, produces a grand total of $1,879,200.00.

Conducting Transportation

This item of expense being labor is dependent on the hours of service rather

than on the number of miles operated. The present Municipal Railway costs were
therefore applied to the number of hours of electric, cable, and bus operation, pro-

ducing a total annual cost of $7,401,350.00.

General and Miscellaneous Expenses

The estimating of this group of expenses has been more or less difficult as no

procedure has been established under which it has been possible to set up an

operating organization for the combined systems.

The expenditures by the three systems were as follows:

Market Street Railway Company $1,026,193
Municipal Railway Fiscal Year 1927-1928 333,211
California Street Cable Railroad Company 77,380

Total Sl,436,784

This group of accounts includes salaries and expenses of general officers and
their assistants, legal expense, pensions, injuries and damages, insurance, stationery,

store expense, garage expenses, and rents.

In order to arrive at probable financial results from combined operation,

Table XLIV, showing estimated general and miscellaneous expenses of the combined
systems, was prepared. No material reduction can be made in the present general

and miscellaneous expenses of the companies except in the first item, salaries and
expenses of general officers and general office expenses.

TABLE XLIV
ESTIMATED GENERAL AND MISCELLANEOUS EXPENSES COMBINED MARKET

STREET RAILWAY, MUNICIPAL RAILWAY AND CALIFORNIA
STREET CABLE RAILROAD.

Municipal Railway and Market Street Railway
Salaries and expenses of general officers, general office clerks, general

office supplies, office quarters, and legal expense $ 236,000
Pensions 350,000
Miscellaneous General Expense 20,000
Injuries and Damages 390,000
Insurance 25,000
Stationery and Printing 50.000
Store Expense 35,000
Garage and Stable 50,000
Rent of Tracks and Terminals 25,000

Total SI, 181,000

California Street Cable Railroad
From Page 60 of C. S. C. R. R. Report Submitted in December, 1928. . . . 68,000

Total SI,249,000
The estimated figures for general officers include no allowance for a portion

of the cost of a Public Utilities Commission in the event of its establishment. The
charges to the railway on account of the formation of such a body would without
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doubt be very small as compared with the operating expenses of the railroad, and
might result in savings elsewhere which would more than offset any additional cost

occasioned by their administration of the railway.

Depreciation

Depreciation of the Market Street system has been covered under Chapter X
"Depreciation" in which it was shown that the sum of $1,400,000.00 should be set

up annually to cover the entire system. However, as required by ordinance, 3 % of

the reproduction cost or $1,375,770 has been used. At the present time, under
Ordinance, there is being set up 3% of the cost of the Municipal Railway System
in a Depreciation Reserve Fund which for the year 1928 is $266,824. This figure

has been' used in the estimate but on the same basis on which the Market Street

System depreciation was figured at $1,400,000 should be $293,000. The depreciation

for the California Street Cable System, taken from Page 69, Item 9, Plan 2, of the

California Street Cable Railroad report, is $66,177. These figures for depreciation

cover the whole of the three systems as they now exist. In order to make allowances

on account of additions and abandonments there was deducted $53,020 making the

nel depreciation $1,655,751. This added to the five groups of expenses brings the

grand total of Expense and Depreciation to $14,229,001.

Operating Revenue

The present operating revenue of the three systems for the calendar year 1928

totaled $13,759,334.00. The year 1928 was Leap Year but no deduction was made
on this account because the revenues during the latter part of the year were severely

affected by an epidemic of "flu." It is thought that the reduction on this account

would offset the additional day in the year.

This total revenue will be reduced in the combined system through the use

of the universal transfer privilege. In order to estimate this reduction it has been
considered that the total number of passengers carried, both revenue and transfer,

will be the same and that the only difference would be through the shifting of

some of the total number from the revenue to the transfer column. In order to

estimate the amount of this shift it was considered that the ratio of revenue passen-

gers to total passengers on the combined system would be approximately the same
as that of the present Market Street System, which Is 74.1%. This ratio on the

Municipal System Is now 82.4% and on the California Street Cable System, 83.7%.

The total number of passengers carried by the three roads during 1928 was
358,225,535. Applying the Market Street System ratio of revenue passengers to

this total it was found that 265,500,000 revenue passengers would use the combined

system and 92,700,000 transfer passengers. These totals show a decrease of

8,100,000 revenue passengers, which represents the estimated shift from revenue to

transfer passengers which can be expected through the establishment of the universal

transfer privilege. This loss of revenue passengers paying 5c will result in a decrease

of $405,000 in annual revenue. This may be stated in another way by saying that

at the present time one passenger out of each 33 pays two fares in order to make
one continuous trip. This seems a conservative estimate as the majority of the

passengers have so adjusted their habits that they are not now paying two fares.

There is now a limited transfer agreement between the companies which accommo-
dates some inter-system passengers and the universal transfer privilege will not

affect the results at such inter-system transfer points. There is no ready method
of determining how many passengers use more than one system by paying two fares

to complete a trip so this method of estimating seems to be the only logical meanp
of arriving at the approximate loss in revenue which will be occasioned by the*

universal transfer privilege. Deducting for round figures the sum of $400,000, the
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probable operating revenue of the three systems combined is estimated to be

§13,359,334.00.

As shown by Table XLIII the revenue fails to meet Operating Expenses and

Depreciation by $869,667.

Capital Charges

The foregoing pages show the possible operating expenses and operating rev-

enue from the combined system under municipal ownership. In order to complete

the story it is necessary to take into consideration capital charges.

It has already been shown that the deficit after deducting operating costs

from revenue would be $869,667, to which must be added the annual charges on
the financial obligations incurred through the acquisition and operation of the com-

bined properties. In order to arrive at these fixed charges, it has been necessary

to make some assumptions, and in presenting these they should be considered only

as assumptions. No definite price has as yet been determined for the purchase of

either the California Street Cable Railroad or for the Market Street Railway. The
fixed charges of the Municipal Railway, however, are known.

The assumptions are as follows:

1. That the portions of the California Street system desired by the City

would be acquired for $604,000.

2. That the portions of the Market Street system desired by the City would
be acquired for $17,500,000.

3. That bringing up deferred maintenance would require an expenditure from
capital of $550,000.

TABLE XLV
FINANCIAL. RESULTS OF OPERATING COMBINED SYSTEM BASED ON

ASSUMED PURCHASE PRICES.

Assumed Purchase Price

California Street Cable R. R $ 604,000
Market Street Railway $17,500^000

$18,104,000
Other New Capital

Rehabilitation Requirements 550,000
New Track and Special Work Requirements for Rerouting 1,682,000

Total New Capital $20,336,000

Annual Charges.
Charges on New Capital

Interest on New Capital at 5 % $ 1,016,800
Amortization Capital at 2% % 508,400

Total Annual Charges on New Capital $ 1,525,200

Charges at Present Outstanding

Municipal Railway Capital
Interest $147,000
Amortization 260,000 347,000

Total Annual Capital Charges on Combined System $ 1,872,200
Plus Operating Deficit (Page 163) 869,667

Total Deficit Combined Operation $ 2,741,867
Less Possible Savings (Page 158) 395.000

Total Deficit Combined Operation if Savings Effected S2,346,867
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4. That new track connections and special work for the purpose of put-

ting into effect the proposed rerouting scheme, would require an expenditure of

$1,682,000.

The total of these figures, amounting to $20,336,000 represents the new
capital required. The details of this capital, together with interest and amortization

charges, are set up in Table XLV which shows that after adding the operating

deficit to the annual fixed charges the total deficit will be $2,741,867. Deducting

from this figure the possible effects of municipal operation as covered in Chapter XI,

this deficit is reduced to $2,346,867.

In order to retain the five cent fare, these deficits would have to be made up

through taxation. Assuming that the assessed valuation of the City is $850,000,000

it is found that without the savings there would have to be added to the tax rate

32.3 cents, and with the savings 27.6 cents.

In order to provide data for figuring the change in tax rate if the purchase

price of the properties differs from the assumptions which have been made, there are

included two tables XLVI and XLVII, the first of which shows in the left-hand

column new capital requirements varying between eighteen and thirty millions o(

dollars. Following this are columns showing interest on new capital, interest on

outstanding Municipal Railway Bonds, total interest charges, the amortization of

the new bonds and of the present Municipal Railway Bonds on the basis of forty

years. Following this is the total amortization fund required and in the right-hand

column of the table is the total of interest charges and amortization.

On the second table in the left-hand column is repeated the new capital fol-

lowed by the operating estimated deficit of $869,667, to which are added capital

charges taken from Table XLVI, producing the gross deficit. In the next column is

shown the tax rate on an assessed valuation of $850,000,000 necessary to carry

the gross deficit. In the succeeding column is the gross deficit less the estimated

possible effect of municipal operation. The final column shows the tax rate necessary

in order to carry this net deficit after savings.

The difference in tax rate occasioned by each million dollar increase or de-

crease in purchase price is 0.88 cent. This same information shown on Table XLVII

has been plotted in chart form as being a little easier of interpolation.
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CHAPTER XIII

NEW ROUTES AND RAPID TRANSIT

The adjacent population map of San Francisco, which has been revised to

accompany this report, shows all of the railway and bus lines now being operated

in the City. On it is shown by dots the distribution of the population as of May,

1928. This information was secured by multiplying the voters registration by three,

which is one of the methods sometimes used in making an estimate of population.

The total population derived through the method is 677,200 and while this

is not the figure used in the other studies of this report, it is the total secured

through using the best method available for showing the distribution of the popu-

lation.

Areas which are between one-quarter and one-half mile removed from trans-

portation facilities are shown by coarse ruling. Those more than one-half mile

from transportation facilities by fine ruling.

A large portion of the shaded areas comprises United States Military Reserva-

tions, golf courses, sand dunes, John McLaren Park and the forest surrounding Mt.

Sutro, Twin Peaks, and Mt. Davidson. Some of these areas are not available for

settlement and others have not yet been developed, and there is practically no

population in them. Of the remaining sections shaded, only one, the Southern

Heights, has sufficient inhabitants to warrant the extension of service. The popula-

tion of the shaded portion of the Southern Heights area is shown by the dots as 3200.

This map shows almost complete coverage of the City with the existing transporta-

tion lines. Where patrons can secure street car service within five or ten minutes

walk of their homes there should be little cause for complaint.

In connection with this study, requests for transportation which have been

filed from time to time, were given consideration.

A bus line into the Southern Heights District should be operated from Seven-

teenth Street and Potrero Avenue, thus providing transportation for the 3200 people

now more than one-quarter mile from the nearest railway. The district lies on the

Potrero Hills, making walking difficult, and the people are not of a class generally

owning automobiles and are therefore dependent on public transportation.

In the Richmond District it is practically half a mile from the service on

Fulton Street to Geary Street. In order to better serve the growing population of

this section the Balboa Street line proposed in the recent bond issues should be

built, together with connections on Turk Street to Market.

In place of the Marina Bus line, discontinuance of which is recommended,)
there should be constructed street car tracks to be operated in connection with the

present "F" line on Chestnut Street.

The total new trackage involved is ten and one-half miles.

It was proposed to purchase real estate and establish a municipal car barn

in the Sunset District to accommodate the service operated over the "N" line on

Judah Street, thus saving a considerable amount of mileage necessary in order to

take care of these cars at the Potrero Car House. The acquisition of the Market
Street Railway Company's block now used as a car yard and lying between Lincoln

Way, Irving Street, Funston Avenue and Fourteenth Avenue, will provide the

necessary real estate for this car house. The location is central, and the property

is level. The future development of the Sunset District will demand increasing car

service making a carhouse increasingly necessary to take care of the equipment.

As this block has been used as a car yard for a good many years, there should be no
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objection to improving the property with a proper structure. The outlet is on
Lincoln Way, which faces Golden Gate Park, obviating any complaint from property

holders in front of the barn.

Provision should be made adjacent to the Seventeenth Street Car Barn for

shop facilities as was also covered by the previous bond issue.

In order to take care of these additions to the properties, as well as the equip-

ment necessary to operate them, $2,000,000 will be required.

Subway and Rapid Transit

Much thought has been given to the subject of subway and rapid transit. The
subject of a subway under Market Street has already been touched upon under the

heading "The Relief of Market Street."

For a number of years plans have been formulating for a rapid transit line

parallel to and south of Market Street, connecting with Capp Street into the Mission

District. This would involve the widening of Capp Street and would provide a

rapid transit service between the thickly populated Mission District and points

adjacent to the business district, and at the same time connect with the proposed

transbay bridge terminal loop. This may also provide means for increasing the

speed and service to San Mateo County, although Twin Peaks Tunnel and its con-

nections have been designed to make a high speed interurban route to the south.

For the reason that the interurban traffic will have very little effect on the

street railway problems, it has not been gone into in detail. To attempt to do so

would have materially increased the amount of work involved in this report as well

as its size. A proper consideration of any interurban scheme on the Peninsula would

have necessitated the making of surveys and the laying out of routes to serve not

only the portions of the Peninsula now built up but also those which are likely to be

built up within a reasonable period of time.
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CHAPTER XIV.

CONCLUSIONS AND RECOMMENDATIONS
In bringing this comprehensive and detailed report to a close I am presenting

as concisely as possible the results of my finding on the problems involved and am
making certain recommendations.

The Municipal Railway, which commenced operation on Geary Street in 1912

and was extended by a bond issue at the time of the Exposition in 1915 and which

since that time has expanded its mileage out of earnings, has been of inestimable

benefit to the people of the City. In addition to rendering a most excellent service

it has maintained to date the five cent fare for the entire City and has provided

transportation into the sections of the City not otherwise served, thus developing

new territory and adding to the City's growth.

The total cost for road and equipment, as of June 30, 1928, was approximately

$9,000,000.

To construct the original portions, there were issued serial bonds as follows:

Date Total Interest Final Date Unmatured
Issued Issue Rate Redemption As of 1/1/29

Geary Street Railway. . .1910 §1,900,000 4 %% 7/1/34 $ 570,000
Market Street Railway. . 1910 81,000 4 V2 % 7/1/34 29,000
Municipal Railway 1913 3,500,000 5 % 12/1/52 2,400,000

$5,481,000 $2,999,000

The difference between the total cost of $9,000,000 and the S3, 000, 000 out-

standing bonds is $6,000,000, which represents the proportion of cost of the property

paid to date out of the earnings of the road. With the exception of $306,000 con-

tributed out of general taxes to cover interest on the funded debt prior to the com-
mencement of operation and the cost of the original bond election, the taxpayers have

contributed nothing to the creation of the properties. All interest and bond redemp-

tion charges have been met annually out of the railway earnings.

The Municipal Railway, which has been constructed entirely under the direction

of the City Engineer, is one of the best street railway properties in the world. Con-

struction is of the very highest standard and the service rendered meets all the

requirements of the sections of the City through which it passes. Many features of

the construction were especially designed by the City Engineer to fit San Francisco

conditions. Not only has the work been executed at a minimum cost, but, on

account of its sturdy character, operating and maintenance expenses have been
kept considerably below many privately owned railways of the country paying a

much lower wage scale. San Francisco, therefore, may be justly proud of the ac-

complishments of the Municipal Railway.

At the present time San Francisco is the only large city in the United States

running on a five cent fare where a portion of the cost of railway operation is not

contributed through taxes. In New York City, where the fare has been retained at

five cents in spite of strenuous efforts to increase it the citizens contribute through
taxes approximately two and one-half cents for every ride, which amounts to an
annual total of approximately $14,000,000.

There is no question that unification of the street railway system of transpor-

tation would result in a greatly improved service and be of material benefit to the

people of the City. Street railway transportation is essential to the general welfare

and growth of the community, permitting as it does the establishment of residential
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districts more or less remote from the business centers, thus avoiding the intoler-

able congestion which would otherwise result. The larger stores and office build-

ings could not exist without cheap mass railway transportation, as all passengers

must come from more or less remote residence districts.

Poor transportation to the downtown business district would tend more strongly

to develop local business districts in the outlying sections of the City. These local

centers with their neighborhood stores and moving picture theatres not only mate-
rially cut into downtown business but reduce the earnings of the street railways.

First class street railway service from all sections of the City is therefore essential

to the growth of the downtown area, but it is also essential to the proper develop-

ment of residential districts.

Street railway transportation should be considered as a necessity almost on a

par with water, sewers, and fire and police protection, something with which every-

one within the City is vitally concerned. It is true that many individuals make little

or no use of the facilities provided, at the same time the successful conduct and
growth of their business may largely depend upon street car transportation. Under
the present conditions, the entire cost of operation is paid for by the riding public,

while property owners and general business, making only occasional use of the

cars, pay nothing toward keeping the service available. Such is not the case with

other public utilities, such as water, gas, electricity, and telephones, where, in order

to have the utility available at all times, the occasional user must pay a service

charge to retain the privilege of even infrequent use.

It is the definitely expressed intent of the City's Charter that we shall grad-

ually acquire and ultimately own and operate all of the utilities serving the citizens.

The time has now arrived when through the expiration of the majority of the im-

portant franchises of the Market Street Railway Company and through the expiration

of all of the franchises of the California Street Cable Railroad it becomes necessary

to determine the City's future policy with relation to the street railways.

The City should either carry out its definite Charter obligation by taking over

and operating the properties of the private companies, or adopt a plan whereby the

private organizations can continue to render the character of service necessary to a

progressive city.

We find that reconstruction work, involving the expenditure of more than half

a million dollars, has been deferred by the Market Street Railway Company beyond

the proper time; this in spite of the fact that the company pays a much lower wage
scale than the municipal lines. It is clearly evident from our studies that the

private companies cannot continue to render the service required under the five cent

fare and maintain their tracks and equipment to a proper standard and that the

quality of service and the condition of the property must become poorer and poorer

each year.

In view of the Charter requirements, the expiration of franchises, and the fact

that the municipality is already in the street railway business, it seems only logical

that the City at this time should take the necessary steps to acquire the properties of

the two private companies through purchase and in combination with the Municipal

Railway provide a unified transportation system at a single fare.

In view of the marked increase in the costs of material, labor and everything

else entering into the operation of a street car system the City may be justly proud

of the fact that it has thus far been able to maintain the five cent fare. It has

already been shown in the report that the combined system cannot be operated

under Municipal Railway conditions on the revenue derived from the present rate

of fare. The records show that the use of street cars is diminishing and it is evi-



CONCLUSIONS AND RECOMMENDATIONS

dent that if the present trend holds, none of the systems can continue indefinitely

to operate successfully at this fare.

If the five cent fare is to be maintained, it must be by contributions from
taxes to meet resulting deficits. It is obviously impossible for the municipality to

contribute toward the cost of service rendered by private corporations. Therefore

the unification of the systems under municipal ownership seems the only satisfactory

way of meeting the problem with which we are now confronted.

Under this plan a portion of the burden is justly shifted to the property

owner who now contributes nothing to the street railway service but who perhaps

receives the greatest benefit. Means are also provided by which the occasional

rider will meet what is generally known as the "stand-by charge" necessary to

maintain service for his use on demand. Raising the street railway fare to meet a

deficit would put all of the burden on the regular patrons who for the most part are

people not owning automobiles or who find it to their advantage or liking to use

street cars.

There has been set up in detail, a schedule of the operating deficits which
would have to be met out of taxation, together with the corresponding increase in

the tax rate, to maintain the five cent fare. This method of financing the deficits

sustained by the railway system distributes the burden more equitably and while it

is true that the cost of operation under municipal ownership will be increased over

that of the private corporations, due solely to a higher wage scale, affecting 3,000

employees, it should be pointed out that as a result of these higher wages more
money will be spent by employees within the City to the general benefit of the

retail business, and better living conditions will be provided for transport labor.

Recommendations To Purchase

In view of the above brief statement and the facts developed in the report, the

following recommendations are made:

I. That a Public Utilities Commission be established for the
purpose of administering the utilities of San Francisco, as is now being
done in New York and Detroit.

II. That the City of San Francisco acquire, by purchase, the
properties of the California Street Cable Railroad and the Market
Street Railway Company, at the most advantageous figures possible
to be arrived at through the negotiations authorized by Ordinance
No. 8125.

III. That the negotiations with the California Street Cable
Railroad be on the basis of purchasing it on its earning value, namely,
$604,463, as set up in my report on that Company, and that negotia-
tions with the Market Street Railway be with a view to securing
their property for 817,500,000.

IV. That the properties of the Market Street Railway and the
California Street Cable Railroad, if and when secured, be combined
and operated with the Municipal Railway.

V. That the fare be retained at five cents with a universal
transfer privilege.

VI. That deficits resulting from the unified operation and reten-
tion of the five cent fare be met by additions to the tax rate.

Bonds Required

To carry out these recommendations it will be necessary to reach an agreed
price with the two companies and to submit to the electors a proposal to issue bonds
to cover the cost of purchase of the two private systems, and provide sufficient

money to cover all deferred maintenance and the additional facilities which have
been recommended. Further bonds should be authorized to be sold from time to

time as the necessity arises, to meet the increased capital cost incident to re-
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habilitating the tracks of the company. The amount of these bonds should be

sufficient to allow an expenditure of approximately one-half million dollars annually

for several years.

Opera tins Recommendations

The following additional recommendations are made contingent on the acquisi-

tion and unification of the three roads with the thought of securing the most eco-

nomical, efficient, and satisfactory operation of the combined system:

I. That the rerouting plan set up in this report, with BUCfi

modifications as developments may show to be necessary, be placed in

effect.

II. That in order to speed up the transportation in the down-
town district during the rush hours, all parking of vehicles be pro-

hibited between 7 A. M. and 10 A. M. and between 3 P. M. and 6 P. M.

on the streets north of Howard Street, south of Bush Street and east

of Ninth Street and Larkin Street with extensions on Mission Street

to Twelfth Street, Market Street to Valencia Street, McAllister Street,

O'Farrell Street, Geary Street, and Sutter Street, to Van Ness Avenue.

111. That all licenses to operate jitney buses be withdrawn and

;change of transfers between buses
their operal

IV. T

and street cars be discontinued.

V. That the railroad system be relieved of all costs of paving

except those incidental to making track repairs and any addit'onal

cost of street paving occasioned by the presence of track.

VI. That the "skip-stop" method of operation be placed in
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APPENDIX "A"

ORDINANCE AUTHORIZING REPORT AND
VALUATION

Bill No. 8617. Ordinance No. 8125

Be it ordained by the People of the City and County of San Francisco, as

follows:

WHEREAS, Under its charter the City of San Francisco is committed to the

policy of gradually acquiring and ultimately owning all of its public utilities, and

WHEREAS, The City and County of San Francisco now operates a municipally

owned street railway system furnishing transportation to many parts of the City,

and

WHEREAS, The franchises of the California Street Cable Railroad Company
and a number of franchises of the Market Street Railway Company will expire

during the year 19 29, and

WHEREAS, It is essential that this Board of Supervisors adopt a plan under

which the people of San Francisco can be assured of proper transportation facilities

after the expiration of the existing franchises.

THEREFORE, In order that this Board may have before it as a basis for

determining the best policy to be pursued in the solution of the City's transporta-

tion problem:

Section 1. The Board of Public Works is hereby authorized, empowered and
directed to instruct the City Engineer to investigate and report to this Board of

Supervisors upon the immediate and future street railway transportation require-

ments of San Francisco; to what extent and in what manner the existing street

railway trackage and facilities in San Francisco could best be utilized in meeting

present and future transportation requirements, and what portions of the existing

privately owned street railway systems, if any, should be acquired by the City to be

used in connection with the Municipal Railway system for providing a unified

street railway, and the operating results which might be expected under municipal

operation of such a unified system, from the point of view both of service to the

public and finances; together with any alternative method or plan for meeting the

transportation requirements other than purchase of the properties by the City.

Section 2. The City Engineer and the City Attorney jointly are hereby

authorized and empowered to make a valuation of the properties of the California

Street Cable Railroad Company and the Market Street Railway Company, both as

a whole and as to such parts thereof, as the City Engineer reports are necessary or

desirable for acquisition by the City.

Section 3. The City Attorney is hereby authorized, empowered and directed

to make the necessary studies of the legal questions involved in the transportation

problems, and to recommend and prepare the legislation necessary or advisable

to facilitate the solution of the railway problem.

Section 4. The City Engineer, the City Attorney, the Public Utilities and
Finance Committees of the Board of Supervisors, jointly are hereby authorized,

empowered and directed to enter into preliminary negotiations with the California

Street Cable Railroad Company and the Market Street Railway Company looking
toward the possibility of the acquisition of the whole or parts of these privately

owned systems.
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Section 5. The Board of Public Works and the City Attorney are hereby

authorized to employ such assistants as may be required and necessary to carry on

the studies and investigations and prepare the report provided for in this ordinance,

and said assistants and all expenses incident to the preparation of the report are to

be paid out of the General Fund.

Section 6. This ordinance shall take effect immediately.

(Approved July 27th. 1928.)
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APPENDIX "B"

DESCRIPTION OF PRESENT ROUTES

For the purpose of comparison with the proposed routes described in the report

and as a matter of record there has been compiled a description of each street car

and bus route now being operated by the Market Street Railway, California Stneet

Cable Railroad and the Municipal Railway. Except where otherwise noted, cars of

each line operate in both directions between terminals over the route described.

MARKET STREET RAILWAY.
Main and Crosstown Trolley Routes.

Line No. 1—Sutter and California Streets

From Ferry Loop via Market Street, Sutter Street, Presidio Avenue, Cali-

fornia Street, Sixth Avenue, and Clement Street to Thirty-third Avenue. Owl service

is operated every sixty minutes over the above route.

Line No. 2—Sutter and Clement Streets

From Ferry Loop via Market Street, Sutter Street, Presidio Avenue, Cali-

fornia Street, Parker Avenue, Euclid Avenue, Arguello Boulevard, Clement Street.

Thirty-third Avenue, Geary Street, Forty-eighth Avenue and Private Right of Way
to Sutro Baths.

Owl service is operated over this route every 60 minutes between the Ferry

Loop and Thirty-third Avenue and Clement Street.

Line No. 3—Sutter and Jackson Streets

From Ferry Loop via Market Street, Sutter Street, Fillmore Street, Jackson
Street, and Presidio Avenue to California Street.

Line No. 4—Turk and Eddy Streets

From Ferry Loop via Market Street, Eddy Street, Divisadero Street, Sacra-

mento Street, Arguello Boulevard, Lake Street, Sixth Avenue, Clement Street,

Eighth Avenue, and Fulton Street to Sixth Avenue. Return from Fulton Street

via Sixth Avenue, Lake Street, Arguello Boulevard, Sacramento Street, Divisadero

Street, Turk Street, Mason Street, Eddy Street, and Market Street to Ferry Loop.

Daily, except Sundays, this line turns back from 4:30 to 6:30 P. M. at Eddy.
Powell, and Market Streets instead of operating via Market Street to the Ferry Loop.

Owl service is operated every 30 minutes over the entire route.

Line No. 5—McAllister and Fulton Streets

From Ferry Loop via Market Street, McAllister Street, Private Right of Way,
Fulton Street, and La Playa to Balboa Street Loop. During the off peak hours of

the day and night alternate cars on this line operate between the Ferry Loop and
Twenty-fifth Avenue and Fulton Streets only. Owl service is operated every 30

minutes between the Ferry Loop and Twenty-fifth Avenue and Fulton Street.

Line No. 6—Haight and Masonic Avenue

From Ferry Loop via Market Street, Haight Street, Masonic Avenue, Frederick

Street, Clayton Street, Carl Street, Stanyan Street, Parnassus Avenue, Judah Street,

and Ninth Avenue to Pacheco Street. Owl service is operated between Haight and
Market Streets and Ninth Avenue and Pacheco Street every 60 minutes beginning

at 2:46 A. M.
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Line No. 7—Haight Street and Ocean

From Ferry Loop via Market Street, Haight Street, Stanyan Street, Frederick
Street, Lincoln Way, Private Right of Way, and. La Playa to Balboa Street Loop.
Owl service is operated every 60 minutes between Haight and Market Streets and
Balboa Street Loop.

Line No. 8—Market Street

From Ferry Loop via Market Street and Castro Street to Eighteenth Street.

Daily except Sundays a portion of the cars on this route during the A. M. and
P. M. rush hours operate over the above route to Eighteenth and Castro Streets,

then via Eighteenth Street and Market Street to Caselli Avenue switch-back. Owl
service is operated every 60 minutes from Ferry Loop to Caselli Avenue switch-back.

Line No. 9—Valencia Street

From Ferry Loop via Market Street, Valencia Street, Mission Street, and
Twenty-ninth Street to Noe Street. Daily except Sundays, during the A. M. and
P. M. rush hours, a portion of the cars on this line operate from the Ferry Loop
via Market Street, Valencia Street, and Mission Street to Geneva Avenue. Owl
service is operated over this route every 30 minutes between the Ferry Loop and
Daly City via Market Street, Valencia Street, and Mission Street to San Jose Avenue.

Line No. 10—Guerrero Street and Sunnyslde

From Ferry Terminal via Embarcadero, Mission Street, Fourteenth Street,

Guerrero Street, San Jose Avenue, Thirtieth Street, Chenery Street, Diamond Street,

and Monterey Boulevard to Gennessee Street. After 6:26 P. M . this line terminates

at Eighth and Market Streets instead of at the Ferry Terminal, cars thereafter

operating from Market Street via Eighth Street to Mission Street, then as above to

Gennessee Street. Owl service on this route is operated every 60 minutes between

Fifth and Market Streets and Monterey Boulevard and Gennessee Street via Fifth

Street, Mission Street, and regular route.

Line No. 11—Mission and Twenty-fourth Streets

From Ferry Terminal via Embarcadero, Mission Street, Twenty-second Street,

Chattanooga Street, and Twenty-fourth Street to Hoffman Avenue. Return from
Hoffman Avenue via Twenty-fourth Street, Dolores Street, Twenty-second Street,

Mission Street, and Embarcadero to Ferry Terminal. Owl service on this line is

operated every 30 minutes from Hoffman Avenue via Twenty-fourth Street, Dolores

Street, Twenty-second Street, Howard Street, and Twenty-fourth Street to Utah
Street, returning from Utah Street via Twenty-fourth Street, Howard Street, Twenty-

second " Street, Chattanooga Street, and Twenty-fourth Street to Hoffman Avenue.

Line No. 12—Mission Street and Inglesidc

From Ferry Terminal via Embarcadero, Mission Street, Onondaga Avenue,

Ocean Avenue, and Sloat Boulevard to Great Highway. After 6:20 P. M. this line

terminates at Fifth and Market Streets instead of at the Ferry Terminal, cars there-

after operating from Market Street via Fifth Street, Mission Street, and above route

to Sloat Boulevard and Great Highway.

Line No. 14—Mission Street and Daly City

From Ferry Terminal via Embarcadero and Mission Street to San Jose Avenue,

Daly City.

Line No. 15—Kearny Street and North Beach
Krom Townsend Street (S. P. Depot) via Third Street, Kearny Street,

Broadway, and Powell Street to Jefferson Street and Embarcadero. Owl service on

this line is operated every 30 minutes from Twenty-third Street via Third Street

and above route to Jefferson Street and Embarcadero.
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Line No. 16—Third and Kearny Streets

From S'unny Dale Avenue (County Line) via San Bruno Avenue, Third Street,

Kearny Street, Broadway, and Embarcadero to north Ferry Terminal.

Line No. 17—Haight Street and Ingleside

From Ferry Loop via Market Street, Haight Street, Stanyan Street, Frederick
Street, Lincoln Way, Twentieth Avenue, Wawona Street, and Nineteenth Avenue
to Sloat Boulevard. On Saturday and Sunday afternoons cars of this route continue

on from Nineteenth Avenue and Sloat Boulevard via Sloat Boulevard to Great
Highway. Owl service is operated every 60 minutes over above route between

Haight and Market Streets and Nineteenth Avenue and Sloat Boulevard.

Line No. 18—Mission Street and Daly City

From Market Street via Fifth Street and Mission Street to San Jose Avenue,

Daly City.

Line No. 19—Ninth and Polk Streets

From Brannan Street via Ninth Street, Larkin Street, Post Street, and Polk
Street to North Point Street. Owl service on this line is operated every 30 minutes
over above route between Larkin and Market Streets and North Point and Polk
Streets.

Line No. 20—Fourth, Ellis, and O'Farrell Streets

From Third Street (S. P. Depot) via Townsend Street, Fourth Street, Ellis

Street, Hyde Street, O'Farrell Street, Divisadero Street, Oak Street, and Stanyan

Street to Haight Street. Return from Haight Street via Stanyan Street, Page
Street, Divisadero Street, Ellis Street, Fourth Street, and Townsend Street, to Third

Street (S. P. Depot).

Line No. 31—Hayes Street

From Ferry Loop via Market Street, Hayes Street, Stanyan Street, Fulton

Street, and Eighth Avenue to Clement Street.

Line No. 33—Fillmore and Sixteenth Streets

From Broadway via Duboce Avenue, Church Street, Sixteenth Street, Kansas
Street, Seventeenth Street, Connecticut Street, Eighteenth Street and Third Street

to Twenty-third Street. Two-thirds of the cars of this line turn back at Sixteenth

and Bryant Streets and operate only between that point and Fillmore Street and

Broadway. Owl service on this line is operated every 30 minutes from Broadway
over above route to Twenty-third and Third Streets, thence via Third Street to

Wilde and San Bruno Avenues.

Line No. 33—Fillmore and Valencia Streets

From Divisadero Street via Sacramento Street, Fillmore Street, McAllister

Street, Gough Street, Valencia Street, Mission Street, and Richland Avenue to

Andover Street. Return from Andover Street via Richland Avenue, Leese Street,

Mission Street, Valencia Street, Market Street, Gough Street, McAllister Street,

Fillmore Street, and Sacramento Street to Divisadero Street.

Line No. 34—Mission and Richmond

From Folsom Street via Cortland Avenue, Mission Street, Sixteenth Street,

Church Street, Duboce Avenue, Fillmore Street, Oak Street, Divisadero Street,

Sacramento Street, Arguello Boulevard, Lake Street, and Sixth Avenue to Fulton

Street. Return from Sixth Avenue via Fulton Street, Eighth Avenue, Clement

Street, Sixth Avenue, Lake Street, Arguello Boulevard, Sacramento Street, Divisa-

dero Street, Page Street, Fillmore Street, Duboce Avenue, Church Street, Sixteenth

Street, Mission Street, and Cortland Avenue to Folsom Street.
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Line No. 25—San Bruno Avenue

From Market Street via Fifth Street, Bryant Street, Army Street, Potrero
Avenue, and San Bruno Avenue to Third Street and Wilde Avenue. Daily except
Sundays during the A. M. and P. M. rush periods, cars of this route operate from
Fifth and Market Streets over above route to Third Street and Wilde Avenue then
via San Bruno Avenue to Sunny Dale Avenue (County Line). Owl cars operate
every 60 minutes over this route from Fifth and Market Streets to Sunny Dale and
San Bruno Avenues (County Line) via route as above described.

Line So. 2<;—Guerrero Street and Daly City

From Ferry Terminal via Embarcadero, Mission Street, Fourteenth Street.

Guerrero Street, San Jose Avenue, Thirtieth Street, Chenery Street, Diamond Street,

and San Jose Avenue to Mission Street (Daly City). After 6:16 P. M. this tine

terminates at Eighth and Market Streets instead of at the Ferry Terminal, cars

operating thereafter from Market Street via Eighth Street to Mission Street then
above route to Daly City.

Line No. 27—Bryant Street

From Market Street via Second Street. Bryant Street, and Twenty-sixth Street

to Mission Street. Return from Mission Street via Twenty-sixth Street, Bryant

Street, Eighth Street, Brannan Street, and Second Street to Market Street. Daily

except Sundays and holidays during the P. M. rush hour period, a portion of the

cars of this route operate from Second and Market Streets, outbound only, via

route as above described to Twenty-sixth and Mission Streets, then via Mission

Street and Cortland Avenue to Folsom Street. After 6:16 P. M. there is no service

over this route between Second and Market Streets and Twenty-sixth and Bryant

Streets. A shuttle service is thereafter operated on Twenty-sixth Street from Mission

Street to Bryant Street connecting with all cars of the No. 25 line at Twenty-sixth

and Bryant Streets. Sunday and holiday operation of this route is restricted to

shuttle service on Twenty-sixth Street between Mission Street and Bryant Street

from 6:07 A. M. to 12:30 A. M.

Line \<>. 28—Harrison Street and Depots

From Ferry Terminal via Embarcadero, Howard Street, Steuart Street. Har-

rison Street, Second Street, Brannan Street, and Third Street to Townsend Street

(S. P. Depot). Return from Townsend Street (S. P. Depot) via Third Street, Bran-

nan Street. Second Street, Bryant Street, Sterling Street, Harrison Street, Steuart

Street, Howard Street, and Embarcadero to Ferry Terminal.

Line No. 20—Third Street, Kearny Street, and Broadway

From Wilde and San Bruno Avenues via Third Street, Kearny Street, and
Broadway to Davis Street. This line does not operate after 6:25 P. M. Sunday
and holiday operation provided only from 11:27 A. M. to 6:33 P. M. from Wilde
and San Bruno Avenues, via Third Street, Kearny Street, Broadway, and Powell

Street to Jefferson Street and Embarcadero.

Line No. 30—Eighth and Army Streets

From Market Street via Eighth Street, Bryant Street, Sixteenth Street, Kansas

Street, Seventeenth Street, Connecticut Street, Eighteenth Street, Third Street, Army
Street. Folsom Street, Twenty-sixth Street, Howard Street, and Twenty-second Street

to Mission Street. Return from Mission Street via Twenty-second Street, Howard
Street, Twenty-sixth Street, Bryant Street, Army Street, Third Street, Eighteenth

Street, Connecticut Street, Seventeenth Street, Kansas Street, Sixteenth Street,

Bryant Street, and Eighth Street to Market Street. Cars leaving Twenty-second
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and Mission Streets after 7:15 P. M. operate via Twenty-second Street, Howard
Street, Twenty-sixth Street, Folsom Street, and Precita Avenue to Army Street then

via regular route to Eighth and Market Streets.

Line No. 32—Hayes and Oak Streets

From Ferry Loop via Market Street, Hayes Street, Fillmore Street, Oak Street,

and Stanyan Street to Haight Street. Return from Haight Street via Stanyan Street,

Page Street, Fillmore Street, Hayes Street, and Market Street to Ferry Loop. Daily

except Sundays during the A. M. rush hour period, and daily except Saturdays and
Sundays during the P. M. rush hour period, all cars on this line operate from Ferry

Loop via Market Street, Hayes Street, Fillmore Street, Oak Street, Masonic Avenue,

Frederick Street, Clayton Street, Carl Street, Stanyan Street, Parnassus Avenue, and
Judah Street to Ninth Avenue. Return from Ninth Avenue via Judah Street. Par-

nassus Avenue, Stanyan Street, Carl Street, Clayton Street, Frederick Street,

Masonic Avenue, Page Street, Fillmore Street, Hayes Street, and Market Street to

Ferry Loop. This line ceases operation with the outbound car leaving the Ferry

Loop at 5:47 P. M. On Sundays and holidays this line is not operated.

Line No. 33—Eighteenth Street and Park

From Third Street via Harrison Street, Fourteenth Street, Guerrero Street,

Eighteenth Street, Market Street, Caselli Avenue, Clayton Street, Ashbury Street,

Frederick Street, Clayton Street, and Waller Street to Stanyan Street. This line

terminates at Eighth and Harrison Streets after 6:21 P. M., cars operating there-

after between Eighth and Harrison Streets and Waller and Stanyan Streets over

above route.

Line No. 34—Sixth and Sansome Streets

From Brannan Street via Sixth Street, Taylor Street, Post Street, Kearny
Street, Bush Street, and Sansome Street to Chestnut Street and Embarcadero. After

6:20 P. M. this line operates on a 42-minute headway until 12:00 A. M. Sundays
and holidays this line is operated on a 48-minute headway from 6:24 A. M. to

12:24 A. M.

Line No. 35——Howard Street

From Ferry Terminal via Embarcadero, Howard Street, and Twenty-fourth

Street to Rhode Island Street. Owl service over the Twenty-fourth Street portion of

this route is operated by No. 11 line.

Line No. 36—Folsom Street

From Ferry Terminal via Embarcadero, Howard Street, Steuart Street, Folsom
Street, and Precita Avenue to York and Army Streets. After 7:36 P. M. this line

terminates at Precita Avenue and Folsom Street, cars operating thereafter between
Ferry Terminal and Precita Avenue and Folsom Street via above described route.

Line No. 40—San Mateo

From Market Street via Fifth Street, Mission Street through Daly City and
Colma, then Private Right of Way through San Bruno, Lomita Park, and Millbrae

to Burlingame, then via San Mateo Drive, Baldwin Avenue, "B" Street, and Third

Avenue to Main Street, San Mateo. Return from Third Avenue (San Mateo) via

Main Street, Second Avenue, "B" Street, Baldwin Avenue, Ellsworth Avenue, Popla\

Avenue, and San Mateo Drive to Burlingame then via reverse of above route to

Fifth and Market Street, San Francisco.

Line No. 41—Second and Market Streets, Southern Pacific Depot

From Market Street via Second Street, Brannan Street, and Third Street to

Townsend Street (S. P. Depot). This line operates daily except Sundays and holi-
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days during the A. M. rush hour in order to connect with the S. P. peninsula

trains, seven round trips between terminals being made during that period. Daily

except Saturday and Sundays and holidays during the P. M. rush hour, six round
trips are made by cars over this route between the above two terminals in order to

take passengers to the S. P. Depot in time to connect with the S. P. peninsula

commuter trains.

Line No. 42—First and Fifth St reels

From California Street via Battery Street, First Street, Folsom Street, Second

Street, Brannan Street, Third Street, Townsend Street, Fourth Street, Brannan

Street, and Fifth Street to Market Street. Return from Market Street via Fifth

Street, Brannan Street, Second Street, Folsom Street, First Street, and Battery

Street to California Street. During the A. M. and P. M. rush hour periods, this

line operates only between California and Battery Streets and Third and Town-
send Streets (S. P. Depot) via above route. The schedule service during the off-

peak hours of the day is 50 minutes, but our checks have shown that a period of

non-operation exists in the morning from 9:30 to 11:45 A. M. and in the afternoon

from 1:35 to 3:45 P. M. No service is provided over this route nights or on

Sundays and holidays.

EXTENSION, SHUTTLE, AND SHORT LINE ELECTRIC ROUTES.

Fillmore Street Hill

From Broadway via Fillmore Street to Marina Boulevard. This line is in

reality an extension of the No. 2 2 line, but because of the excessive grades the

standard equipment operated on the No. 22 line could not be operated over this route.

Tenth and Posl Streets

From Bryant Street via Tenth Street. Polk Street, Hayes Street, Larkin.

Street, McAllister Street, Leavenworth Street, and Post Street to Montgomery and

Market Streets. This line is operated on a 40-minute headway from 6:40 A. M. to

6:00 P. M. daily except Sundays and holidays.

Visitaoion Valley

From Mission Street via Geneva Avenue, Private Right of Way, Walbridge

Street, Schwerin Street, McDonald Street, and San Bruno Avenue to Sunny Dale

Avenue (County Line).

Divisadero Street Extension

From Sacramento Street via Divisadero Street to Jackson Street. Service on

this route is provided daily on an eight minute headway from 7:16 A. M. to

5:58 P. M.

Bosworth Street

Owing to the construction of a grade crossing separation at Bosworth Street

and the Bernal Cut, this line was temporarily discontinued on November 24, 1928,

and operation has not yet been resumed.

South San Francisco

From South San Francisco Junction on the San Mateo line (Leipsic Station)

via Private Right of Way, Grand Avenue, Swift Avenue, and Walker Avenue, to

Western Meat Company Packing House.
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CABLE ROUTES.

Washington and Jackson Streets

From Eddy and Market Streets via Powell Street, Jackson Street, Sleiner

Street, and Washington Street to Fillmore Street. Return from Fillmore Street via

Washington Street and Powell Street to Eddy and Market Streets.

Powell and Mason Streets

From Eddy and Market Streets via Powell Street, Jackson Street, Mason
Street, Columbus Avenue, and Taylor Street to Bay Street. Return from Bay Street

via Taylor Street, Columbus Avenue, Mason Street, Washington Street, and Powell
Street to Eddy and Market Streets.

Sacramento and Clay Streets

From Ferry Terminal via Embarcadero, Market Street, and Sacramento Street

to Fillmore Street. Return from Fillmore Street via Sacramento Street, Larkin

Street, Clay Street, and Embarcadero to Ferry Terminal.

Castro Street

From Eighteenth Street via Castro Street to Twenty-sixth Street.

Pacific Avenue

From Polk Street via Pacific Avenue to Divisadero Street.

MOTOR COACH ROUTES.
Crocker-Amazon

From Mission Street via Persia Avenue, Naples Street, Cordova Street, Balti-

more Way, South Hill Boulevard, Geneva Avenue, Naples Street, Russia Avenue, and
Mission Street to Persia Avenue.

Excelsior

From Mission Street via Silver Avenue, Edinburgh Street, Excelsior Avenue,
Naples Street, Persia Avenue, Mission Street, Brazil Avenue, Moscow Street, Persia

Avenue, Naples Street, Excelsior Avenue and Mission Street to Silver Avenue.

Mission Street—San Bruno Avenue (Silver Avenue)

From Silver Avenue via Mission Street, Maynard Street, Craut Street, Silver

Avenue, and San Bruno Avenue to Felton Street. Return from San Bruno Avenue
via Felton Street, Bowdoin Street and Silver Avenue to Mission Street.

MUNICIPAL RAILWAY.
Trolley Lines.

Line A—Geary Street and Park
From Ferry Loop via Market Street, Geary Street, and Tenth Avenue to Fulton

Street.

Line B—Geary Street and Ocean
From Ferry Loop via Market Street, Geary Street, Thirty-third Avenue, Balboa

Street, Forty-fifth Avenue, and Cabrillo Street to Great Highway Loop. Owl service

over this route every 60 minutes.

Line C—Geary and California Streets

From Ferry Loop via Market Street, Geary Street, Second Avenue, Cornwall

Street, and California Street to Thirty-third Avenue. Owl service is provided every

60 minutes over above route.

Line D—Geary Street and Van Ness Avenue

From Ferry Loop via Market Street, Geary Street, Van Ness Avenue, Union
Street, Steiner Street, Greenwich Street, and Private Right of Way to Presidio Loop.
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Line E—Union Street

From North Ferry Terminal via Embarcadero, Washington Street, Columbus
Avenue, Union Street, Larkin Street, Vallejo Street, Van Ness Avenue. Union
Street, Baker Street, Greenwich Street, and Private Right of Way to Presidio Loop.
Return from Presidio Loop via Private Right of Way, Greenwich Street. Baker
Street, Union Street, Van Ness Avenue, Vallejo Street, Larkin Street, Union Street,
Columbus Avenue, Jackson Street, and Embarcadero to north Ferry Terminal. Owl
service over this route every 30 minutes.

Line F—Stockton Street

From Market Street and Ellis Street via Stockton Street, Columbus Avenue.
North Point Street, Van Ness Avenue, and Chestnut Street to Scott Street.

Line H—Potrero and Van Ness Avenues

From Army Street via Potrero Avenue, Division Street, Eleventh Street, Van
Ness Avenue, Private Right of Way through Fort Mason to Laguna and Beach
Streets. Owl service over this route every 30 minutes.

Line J—( lunch Street

From Ferry Loop via Market Street and Church Street to Thirtieth Street.
Owl service over this route every 30 minutes.

Line K—Market Street and blgleside

From Ferry Loop via Market Street, Twin Peaks Tunnel, West Portal Avenue,
Junipero Serra Boulevard, Ocean Avenue, and Brighton Avenue to Grafton Avenue.
Owl service is operated every 60 minutes between Market Street and Van Ness
Avenue and Brighton and Grafton Avenues via above route.

Line 1j Market and Taraval Street*

From Ferry Loop via Market Street, Twin Peaks Tunnel, Ulloa Street, Fif-
teenth Avenue, and Taraval Street to Great Highway. Owl service is operated
every 60 minutes over this route between Market Street and Van Ness Avenue and
Great Highway and Taraval Street.

Line M—Ocean View

From Junipero Serra £

Right of Way, Worcester A
Street to Plymouth Avenue.

Line N—Jndafa Street

From Ferry Loop via Market Street, Duboce Avenue, Sunset Tunnel, Carl

Street, Arguello Boulevard, Irving Street, Ninth Avenue, and Judah Street to Great
Highway.

MOTOR COACH LINES.

Line No. 1—Park

From Tenth Avenue and Fulton Street via Golden Gate Park and Ninth

Avenue to Irving Street. Return from Ninth Avenue via Irving Street, Tenth

Avenue, Lincoln Way, Golden Cate Park to Eighth Avenue and Fulton Street, then

Fulton Street to Tenth Avenue.

Line Xo. 2—Ocean

From Cabrillo Street via Great Highway, Lincoln Way, Forty-eighth Avenue,

and Great Highway to Sloat Boulevard.

ind Sloat Boulevards at St. Francis Circle via Private

venue, Randolph Street, Orizaba Avenue, and Broad
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Line No. 3—Monterey Boulevard

From Forest Hill Station via Laguna Honda Boulevard, Portola Drive, Mira-

loma Drive, Yerba Buena Avenue, Plymouth Avenue, and Monterey Boulevard to

Edna Street. Return from Monterey Boulevard, via Edna Street, Hearst Avenue,

Ridgewood Avenue, Monterey Boulevard, Plymouth Avenue, Yerba Buena Avenue,

Miraloma Drive, Portola Drive, and Laguna Honda Boulevard to Forest Hill Station.

Line No. 4—Embarcadero

From Golden Gate Ferry Terminal at Hyde and Jefferson Streets via Jefferson

Street, Leavenwort Street, Beach Street, Embarcadero, Berry Street, and 3rd Street,

to Townsend Street (S. P. Depot). Return from 3rd Street (S. P. Depot) via Town-
send Street, Embarcadero, Beach Street, and Hyde Street to Golden Gate Ferry-

Terminal at Jefferson Street. This line does not operate after 7:00 P. M.

Line No. 5—Marina

From Scott Street via Chetsnut Street and Divisadero Street to Marina Boule-

vard. Return from Divisadero Street via Marina Boulevard and Scott Street to

Chestnut Street.

CALIFORNIA STREET CABLE RAILROAD

California Street

From Market and Drumm Streets via California Street to Presidio Avenue
Hyde and O'Farrell Streets

From Market Street and Grant Avenue via O'Farrell Street, Jones Street, Pine

Street, and Hyde Street to Beach Street.

Jones Street Shuttle

From Market and McAllister Streets via Jones Street to O'Farrell Street.
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APPENDIX "C"

ANALYSIS OF PRESENT TRAFFIC AND SERVICE—WEEK DAY
MAXIMUM 20 MINUTES

Day and Direr
Line Date Peak Load Point tion

1 and 2 Mon. Sutter <fe Powell E
1/28/29 Sutter & Powell W

Sutter & Powell W
Sutter & Powell W

3 Tues. Sutter & Powell E
1/211/29 Sutter & Kearny .... W

Sutter & Powell W
Sutter & Powell W

40- 9:00 A 1111
00-12:20 P 460
00- 5:20 P 1343
20- 8:40 P 219

20- 8:40 A
00-12:20 P
20- 5:40 P
20- 9:40 P

505
229
718
105

Mon. Powell & Ed
2/11/29 Powell & Ed

Powell & Ed
Eddy & Fillr

Wed. McAllister &
2/13/29 McAllister &

McAllister &
McAllister &

E 00- 8:20 A
2:40- 1:00 P

6 Mon. Haight & Gough . .

2/18/29 Haight & Gough ..

Haight & Gough . .

Haight & Fillmore

7 and 17 Tues. Haight & Gough ..

2/19/29 Haight & Gough ..

Haight & Gough . .

Haight & Fillmore .

20- 8:40 A

Tues. 18th & Castro E
2/26/29 18th & Castro E

18th & Castro W
18th & Castro E

Tues. Market & Valencia . . E
2/26/29 Market & Valencia . . W

Market & Valencia . . W
Market & Valencia . . E

40- 1:00 P
20- 5:40 P

7:40- 8:00 A
3:00- 3:20 P
5:20- 5:40 P
7:40- 8 : 00 P

782
281
746
286

10 and 26 Tues. 5th & Mission E
3/5/29 16th & Guerrero .... W

16th & Guerrero ... . . W
16th & Guerrero . • • W

11 Thurs. 16th & Mission E
3/21/29 16th & Mission W

16th & Mission W
16th & Mission W

12 Fri. 16/h & Mission E
3/22/29 5th & Mission W

16th & Mission W
16th & Mission W

7:20- 7:40 A
2:00- 2:20 P
5:20- 5:40 P
8:00- 8:20 P

40- 8:00 A

445
147
679
159
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ANALYSIS OF PRESENT TRAFFIC AND SERVICE—WEEK DAY
MAXIMUM 20 MINUTES

Peak Load Point

Wed. 16th & Missi

3/6/29 16th & Missi
16th & Miss:

29th & Miss

796
324

1129
265

Wed. 3rd & Market S
1/23/29 3rd & Market N

3rd & Market S
3rd & Market N

471
221
599

Tues. 3rd & Market .

1/22/29 3rd & Market
3rd & Market
3rd & Market

Wed. 9th & Market
12/26/28 McAllister & Larkin

9th & Market
Sutter & Polk

196
665
187

Mon. 4th & Market E
1/7/29 4th & Market E

O'Farrell & Larkin . . W
O'Farrell & Fillmore . W

20- 7:40 A
40- 1:00 P
20- 5:40 P
00-10:20 P

540
147
678

Thurs. Hayes & Fillmore . . . E
2/14/29 Hayes & Larkin E

Hayes & Larkin .... W
Hayes & Fillmore . . . W

Tues. 16th & Mission S
12/4/28 16th & Mission N

Fillmore & Haight . . N
Fillmore & Haight . . S
16th & Mission N
Fillmore & McAllister N
Fillmore & McAllister S

20- 3:40 P

00- 5:20 P
308

1176
466
351

Tues. 16th & Valencia .

11/27/28 16th & Valencia
16th & Valencia
16th & Valencia

N

Tues. 29th & Mission N&W
12/18/28 29th & Mission S&E

29th & Mission S&E
16th & Mission N

20- 5:40 P
40-10:00 P

135
231
113

Mon. 24th & Bryant .

4/1/29 9th & Bryant .

9th & Bryant .

24th & Bryant

: Bryant W



SAN FRANCISCO STREET RAILWAY REQUIREMENTS

ANALYSIS OF PRESENT TRAFFIC AND SERVICE—WEEK DAY
MAXIMUM 20 MINUTES

(Continued)

Day & Direr- Total Av.
Line Date Peak Load Point tion Time Pass. Cars Load

Thurs. Ferry
4/11/29 2nd & Bryant

Ferry
Ferry

Tues. Army & Potrero ... N
4/16/29 Army & Potrero .... N

Army & Potrero .... S
24th & Howard N

Thurs. Hayes & Fillmore ... E
2/14/29 Hayes & Larkin W

Hayes & Larkin W
Wed. 14th & Folsom E

3/27/29 18th & Castro W
18th & Castro W
18th & Castro W

Thurs. Post & Taylor N
1/3/29 6th & Market S

Post & Kearny N
Post & Kearny S
Bush & Sansome .... S

Wed. 16th & Howard E
3/20/29 16th & Howard W

3rd & Howard W
24th & Howard E

Tues. 16th & Folsom E
3/26/29 16th & Folsom W

3rd & Folsom W
16th & Folsom W

20- 7:40 A

20- 5:40 P

7:00- 7:20 A
11:00-11:20 A
5:40- 6:00 P
9:00- 9:20 P

7:20- 7:40 A
7:40- 8:00 A
1 :00- 1:20 P

12:00-12:20 P
5:00- 5:20 P

40- 8

00-10:20 P



APPENDIX "D'

STREET RAILWAY FRANCHISES

Arranged by Streets to Show the

Franchise Number and Date of

Expiration, Together with Notes

Prepared by

JOHN J. OTOOLE, City Attorney

1929.
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STREET RAILWAY FRAX< HISK EXPIRATION DATES

Arguello Boulevard
Euclid Avenue to Clei

In most instances tin

of the particular ordinanc

above is one, the date of a

the Board of Supervisors.'

pany gives the expiration late

July 2 or July 9, 1944

i the date of approval by the Mayor
In some instances, of which the

ind the recital is merely "passed by

es the Market Street Railway Com-
e week later than date of passage.

Army Street
Third to Potrero

Army Street
Potrero to Folsom

Ash bury Street
Frederick to Clayton

Battery Street
Market to California

Bosworth Street
Mission to Congo

Brannan Street (Same i

First to Eighth

Company claims Sixth to Eighth under Ordinance No. 2469, but it is obvious

these two blocks were not built under this franchise.

Revocable

1698

2306

1523

2904; 105 S. S.

; 1531 and 2291)
2306

December 22. 1932

December 23, 1940

December 14, 1929

November 28, 1929

December 23, 1940

Bry
Ste

Twenty-sixth
Twenty-sixth to Army

Bush Street
Battery to Kearny

California Street (Electric)

Presidio to Maple
Maple to Arguello
Arguello to Sixth Avenue

2304 December 23, 1940

i be found for block on Broadway between Powell and Mason.

December 23, 1940
August 2, 1930
August 2, 1930

524 November 12, 1929

781 July 2 orJuly9,1944
538 February 17, 1929
537 November 29. 1929

1538 granted to California Street Railroad Company extends time granted

by Orders 14S9 and 1292. 1537 commences at terminus of California Street Rail-

road Company's railroad line at First Avenue. Unless Market Street Railway

Company succeeded to franchise 1538, it has no franchise covering portion from

Maple to Arguello. 1537 granted to individuals, some of whom are named as

grantees in 1292. Did Market Street Railway Company succeed to this? Order 1489

would indicate that California Street Railroad Company succeeded to 1292.

California Street (Cable)
Kearny to Market 1523 November 14, 1929

Carl Street t „„ ^
Cole to Stanyan 2311 Decern tier 29, 1940

Clavton to Cole 3070 March 29 or

April 10, 1947

December 23, 1940

October 9, 1929

October 9, 1929

December 6, 1942,

Caselli Avenue
Corbett to Falcon 2306

Castro Street
Market to Eighteenth 1875

Castro (Cable)
Eighteenth to Twenty-sixth 1875

Chattanooga Street
Twenty-fourth to Twenty-second 2589
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STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued).

Franchise Date of

Street Number Expiration

Chenery Street
Thirtieth to Glen Park

Church Street
Duboce to Sixteenth

For unexpired terms

2306 December 23, 1940

2858 June 3, 1942

of adjoining franchises. 2541 expires June 3, 1942.

Waller to Frederick
Ashbury to Corbett
Corbett to Market—See Caselli

Clay Street (Cable)
Larkin to Kearny
Kearny to Battery
Battery to Embarcadero

Section from Kearny to Battery

term of twenty-five years which expired

Clement Street
Arguello to Thirty-third Avenue

Columbus Avenue
Mason to Taylor

Connecticut Street
Seventeenth to Eighteenth

Cortland Avenue
Mission to Folsom

Diamond Street
Chenery to San Jose

Divisadero Street
Page to Jackson

Dolores Street
Twenty-second to Twenty-fourth

Duboce Avenue
Church to Fillmore

This is tied into Ni

1540
No Franchise
1882

as covered by Ordim
ti 1912.

2781

1882

2469

2590

2306

2589

2589

March 2 9 or

April 10, 1947
December 18, 1940
December 23, 1940

November 29, 1929

July 14, 1931

nee No. 1926 with a

2541

Eddy Street
Divisadero to Market

Eighteenth Street
Connecticut to Third
Danvers to Guerrero

Eighth Avenue
Fulton to Clement

Eighth Street
Market to Folsom
Folsom to Harrison
Harrison to Bryant
Bryant to Brannan

2858

hich expires i

1523
2086
2306
2788

July 2 or July 9, 1944

July 14, 1931

November IS, 1941

November 28, 19 29

December 23, 1940

December 6, 1942

December 6, 1942

June 3, 1942

date above give

2788 is for unexpired terms of connecting franchi:

and 2306. Expiration dates of these given above.

Ellis Street
Market to Leavenworth 20 65
Leavenworth to Divisadero 1890

Embarcadero
Broadway to Market 23 04
Ferry Loop to Howard 104 S. S.

Sacramento to Clay (Cable Loop) 1871
Over a considerable portion of Embarcadero between Broad

the Municipal Railway and Market Street Railway operate jointly.

December 23, 1940

July 2 or July 9, 1944

November 14, 19 29
August 2, 1930
December 23, 1940
November 10, 1936

(probably)

Connects with 2086

December 23. 1940
August 8, 1941

Expired July 14.1911

and Market
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STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued).

Euclid Avenue
Parker to Arguello 2781 July 2 or July 9, 1944

Falcon Avenue
Eighteenth to Caselli 2306 December 23, 1940

Fifth Street
Market to Brannan 1514 and 1676 September 20, 1929

1676 amends 1514 by amending Section I thereof.

Fillmore Street
Duboce to Marina 2541 June 3, 1942

First Street
Brannan to Embarcadero

No franchise can be found covering this portion.

Folsom to Market 1523 November 14, 1929
Folsom Street

Steuart to Second 2086 August 2, 1930
Second to Twenty-sixth 1523 November 14, 1929
Twenty-sixth to Precita 2086 August 2. 1930

1523 covers Folsom Street from First to Army; 2086 granted to same com-

pany overlaps one block on either end of 1523.

Forty-eighth Avenue
Geary to Point Lobos 2781 July 9, 1944

Fourteenth Street
Harrison to Guerrero 2306 December 23, 1940

Fourth Street
Market to Townsend 1523 November 14, 1929

Frederick Street
Masonic to Ashbury 2312
Clayton to Ashbury 2723

Frederick Street
Stanyan to Lincoln Way 2312 November 28, 1929

Fulton Street
Masonic to Sixth Avenue 1723 September 20, 1929

1514-1676-2289

(Except as noted below.)

This section is covered by Order No. 1514 amended by 1676 as far west as

Stanyan; from Stanyan to First Avenue by 1723; First Avenue to Sixth Avenue by

2289. 2289 is for unexpired terms of 1514 and 1676. 1723 is for forty-seven years

from June 29, 1883. Expiration date of whole section September 20, 1929, except

for one block, Stanyan to First, which appears to expire June 29, 1930. Evidently

term of forty-seven years in 17 23 was intended to cover remainder of fifty year

term of 1514. May have been delayed several months in passage.

Fulton Street
Sixth to Ocean 2304 December 23, 1940

Geary Street
Thirty-third Avenue to Forty-eighth 2781 July 2 or July 9, 1944

Geneva Avenue
Mission to San Jose

(No Franchise—apparently no road)

Golden Gate Park Private Right of Way—See Lincoln Way
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STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued).

Franchise Date of

Street Number Expiration

Guerrero Street
Fourteenth to San Jose

Haight Street
Market to Stanyan

Harrison Street
Steuart to Fourteenth

Hayes Street
Market to Stanyan

1514 covers a portion ;

the other portion.

Holly Street
Mission to Richland

Howard Street
Twenty-sixth to or :

terminus

1196

2306

1514-1676

2306

1514-1676

December 23, 1940

September 20, 19 29

December 23, 194 0

September 20, 1929

ad 1676 which amends Section 1 of 1514 extends over

2590 November 28, 1929

November 28, 1929
ar the eastern

1532

Order No. 104 (Second Series), set out at page 209 of Book of Franchises,

purports to grant for a term of forty-three years a franchise for street railroad

"commencing at the intersection of the center line of Steuart Street with Howard
Street and running thence along and upon Howard Street to East Street, and thence

along and upon East Street (subject to the permission of the Board of State Harbor
Commissioners) to a point on said East Street opposite the Union Depot (generally

known as the Ferry Depot)." The date of the passage of this order is not shown.

Hyde Street

Ellis to O'Farrell 2978 December 24. 193 6

2978 was passed March 23, 1896 "for the unexpired terms of the respective

franchises heretofore granted on the streets between which the connections are

made as an extension of and adjunct to and in connection with street railroads now
owned or operated by the Market Street Railway Company, or for the construction

of which it holds franchises." This franchise covers Hyde from Ellis to O'Farrell

and out O'Farrell to Scott. The franchises on Ellis Street are 2065 from Leaven-
worth to Market passed June 17, 1889, forty-seven years, expiring June 17, 1936;
1890 from Ellis and Leavenworth out Ellis to Broderick, fifty years, finally passed

December 27, 1886, expiring December 27, 1936.

At the other end of the Hyde-O'Farrell line there is a franchise 2875 covering

a short distance "from a connection with the line of the Market Street Railway
Company now constructed upon O'Farrell Street from Hyde to Scott Street, at or

near the intersection of O'Farrell and Scott Streets, along O'Farrell Street to a

connection with the track of said Market Street Railway curving from Divisadero

Street and running easterly upon O'Farrell Street to the car house on said last

mentioned street between Divisadero and Scott Streets." The term is "for the

unexpired term of the respective franchise heretofore granted on the street between
which the connections are to be made as an extension of an adjunct to and in con-

nection with the street railroads now owned or operated by the Market Street

Railroad Company or for the construction of which it holds franchises."

2311 covers a wandering route and purports to grant a franchise to San
Francisco Syndicate and Trust Company for fifty years from December 29, 1890.

This covers many streets along and upon which no tracks have been laid and also

covers route from Eddy and Hyde Streets along Hyde Street to O'Farrell Street and
out O'Farrell to Scott Street.
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STREKT RAILWAY FRANCHISE EXPIRATION DATES (Continued).
Franchise Date of

Street Number Expiration

It is impossible to tell definitely whether the section on Hyde Street from
Ellis to O'Farrell was built under order No. 2978. limited as to term by 1890. or

under the wandering franchise route granted by order No. 2311. Judging from the

language used in the particular orders it appears more likely the line was con-

structed under 2978, the franchise expiring with the expiration of 1890, to-wit:

December 27, 1936.

Jackson Street
Presidio to Fillmore

Jackson Street (Cable)
Steiner to Powell

Judah Street (Gough Street Rail\
Parnassus Avenue to Ninth A

1882

1882

1460

Kansas Street
Sixteenth to Seventeenth 2469

Kearny Street
Market to Pacific 1523
Pacific to Broadway 27S8

This is for unexpired term of connecting franchises.

Lake Street
Arguello to Sixth 2304

Larkin Street (Cable)
Sacramento to Clay 2385

La Playa
Fulton to Balboa 1534 and 1736

July 14, 1931

July 14, 1931

January 23, 1936
roved January 23. 1911

November 18, 1941

November 14, 1929
November 14, 1929

Tied into 1523.

December 23, 1940

1736 amends Section I of 1534.

1944, but no other franchise can be foi

as above noted.

Larkin Street
Market and Hayes to Post

Leavenworth Street
McAllister to Post

Lincoln Way
Second Avenue to Forty-eighth

Market Street (One-half Ownership with
Municipal Railway)
Embarcadero to Sutter

Market Street
Embarcadero to Seventeenth

Danvers to Clayton
Mason Street (Cable)

Clay to Columbus
Mason Street

Turk to Eddy
Masonic Avenue

Page to Frederick
Oak to Page

sion Street
Embarcadero to Twenty-sixth
Twenty-sixth to Silver

Silver to County Line

36 November 28, 1929

Company maintains franchise expires July 9.

d for any portion of this street other than

1525

1890

1534-1736

1525

November 14, 1929

December 27, 1936

November 28, 1929

Novi uber 14, 1929

d 1676 September 20, 1929

See Falcon Ave.

d 2385 July 14, 1931

December 29, 1940

November 28, 1929
March 2 7 or
April 10, 1947

76 September 20, 1929

November 28, 1929
November 28, 1929
November 28, 1929
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STREET RAILWAY FRANCHISE EXPIRATION DATES (C<

Street Franchise

Monterey Boulevard—See Sunnyside
Montgomery Street

Post to Washington
Nineteenth Avenue (Gough St. Railway)

Wawona to Sloat Boulevard

Ninth Street
Market to Mission
Mission to Brannan

Ninth Avenue (Gough St. Railway)
Judah to Pacheco

November 28, 1929

October 17, 193 2

January 23, 1936

December 27, 1936

November 28, 1929

Oak Street
Fillmore to Stanyan 1890

Ocean Avenue
Onondaga to Junipero Serra 2904

O'Farrell Street
Hyde to Scott 2978
Scott to Divisadero 28 75

Situation relative to these franchises fully explained, under Hyde Street from

Ellis to O'Farrell.

Otis Street
Mission to Fourteenth

Pacific Avenue
Polk to Divisadero

Page Street
Fillmore to Masonic
Masonic to Clayton
Clayton to Stanyan

2312
2311
2407

November 28, 1929

November 2 8, 19 29

April 14, 1930

November 28, 1929
December 29, 1940
December 29, 1940

2312 covers Page Street from Gough and Market Streets to Masonic Avenue;

expires November 28, 1929; granted to City Railroad Company for unexpired term

of 1531 which is November 28, 1929.

2311 was granted to San Francisco Syndicate and Trust Company; finally

passed over veto December 29, 1890. Purports to grant franchise for fifty years.

This overlaps on 2312 on Page Street from Baker to Masonic. Over this section it

is provided as follows:

"West along Page Street from the right of way and franchise
of the City Railroad Company, through an arrangement with and by
permission of the City Railroad Company, to the intersection of Clayton
Street."

2407 on Page from Clayton to Stanyan was granted to Metropolitan Railway

Company, successor in interest to San Francisco Syndicate and Trust Company,
unexpired term of 2311.

The portion from Baker to Masonic was evidently not constructed by either of

the companies mentioned in 2311 or 2407, and no line on Baker Street was built

to connect with Page. Page from Baker to Masonic should be controlled by 2312.

Parker Avenue
California to Euclid 2781 July 2 or July 9, 1944

Parnassus Avenue
Stanyan to Fifth Avenue 105 S. S. November 28, 1929

105 S. S. covers the designated route and was granted in 1898 "for the

unexpired terms of the respective franchises heretofore granted and now owned
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STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued).
Franchise Dale of

Street Number Expiration

or controlled by the Market Street Railroad Company, on the streets between and

on which connections may be made." The route of this section of the franchise

starts at Stanyan and Frederick, thence on Stanyan to Parnassus, out Parnassus to

Fifth Avenue. 2536 grants to Park and Ocean R. R. Co. beginning on Stanyan

opposite Waller, there connecting with tracks of said company on Stanyan Street,

thence along Stanyan to Frederick, there connecting with the tracks of the City

Railroad Company on Frederick for unexpired terms of Orders 1534 and 1736. 1534
expires November 28, 1929. and 1736 amends Section I thereof. 2312 was granted

to City Railroad Company for unexpired term of 1531 and runs on Frederick from

Masonic Avenue to First Avenue. 1531 expires November 28, 19 29.

It appears, therefore, that under the terms of 105 S. S. the franchise therein

whether tied into either 2536 i

1703
1525
2310
1890

granted expires November 28,

Polk Street
Post to Sutter
Sutter to Union
Union to Beach
Market to Hayes

1703 extends from Post

to Hayes. Cannot tell definite

1703 or 1890. but would assu

Post Street
Polk to Larkin
Leavenworth to Market

Powell Street
Broadway to Jefferson

Powell Street. (Cable)
Market to Jackson

Precita Avenue
Folsom to Army

Presidio Avenue

Jackson to California-

expired September 27, 1912.

Post to California

Richland Avenue
Mission to Andover

Sacramento Street
Fillmore to Divisadero
Lake to Divisadero

Sacramento Street (Cable)
Market to Fillmore

San Bruno Avenue
Third Street to County Line 209 S. S.

Army to Oakdale 2065

Oakdale to Third Street—Cannot find any franchis

San Jose Avenue
Guerrero to Thirtieth Street 2306
Diamond to County Line 2306

Sansome Street
Market to Jackson 1532
Jackson to Chestnut 208 S. S.

Second Street
Market to Howard 1532
Howard to Brannan 2065

2312.

January 3, 1933
November 14, 1929
November 14, 19 29
December 27, 1936

rkei <hi Polk, although no line built from Post

:her portion from Market to Hayes built under

nust be under 1890.

1S56 June 1. 1931

1856 June 1, 1931

1698 December 22, 1932

-Cannot find any franchise other than 1926 which

2781 July 2 or July 9.1944

2590 November 28, 1929

2385
2304

1882-1926-2385 July 14, 1931

November 18. 1941
June 17, 1936

for this section.



STREET RAILWAY FRANCHISE EXPIRATION DATES

STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued).

Franchise Date of
Street Number Expiration

Seventeenth Street
Kansas to Connecticut 2469 November 18, 1941

Sixteenth Street
Church to Kansas 2541 June 3, 1942

Sixth Avenue
Lake to Fulton 2304 December 23, 1940

Sixth Street
Market to Brannan 15 24 November 12, 1929

Company has maintained that franchise on Sixth Street from Mission to

Brannan does not expire until November 18, 1941, probably under franchise No.

2469. It is evident no line was built over this portion under the last named
franchise.

Sloat Boulevard (Gough St. Railway)
Ocean Avenue to Junipero Serra

Boulevard to Ocean 288 October 17, 1932
The greater portion of this route, if not all, lies within private right of way.

Stanyan Street
Fulton to Hayes

Revocable permit granted to United Railroads under order No. 101, approved

November 19, 1906.

Company has maintained that franchise over this portion does not expire until

1942. The only orders affecting this portion, other than the revocable permit re-

ferred to, are the following;

Order 2535 was granted to Ocean Beach Railway Company June 3, 1892 for

fifty years and covered in part Stanyan Street from Fell to Fulton and other streets

and finally extending out First Avenue to Point Lobos. There is no line from Fell

to Hayes, nor is there any line on First Avenue from Fulton to Point Lobos. Their

franchise covered portion on Fulton from Stanyan to First Avenue. It is evident no

line over the particular route in question was built under this franchise.

Order 2541 was approved June 3, 1892 and grants to Market Street Cable

Railway Company a franchise over various streets and contains the following recital:

"Also in addition to the new lines above named, to construct, lay

down, maintain and operate for the unexpired term of the franchise of

said company granted by Orders Nos. 1514, 1676 and 2289 of this

board, but subject so far as applicable to all the conditions and restric-

tions contained in said orders and with similar rights and privileges as
those therein conferred, certain extensions to its present lines de-
scribed in said orders, along and upon the following described streets

in the City and County of San Francisco, to-wit:

Commencing at the westerly end of the railroad track of said
grantee on D Street, near Seventh Avenue; thence along and upon D
Street to the westerly line of Nineteenth Avenue.

Also commencing at the intersection of Fulton Street with Stan-
yan Street; thence along and upon Stanyan Street to Hayes Street."
If route in question is claimed under this franchise it will expire September

20, 1929.

The revocable permit granted under Ordinance 101 in 1906 is probably the

order under which this line was constructed.

Stanyan Street
Oak to Haight 18 90
Haight to Waller 1514-1736
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STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued)

Franchise Date <>t

Street Number Expiration

Stanyan Street
Waller to Parnassus November 28, 1 929

See discussion under Parnassus line.

The franchise situation covering Stanyan Street from Haight to Parnassus is

somewhat complicated. The line on Stanyan Street from Haight to Waller was prob-

ably built and operated under 1535 as modified by 1736, and from Waller Street

extended through private property to H Street now Lincoln Way and to the ocean.

It is also undoubtedly true that the line on Stanyan from Frederick to Parnassus

was built under franchise granted by 105 S. S. for the unexpired term of either 2536

or 2312 both of which expire November 28, 1929.

Order 1S90 granted to Rose, et al., passed over veto December 27, 1886

grants a franchise on certain streets, for a term of fifty years, which includes sec-

tion on Stanyan from Oak to Waller. This merely overlaps on earlier franchises with

respect to portion from Haight to Waller. The term stated in this franchise would
not expire until December 27, 1936.

Order 2449 purports to be supplementary to 1890 and recites that "the right

is hereby granted to the Omnibus Cable Company, successors in interest to the afore-

said A. W. Rose and associates, its successors or assigns, to extend its railroad

tracks and to maintain and operate its street railroad for the unexpired term of its

franchise,***.

Commencing on Stanyan Street, at the intersection of Waller Street and con-

necting with the tracks of the said Omnibus Cable Company there laid or to be

laid; thence along and upon Stanyan Street to Carl Street; thence along and upon

Carl Street to First Avenue; thence along and upon First Avenue to and upon H
Street."

There is no company line on Carl Street from Stanyan to First Avenue and

thence to H Street. Ordinance 123, approved August 21, 1900 (Franchise Book,

page 209), permits the abandonment of certain portions of various franchises and

includes various franchises on Carl Street from Stanyan to I Street.

Steiner Street
Jackson to Washington 1882 July 14, 1931

Sterling Street
Harrison to Bryant 2306 December 23, 1940

£ teuart Street
Howard to Harrison 2306 December 23, 1940

Sunnyside Avenue (Monterey Boulevard)
Diamond to Gennessee 2904 November 28, 1929

Sutter Street
Presidio to Sansome 1525 November 14, 1929

Taraval Street

Twentieth street to 33rd Ave.; 33rd Ave. to Vicente; thence to 35th Ave.;

also 35th Ave. to Sloat Boulevard (Gough Street Railway.)

288 October 17, 1932
25 years

Tavlor Street
Golden Gate to Post 208 S. S. November 12, 1929

or
December 27, 1936

This franchise was granted for a connecting line. The language fixing the

term is somewhat different from that used in other orders for granting franchises

for connecting lines. It reads:
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STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued)

Franchise Bate of

Street Number Expiration

"For the unexpired term of the franchises heretofore granted by
this board, of the street railroad connecting with the franchises here-
inafter described. ***".

The particular line is referred to as follows:
"Commencing at the intersection of Sixth and Market Streets,

and connecting with the line of railroad of the Market Street Railway
Company on Sixth Street; thence across Market Street to Taylor Street;
thence across Taylor Street to its intersection with Post Street, there
connecting with the line of railroad of the Market Street Railway Com-
pany on Post Street."

The franchise for the Sixth Street line expires November 12, 1929. The fran-

chise for the Post Street line expires December 27, 1936.

While the route laid out commences at Sixth Street and Market Street and
runs to Post Street, this may not conclusively determine the extent of the term.

The decision more favorable to the company would be the termination of the Post
Street franchise on December 27, 1936.

Taylor Street (Cable)
Columbus to Bay

Tenth Street
Market to Bryant

Third Street
Burke to Sixteenth Street

• Market to Berry
Berry to Sixteenth Street
Burke to San Bruno Avenue

1882 July 14, 1931

December 27, 1936,

November 18, 1941
November 28, 1929
November 18, 1941
November 18, 1941

Ordinance No. 3091 N. S. approved January 21, 1915, permits re-routing of

line from Berry and Third Streets to Fourth and Third over Third Street bridge to

continue for a period of unexpired franchises granted by certain designated orders;

revocable by board. If revoked company may reconstruct on street formerly occu-

pied.

Thirtieth Street

1532
2469 and 3091 N.S
2469 and 209 S.S

San Jose to Chenery 2306
Thirty-fifth Avenue

Vicente to Sloat—See Taraval
Thirty-third Avenue

Clement to Geary 2781
Taraval to Vicente—See Taraval Street

Townsend Street
Fourth to Third 1532

December 23, 1940

July 2 or July 9, 1944,

These franchises come from
front of railroad station.

Turk Street
Market to Fillmore 15 24
Fillmore to Divisadero 2541

Twelfth Street
Market to Otis 2312

Twentieth Avenue
Wawona to Lincoln Way 425

Twenty-fourth Street
Hoffman to Dolores 2589
Howard to Potrero 1889
Potrero to San Bruno 20 65

San Bruno to Rhode Island. No franchise

Twenty-ninth Street
Mission to Noe 2590

Twenty-second Street
Chattanooga to Howard 2589

fferent directions to a point of meeting

November 28, 19 29,

^. S. May 12, 1933

December 6, 1942
December 27, 1929
June 17, 1936

can be found for this section.

November 28, 192~9

December 6, 1942
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STREET RAILWAY FRANCHISE EXPIRATION DATES (Continued)

Franchise Date of
Street Number Expiration

Twenty-sixth Street
Folsom to Bryant 2113 October 16, 1930
Folsom to Mission 2788 November 14, 1929

Unexpired term of 1523 on Folsom Street which expires November 14, 1929
and 1531 on Mission Street which expires November 28, 1929.

Valencia Street
Market to Mission 1514 and 1676 September 20, 1929

Vicente Street
Thirty-third to Thirty-fifth—See Taraval

Visitacion Valley Line
County Line to Mission

This appears to be on private right of way. No franchise can be found.

San Bruno to County Line in San Mateo
County

Mainly along private right of way.

Waller Street

Clayton to Stanyan 2723 December 18, 1940

Washington Street
Montgomery to Kearny 1871 and 1882 July 14, 1931

Washington Street (Cable)
Steiner to Powell 1882 July 14. 1931

Wawona street

Twentieth Ave. to Nineteenth Ave. 425 S. S. May 12, 1933

FRANCHISES IN SAN MATEO COUNTY
(Copy of statement furnished by Market Street Railway Company.)

(The City Engineer's Office advises that an examination of the San
Mateo franchises in the company's office seems to support data shown
on this sheet.)

Term
Granted by No. Date Years

T. San Mateo County 81 Oct. 6,1890 49 San Mateo Line
2. San Mateo County 90 June 10,1891 49 San Mateo Line

3. San Mateo County 172 Apr. 1, 1901 50 San Mateo Line

4. San Mateo County *180 Jan. 20,1902 50 San Mateo Line

5. San Mateo County *267 Dec. 15,1913 t San Mateo Line

6. San Mateo City 64 May 7, 1900 50 San Mateo Line

7. San Mateo City 66 June 4, 1900 50 San Mateo Line
8. San Mateo City 75 Dec. 16, 1901 50 San Mateo Line

9. San Mateo City *77 Feb. 3, 1902 50 San Mateo Line

10. San Mateo County *227 Sept. 8,1908 50 Visitacion Valley

11. San Mateo Countv 185 Feb. 2,1903 50 So.S.F.R.R.&P.Co.

12 So San Francisco *66 Apr. 21,1913 50 So.S.F.R.R.&P.Co.

13. So. San Francisco *85 Sept. 7,1915 50 So.S.F.R.R.&P.Co.

REMARKS
1. On Mission Road, County line to Holy Cross and continuing to road to Cun-

ningham s Hotel.

2. On Mission Road from Cunningham's road to and through San Mateo and to

Redwood City.

3. To cross the roads intervening between Holy Cross and San Mateo.

4. On Mission Road from County Line to Holy Cross, thence across and along

roads and streets to San Mateo.

5. Mission Street from County Line to Colma and Mission Road to Cypress Lawn
relocating and providing new specifications.

6 and 7. Preliminary routes.
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8. Present route in San Mateo.

9. Present route in San Mateo confirmation of previous on account of some in-

formality.

10. Present Visitacion Valley line.

11. South San Francisco line to junction with main line—old route to Holy Cross.

12. Present route in South San Francisco.

13. South San Francisco line to junction with main line new route across S. P.

near Baden.

* Indicates franchises which seem sufficient for present routes,

f Indeterminate.
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APPENDIX "E"

CHRONOLOGICAL SUMMARY

of

FRANCHISE EXPIRATIONS

Based on the City Attorney's Report

SAN FRANCISCO COUNTY

Date of Franchise
Expiration Number

Already Expired or no Franchise on Record

None Broadway-Powell Street to Mason Street.

1926 Clay Street-Kearny to Battery Street (Expired 1912)
None First Street-Brannan Street to Embarcadero
1926 Sacramento Street-Powell to Battery Street (Expired in

1912)
None San Bruno Avenue-Third Street to Oakdale Avenue
1871 Embarcadero-Clay Street to Sacramento Street (Ex-

pired in 1911)
192 6 Presidio Avenue-California Street to Jackson Street

(Expired in 1912)
None Twenty-fourth Street-San Bruno Avenue to Rhode Is-

land Street

Army Street-Potrero Avenue to Third Street
2384 San Bruno Avenue-Ocean Shore Right of Way, South

of Army Street
101 Stanyan Street-Fulton to Hayes Street

1538 California Street-Maple Street to Arguello Boulevard
129 2 California Street-Kearny Street to Presidio Avenue
1538

217 5 California Street-Kearny Street to Davis Street
2058 Hyde Street-Pine Street to Beach Street
2058 Jones Street-McAllister Street to Bush Street
2175 Jones Street-Bush Street to Pine Street
2175 O'Farrell Street-Market Street to Jones Street
2175 Pine Street-Jones Street to Hyde Street

1514 Fifth Street-Market Street to Brannan Street
1676

1514 Fulton Street-Masonic Avenue to Stanyan Street
1676

2289 Fulton Street, Arguello Boulevard to Sixth Avenue
1676 Haight Street-Market Street to Stanyan Street
167 6 Hayes Street-Market Street to Stanyan Street
1514 Market Street-Embarcadero to Castro Street
1676

1514 McAllister Street-Central Avenue to Market Street
1676

1514 Valencia Street-Market Street to Sixteenth Street
1676

1514 Valencia Street-Sixteenth Street to Mission Street
1676

1875 Castro Street-Eighteenth Street to Twenty-Sixth
Street

1875 Castro Street-Market Street to Eighteenth Street
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CHRONOLOGICAL SUMMARY OF FRANCHISE EXPIRATIONS (Continued)

Street

Nov. 12 15 24 Bush Street-Battery Street to Kearny Street
1524 Sixth Street-Market Street to Brannan Street
208 S. S. *Taylor Street-Golden Gate Avenue to Post Street

1524 Turk Street-Mason Street to Fillmore Street
Nov. 14 1523 California Street-Kearny Street to Davis Street

1523 California Street-Davis Street to Drumm Street. (Non-
operative )

1523 Eighth Street-Market Street to Folsom Street
1523 First Street-Folsom Street to Market Street
1523 Folsom Street-Second Street to Sixteenth Street
1523 Sixteenth Street to Twenty-sixth Street
15 23 Fourth Street-Market Street to Townsend Street

•This franchise might also be interpreted as expiring
Dec. 27, 1936.

Nov. 14 15 23 Kearny Street-Market Street to Broadway
2788
1525 Larkin Street-Hayes Street to Post Street
1525 Market Street-Embarcadero to Sutter Street
15 25 Ninth Street-Market Street to Mission Street

1525 Polk Street-Sutter Street to North Point Street
2310
1525 Sutter Street-Presidio Avenue to Sansome Street

Nov
-
14 1523 Townsend Street-Fourth Street to Third Street

or
Nov. 28
Nov. 14 2788 Twenty-sixth Street-Mission Street to Folsom Street

Nov. 28 2904 Bosworth Street-Mission Street to Glen Park
105 S. S.

2590 Cortland Avenue-Mission Street to Folsom Street
2312 Frederick Street-Masonic Avenue to Ashbury Street

2312 Frederick Street-Stanyan Street to Lincoln Way
1532 Howard Street-Sixteenth Street to Embarcadero
1532 Howard Street-Twenty-sixth Street to Sixteenth Street
1736 La Playa-Fulton Street to Balboa Street
2590 Leese Street-Mission Street to Richland Avenue
1534 Lincoln Way-Second Avenue to Forty-eighth Avenue
1736

2312 Masonic Avenue-Page Street to Frederick Street

1531 Mission Street-County Line to Twenty-sixth Street
2291
2590
1531 Mission Street-Twenty-sixth Street to Sixteenth Street

Nov. 28 1531 Mission Street-Sixteenth Street to Embarcadero
2904 Monterev Boulevard-Diamond Street to Gennessee

Street
2904 Ocean Avenue-Onondaga Avenue to Junipero Serra

Boulevard
2904 Onondaga Avenue-Mission Street to Ocean Avenue
1531 Otis Street-Mission Street to Fourteenth Street
2312 Page Street-Masonic Avenue to Fillmore Street
105 S. S. Parnassus Avenue-Third Avenue to Judah Street
105 S. S. Parnassus Avenue-Stanyan Street to Third Avenue

1534 Private Right of Way-Lincoln Way to Fulton Street
1736 (Golden Gate Park)

2590 Richland Avenue-Mission Street to Andover Street

1532 Sansome Street-Sutter Street to Chestnut Street
208 S. S.
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CHRONOLOGICAL SUMMARY OF FRANCHISE EXPIRATIONS (Continued)

Date of Franchise
Expiration Number

1532
1514
1736
105 S. S.

1532
2312
2590
1537
1540
1&23
1889

Second Street-Market Street to Howard Street

Stanyan Street-Haight Street to Parnassus Avenue

Third Street-Market Street to Berry Street

Twelfth Street-Market Street to Otis Street

Twenty-ninth Street-Mission Street to Noe Street

California Street-Arguello Boulevard to Sixth Avenue
Clay Street-Larkin Street to Kearny Street

Battery Street-Market Street to California Street

Twenty-fourth Street-Howard Street to Potrero Ave-
nue

1907
1907
1723
2086

2086
2788

Ninth Street-Mission Street to Brannan Street

Pacific Avenue-Polk Street to Divisadero Street

Fulton Street-Stanyan Street to Arguello Boulevard
Bryant Street-Eighth Street to Sixteenth Street

Bryant Street-Sixteenth Street to Army Street

Eighth Street-Folsom Street to Harrison Street
Folsom Street-Steuart Street to Second Street

Folsom Street-Twenty-sixth Street to Precita Avenue
Twenty-sixth Street-Folsom Street to Bryant Street

1882
1871

1882

Powell Street-Broadway to Jefferson Street
Powell Street-Jackson Street to Market Street
Clay Street-Battery Street to Embarcadero
Jackson Street-Presidio Avenue to Fillmore Street
Jackson Street-Steiner Street to Powell Street
Larkin Street-Sacramento Street to Clay Street

Mason Street-Clay Street to Columbus Avenue

Columbus Avenue-Mason Street to Taylor Street
Sacramento Street-Divisadero Street to Fillmore Street
Sacramento Street-Fillmore Street to Powell Street
Sacramento Street, Battery Street to Market Street
Steiner Street-Jackson Street to Washington Street
Taylor Street-Columbus Avenue to Bay Street

Washington Street-Montgomery Street to Kearny Street

Washington Street-Steiner Street to Powell Street

Dec. 22

1933

288 N.S. Sloat Boulevard-Junipero Serra Boulevard to Great
Highway (See Private Right of Way)

28 8 N.S. Taraval Street-Twentieth Avenue to Thirty-third Ave-
nue

288 N. S. Thirty-third Avenue-Taraval Street to Vicente Street
288 N. S. Thirty-fifth Avenue-Vicente Street to Sloat Boulevard
288 N. S. Nineteenth Avenue-Wawona Street to Sloat Boulevard
288 N. S. Junipero Serra Boulevard-Ocean Avenue to Sloat

Boulevard (See Private Right of Way)
16 98 Army Street-Folsom Street to Potrero Avenue
1698 Precita Avenue-Folsom Street to Army Street
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CHRONOLOGICAL SUMMARY OF FRANCHISE EXPIRATIONS (Continued)

Date of Franchise
Expiration Number Streel

Gough Street-Market Street to McAllister Street

Judah Street-Parnassus Avenue to Ninth Avenue
Ninth Avenue-Judah Street to Pacheco Street

San Bruno Avenue-Oakdale Avenue to Ocean !

Nov. 10 2788 Eighth Street-Bryant Street to Brannan Street

Dec. 24 2978 Hyde Street-Ellis Street to O'Farrell Street

Dec. 27 2065 Ellis Street-Divisadero Street to Market Street
1890

1890 Leavenworth Street-McAllister Street to Post Street
1890 Oak Street-Fillmore Street to Stanyan Street
2875 O'Farrell Street-Divisadero Street to Hyde Street

297S

1890 Polk Street-Market Street to Hayes Street
1890 Post Street-Leavenworth Street to Market Street
1890 Stanyan Street-Oak Street to Haight Street
1890 Tenth Street-Market Street to Bryant Street

1940
Dec. 18 2723 Clayton Street-Frederick Street to Waller Street

2723 Frederick Street-Ashhury Street to Clayton Street
2723 Waller Street-Clayton Street to Stanyan Street

Dec. 23 2306 Ashbury Street-Frederick Street to Clayton Street
2306 Brannan Street-First Street to Eighth Street

2304 Broadway-Embarcadero to Powell Street
2306 Bryant Street-Sterling Street to Eighth Street
2306 Chenery Street-Thirtieth Street to Glen Park
2306 Clayton Street-Ashbury Street to Corbett Avenue
2306 Clayton Street-Corbett Avenue to Market Street
2306 Diamond Street-Chenery Street to San Jose Avenue
2304 Eddy Street-Divisadero Street to Market Street

2306 Eighteenth Street-Danvers Street to Guerrero Street
2306 Eighth Street-Harrison Street to Bryant Street
2304 Embarcadero-Broadway to Market Street
2306 Market Street-Danvers Street to Clayton Street
2306 Fourteenth Street-Harrison Street to Guerrero Street
2304 Fulton Street-Sixth Street to La Playa
2306 Guerrero Street-Fourteenth Street to Sixteenth Street

2306 Guerrero Street-Sixteenth Street to San Jose Avenue
2306 Harrison Street-Third Street to Fourteenth Street
2306 Harrison Street-Steuart Street to Second Street
2304 Lake Street-Arguello Boulevard to Sixth Avenue
2304 Sacramento Street-Arguello Boulevard to Divisadero

Street
2306 San Jose Avenue-Diamond Street to County Line
2306 San Jose Avenue-Guerrero Street to Thirtieth Street
2304 Sixth Avenue-Lake Street to Fulton Street
2306 Sterling Street-Harrison Street to Bryant Street
2306 Steuart Street-Howard Street to Harrison Street
2306 Thirtieth Street-San Jose Avenue to Chenery Street

Dec. 29 2311 Carl Street-Cole Street to Stanyan Street
2311 Mason Street-Turk Street to Eddy Street

2407 Page Street-Stanyan Street to Masonic Avenue
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CHRONOLOGICAL, SUMMARY OF FRANCHISE EXPIRATIONS (Continued)

1941
Aug. 8

Nov. 18

2469
209 S. 1

209 s.

;

2469
2469

2469

Embarcadero-Ferry Loop to Howard Street
Connecticut Street-Seventeenth Street to Eighteenth
Street
Eighteenth Street-Connecticut Street to Third Street
Kansas Street-Sixteenth Street to Seventeenth Street

Third Street-San Bruno Avenue to Burke Street

San Bruno Avenue-County Line to Third Street
Seventeenth Street-Kansas Street to Connecticut Street

Third Street-Burke Street to Sixteenth Street

Third Street-Berry Street to Sixteenth Street

1944
July 2 or
July 9

July 9

1947
Mar. 29 or
Apr. 10

1952
Jan. 20

2858
2858
2541
2541
2541
2589

2589

2781
2781
2781

3070
3070
3070

Church Street-Duboce Avenue to Sixteenth Street
Duboce Avenue-Fillmore Street to Church Street
Fillmore Street-Duboce Avenue to Marina Boulevard
Sixteenth Street-Church Street to Kansas Street
Turk Street-Fillmore Street to Divisadero Street
Chattanooga Street-Twenty-fourth Street to Twenty-
second Street
Divisadero Street-Page Street to Jackson Street
Dolores Street-Twenty-second Street to Twenty-fourth
Street
Twenty-fourth Street-Hoffman Avenue to Dolores Street

Twenty-second Street-Chattanooga Street to Howard
Street

Arguello Boulevard-Euclid Avenue to Clement Street
California Street-Presidio Avenue to Maple Street
Clement Street-Arguello Boulevard to Thirty-third Ave-
nue
Eighth Avenue-Fulton Street to Clement Street
Euclid Avenue-Parker Avenue to Arguello Boulevard
Geary Street-Thirty-third Avenue to Forty-Eighth Ave-
nue
Parker Avenue-California Street to Euclid Avenue
Presidio Avenue-Sutter Street to California Street
Thirty-third Avenue-Clement Street to Geary Street
Forty-eighth Avenue-Geary Street to Pt. Lobos Avenue

Carl Street-Clayton Street to Cole Street
Clayton Street-Carl Street to Frederick Street
Masonic Avenue-Oak Street to Page Street

SAN MATEO COUNTY
Mission Street-County Line to San Jose Avenue
San Jose Avenue-County Line to Mission Street
Mission Road-County Line to Holy Cross
San Mateo Line-In City of San Mateo
Mission Road-County Line to Cypress Lawn (Relocation,
etc.)

1963
April 21

1965
Sept. 7

South San Francisco Line

South San Francisco Line
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Abandonments, proposed

Service 77, 80
Trackage 77, 80, 136

Acquisition of Private Systems (See also "Purchase")

City's policy 76, 176, 177
Action, necessity for in railway problem 12

Adjustment

Headways 133
Trackage (Chapter on) 134
Valuation, Market Street Railway 140

Affiliated Companies

Market Street Railway Company 5,41
United Railroads 5

Appendices to report

"A" Text of Ordinance No. 8125 181
"B" Description of present routes 183
"C" Analysis of present traffic 210
"D" City Attorney's report on franchises 213
"B" Chronological Summary of franchise expirations 226

Areas remote from transportation, map 173

Army Street

Abandonment, proposed 79, 80, 136
Acquisition of tracks by City, provided for 140

Arnold, Bion J 4, 6, 10, 13

Charter amendment proposed by 6, 13
"Southern Pacific Interests," suggested by 4

Automobiles 15, 20, 157

Curve showing increase of 21
Effect on railways 20, 22, 158
Ferries 15
Growth of traffic 20, 21
Parking 157, 158

Automobile buses (See "Bus Lines")

Automobile stages
Balboa Street Line
"Baltimore Syndicate"
Blake, H. W., and Jackson W., quotation from

Bonds
Market Street Railway Company 8, 39, 40, 41, 141, 144

Balance sheet 39,40
Taken up by company 42
Value of 141, 144

Municipal Railway 5, 6, 175
Elections for 5,6
Summary, different issues 175
Proposed, for purchase of railways 177

Bridge, Alameda, effect of 81, 82
Bryant and Eleventh Street Store, Market Street Railway '

29

Bus Lines

Changes proposed 156, 172
Existing, list of 130, 159', 190
Field of usefulness 85
MaP frontispiece



II SAN FRANCISCO STREET RAILWAY REQUIREMENTS

Market Street Railway
Description of 189
Expenses, analysis of ' 61
Location of

19,

36, 189
Number of buses 16
Number of routes 19
Operating results, table 50
Statistics of 36

Municipal Railway

Description 190
Maintenance of buses 18
Marina District, discontinuance recommended 172
Number of 6, 17, 190
Operating results

150,

152. 156

Presidio Post Exchange 16, 24

Proposed 132
Revenues, possible increase 156
Substitution of, for railways 85
Transfers to, elimination of 156, 178

Byllesby Corporation

Companies operated by 10

Control of Market Street Railway 10

•ipal Railway, beginning of operation.

Necessary on certain streets 17. 19, 85
Operating expenses. Market Street Railway, table 50, 61

Power for operating 19, 31

Present routes, description 130, 189, 191
California Street Cable Railroad Company 191
Market Street Railway 189

Proposed routes, list of 132
San Francisco invention 4

Statistics by routes, table 35, 50

Sutter Street 4

Valencia Street 4

California Oregon Power Company 10

California Railroad Commission

Decision on refinancing Market Street Railway 9

Principles of. to be followed 7

Valuations by 2, 144

California Railway and Power Company 10

California Street

Abandonment of cable service on 91, 136

Municipal Railway line on 6

New routing via 90

New trackage on 134

California Street Cable Railroad

Abandonments, proposed 81

Acquisition by city, method of 76

Acquisition by city, recommended 177

Car mile and car hour statistics 68

Cars, number of 16

Description, general 17

Employees, number of 16



INDEX III

Franchise expiration 1.1"

Income statement 160
Independent system 5

Passengers 19, 67, 68
Paving, annual expenditures for 154
Purchase price suggested 177
Report on, separate 1

Track, miles of 16, 17
Valuation 1, 17, 167, 177
Wilcox recommendations 13

Capacity of car barns

Market Street Railway 29
Municipal Railway IS

Capital

Additional, required for unified system 167, 169
Charges, estimate of, for unified system 167

Capital stock, Market Street Railway

Balance sheet statement 39, 4 0

, Detail of 41, 142, 143
Market value 142, 143

Capp Street, proposed utilization of 174

Car barns

Market Street Railway 28, 30
Locations and capacity of 29
Map showing location of 30

Municipal Railway 17, IS
Sunset District 172

Car cleaners, Market Street Railway, wage scale 65

Car flow diagram, Market Street 84

Car hours

All systems
Present 68, 129
Proposed 131,163

California Street Cable Railroad 68, 130, 132
Market Street Railway

Annual by lines 35, 50
Annual, total 34, 6S
Daily by lines 129

Municipal Railway 68
Proposed, combined system 131, 163

Car miles

California Street Cable Railroad 6S
, Increase in 24
Market Street Railway

Annual, by lines 35, 50
Annual, total 22, 34, 68
Annual, curve 23
Daily, by lines 129
Per car hour 34

Municipal Railway 68
Proposed, combined system 131, 163

Cars

Diagram showing number on Market Street 84
Loading of 133
Rush hour requirements

Present 129
Proposed 131

Central Railroad Company, acquisition by Market Street Railway 5

Charges, annual, for additional capital 169
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Chart

Automobile registration 21
Car miles per annum 23
Cars on Market Street 84
Deficit from proposed operation 171
Earnings per capita 23

Per car mile and per car hour 46
And expenses per car hour 55
And expenses per car mile 55

Expenses per car mile and per car hour 58
Market Street Railway Company, organization 38
Operating expenses and revenue 54, 55
Operating expenses 58
Operating ratio 49
Passengers per car mile 34
Passengers by lines, daily average 66
Population curve 20
Ratio, operating 49
Replacement, track 148
Revenue 54

Comparison by routes 52
Per car hour 46, 55, 58
Per car mile 46, 55, 5S

Rides per thousand population 23
Securities, Market Street Railway, values of 144
Tax rate increase 171
Track construction and replacement 148

Charter amendment
No. 24 ( 1928) Indeterminate franchise, defeated 12
No. 27 (1918) Purchase out of earnings, defeated 8

No. 30 (1918) Purchase out of earnings, carried 8

No. 34 ( 1912 ) Indeterminate franchise, defeated 6, 7

Chicago, elimination of parking 158

Church Street
Change in tracks, proposed 134
Four tracks, discontinuance of 79,136
Municipal Railway line on 6

City Attorney, report on franchises, text of 213

City Engineer

Action, urged by 12
Report authorized 1

Report of (1921) 11
Valuation, instructed to arrange basis of 7

City Railroad Company, acquisition by Market Street Railway 4

Clay Street, first cable railway 4

Clement Street, discontinuance of service 77

Cole Street, new trackage on 134

Columbus Avenue

Abandonment proposed

78,

80, 136
Municipal Railway line on 6

Combined systems (See also "Municipal Operation," operating Results") 77

Operating results 161, 162, 167
Recommendations 178

Commission, Public Utilities, suggested establishment 177

Commuter district, population 19, 20

Competition, street railway 19, 24

Conclusions and recommendations

Chapter on 175
Summary 177
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Conduits, electric, map 30

Conference on purchase price, Market Street Railway 11, 12

Constituent Companies
Market Street Railway (1893) 4

United Railroads 5

Contributions

From Municipal Railway Funds 18
From taxes to Municipal Railway 18

Converters, synchronous, description 31

Cornwall Street, discontinuance of service 80

Costs, railway, trend of 64

Curve (See "Chart")

Daily, John J., report on franchises 25

Decentralization of business, effect on revenues 176
Deductions from valuation, Market Street Railway 138
Deed of trust, Market Street Railway 9

Deferred maintenance 176
Bond issue to cover 177
Market Street Railway 27, 28, 13S

Deficit, operating, combined system

Amount of 167
Tax rate to cover 167, 170

Deficits, recommended to be made up by taxes 177

Depreciation accrued, Market Street Railway Company, balance sheet statement 40
Chapter on 146
Combined system, estimate 166
How determined 137
Los Angeles Railway 146
Market Street Railway, annual requirements 146, 147
Discussion 153
Operating expenses provide for portion of 15 9

Municipal Railway 140

Detroit

Purchase of street railway 145
Railway fares 145

Development of new territory 175

Diagram showing cars on Market Street 8 4

Disputes relative to valuation, arbitration of 7

Distances, walking, reasonable limits 172

Dividends on Market Street Railway stocks 9

Duboce Tunnel Line, Municipal Railway, beginning of operation 6

Duplication

Of service, elimination of 7 7

Of trackage, elimination by Market Street Railway Company since 1906 5

Earnings, Market Street Railway

Per capita . 22, 23
Per car hour 55
Per car mile 46, 55
By lines 50
Total by years 22

Earnings

Municipal Railway, extensions from 13. 175
Purchase of utilities out of S

Earning value, basis of purchase price, California Street Cable Railroad 177
Earthquake and fire, 1906, reconstruction after 5
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Eckart, Nelson A., participation in report 1

Economies
Municipal operation 153
Rerouting 132

Eddy Street, discontinuance of service on 77, 130

Eighth Street, abandonment of tracks on 79, 80, 136

Electric lines. Market Street Railway, statistics by routes. Table X 35

Electric operation, analysis of operating expenses. Market Street Railway,
Table XX 61

Electric Railway Association, statistics on fares 24

Electric Railway, first operated, 1891 4

"Electric Railway Transportation" quotation from 133

Electricity

Cost of, Municipal Railway 18, 153
Cost of. Market Street Railway 31, 113
Savings in 154

Elevated" loop 82
Eleventh Avenue, transmission circuits, map 30

Eleventh and Bryant Streets store, Market Street Railway 29

Elkton Shops, Market Street Railway 28

Ellis Street, discontinuance of service on 77, 80, 136

Employees

California Street Cable Railroad, number of 16
Market Street Railway

Number of 16, 37

Municipal Railway, number of 16
Strikes of 37
Wage scale 152
Working conditions 152

Emporium, sales in various years 83

Estimating methods, operating results 164

Existing trackage, use of in new system 1

Expenditures

Future, for maintenance 138, 148
Necessary for track renewals 28

Expenses

General and miscellaneous, combined system 165
Operating. Market Street Railway Company 22, 42, 45, 47, 54, 56, 58

Analysis 61
Detail 59

Per car hour. Market Street Railway 55, 58
Per car mile. Market Street Railway 13, 55

Exposition. Panama-Pacific, stimulation of traffic by 6

Extensions from earnings. Municipal Railway 18, 175

Fare
Average in United States 24
Highest, paid on jitneys 155
Present rate inadequate 161, 176, 177
Retention of 76, 177

Favorable conditions, Market Street Railway, in the past 149

Ferries .15,
,

Ferries and Cliff Railway Company, acquisition by Market Street Railway . . 5

Ferry Station, change in 82

Fifth Street, abandonment of service 80

Fillmore Street, large transfer business 85



INDEX VII

Financial results

Municipal operation (chapter on) 15 9

Market Street Railway operation (chapter on) 39

Financing, Market Street Railway 8

Fire, 1906, reconstruction after 5

First Street, abandonment of service 80

Five cent fare (See also "Operating Results," "Revenues")
Maintained 18, 19, 175
New York ; 19
Retention of 176, 177
Unique position of San Francisco 175

Fort Mason Loop, Municipal Railway 6

Fort Winfield Scott, bus line to 1,6

Four tracks

Church Street, possible discontinuance of 7 9

On Market Street 16
Market Street, danger of, exaggerated 83

Effect on business 83
Necessary under present conditions 83
Possible abandonment of 79, 80, 83, 85

Franchise

Amount included for in valuation 137
California Street Cable Railroad Company, expiration 17
Conflicting dates of expiration 12, 13
Disputed . . . . 25
Expirations, effect on track maintenance 2 7

Expiration, City Attorney's report 213
Map 26
San Mateo County, mileage of track by years 25
By years '. ... 1 .25, 226

Indeterminate, proposed by Charter Amendment No. 24 12
Market Street Railway, chapter on 2 5

Providing for acquisition of property by city 140
Reason for expirations in 1929 4

Study of expiration of (Wilcox) 12,13
Unexpired, considered in 1921 valuation 7
Valuation of tracks by expiration of 140

Frederick Street, new trackage on 13 4

Free passengers

All systems, Table XXIV 6S
Market Street Railway, Table IX 3 4

Post Office employees 156, 17S

Free transportation of post office employees, proposed elimination of 15 6

Funded debt

Market Street Railway Company 9, 40. 41
Balance sheet statement 4 0

Future expenditures, Market Street Railway, to be heavy 138, 148. 149

Garage facilities, Municipal Railway, inadequate 17, IS

Geary Street, Park and Ocean Railroad Company 5. 6

General and miscellaneous expenses, combined system 165

Golden Gate Ferry Company 15

Gough Street, acquisition of tracks by city, provision for 140

Gough Street Railroad Company
Acquisition by United Railroads 5

Market Street Railway, investment in 41
Ownership by Market Street Railway 10
Purchase of property of San Francisco Electric Railways 8
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Grant Avenue, new trackage on 134

Great Western Power Company, purchase of energy from 31

"H" Line, Municipal Railway, heavy transfer business 85

Haight Street, cable railway on 4

Harrison Street, possible abandonment of tracks on 79, 80, 136

Hayes Street, cable railway on 4

Headways, adjustment of 133
Heavy renewals, future, Market Street Railway 149

Hills, cable cars required on 85

Historical, chapter on 4

Horse car lines 4

Hospital facilities, Market Street Railway 37, 153
Howard Street, abandonment of 78, 80, 136
Hyde Street, abandonment of 80, 136
Income, non-operative 302

Income statement, comparative, all systems 160
Comparative by years. Market Street Railway 46, 47, 48

Increases in revenue, possible 155
Independent lines remaining after formation of United Railroads 5

Indeterminate franchise

Charter Amendment No. 24 12
Charter Amendment No. 34 6, 7

Index, railway costs, Table XXI 64

Inequality of street railway service 19

Initiative petition

1925, to purchase for $36,000,000 12
192S, Charter Amendment No. 24 12

Interstate Commerce Commission, principles of to be followed in valuation, 1921 7

Interurban lines 15, 174

Inventory

Arrangement of 138
Pricing 137

Jackson Street, abandonment of 78, 80, 136

Jitneys

Elimination of 155,178
Fares 24, 16
Number in operation 16, 155
Routes of 16

Judah Street Line, Municipal Railway, beginning of operation 6

Judah Street, tracks, provision for acquisition by city 140

Junipero Serra Boulevard, tracks on, provision for acquisition by city 140

"K" Line, Municipal Railway, beginning of operation 6

Kahn, Samuel, elected vice president of company 12
Statement by, 1927 12

Kearny Street large transfer business 85

Key System Transit Company 15, 146

League for Railway Unification 12

Leavenworth Street, abandonment of service 80

Length of route, effect on revenue 49

Letter Carriers, payment of fare recommended 156, 178

Life of track '«£<

Lines, operating results by, Table XIV 50

Loading of cars 133
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Loop, proposed 82

Los Angeles Railway, depreciation 146

"M" Line, Municipal Railway, beginning of operation 6

Maintenance

Deferred, bond issue to cover 177
Future heavy requirements 138
Market Street Railway 27

Maps
Car houses, shops, substation, transmission system 30
Franchise expirations 26
Population and service 173
Rerouting 86, 87
Street railways Frontispiece

Marina District, bus service, discontinuance recommended 156, 172

Recommended service 172

Market Street

Cable line on 4

Cars on, diagram showing flow 84
Change in tracks 134
Four tracks on 16

Abandonment of 79, 80, 83, 85, 136
Danger exaggerated 83
Effect on business 8 3

Necessity for, under present conditions 8 3

Point of maximum congestion 82, 83
Railway routes on 82,83
Relief of 81, 82
Rerouting on 81,82,134
Running time on 209
Subway 81, 82, 174
Traffic on 16, 81, 82

Market Street and Fairmont Railway Company, acquisition by Market Street

Railway Company 4

Market Street Cable Railway Company, acquisition by Market Street Railway
Company, franchises granted to, 1879 4

Market Street Railway (See also "United Railroads")

Abandonments, proposed 77, 83, 85
Acquisition by the City, methods of 76
Acquisition by the United Railroads 5

Acquisition of other corporations 8, 10
Balance sheet 39,40
Book value 40
Bonds, 1924 8, 42, 141, 144
Bus lines 19, 85, 189
Byllesby Corporation, control by 1 10
Car barns 28
Car hours, by routes 35, 50

Car hours, by years 34, 6S
Car miles, by routes 35, 50
Car miles, by years 23, 34, 68
Car miles, per car hour by years 34
Car shops 28
Car yards 28

Cars, construction of, by 28
Description of 32
Maintenance electrical equipment 3 3

Number of 16
Control by Byllesby Corporation 10
Corporations controlling 10
Deed of trust 9
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Depreciation 42,146
Description, general 19
Description of present routes 183
Dividends paid by 9

Earnings 22, 23. 42, 50
Earthquake and fire, 1906, reconstruction after 5
Electric equipment of cars, cost of maintenance 33
Employees 16, 37
Expenses 22, 55, 57, 58
Financial results of operation 22,39,60
Financing of 9

Franchises 1, 25
City Attorney's report 213
Expirations 25,76,140,213,226
Indeterminate 6,12
Present status 25
Renewals in 1879 4

Wilcox recommendations 13
Funded debt 9, 42
Future policy 1,12
Historical 4,8,10
Income statement 42,45
Incorporation of in 1S93 4
Inventory 137
Investment in affiliated companies 41
Miles of track 16,19
Number of routes 33
Officers 37
Operating expenses 22, 42, 45, 47, 54, 56

Anaylsis, Table XX 61
By lines. Table XVI 50
Details, Table XIX 59
Per car hour and per car mile 22, 58
Ratio of sub groups to total 57
Track renewals to be considered 149

Operating personnel 37
Ratio 22, 49
Results 22. 23, 39. 42, 47. 50. 54. 56, 57, 58
Statistics 22, 34

Organization of, 1921 8

Organization chart 38
Ownership of substation equipment 31
Passengers 22, 48

By lines 66, 68
By years 1 22, 34
Per car mile 34, 48

Paving, expenditure for 154
Payroll 16,37,152,153
Personnel 37
Policies 1. 12

Power, cost of 31,153
Power supply 29
Predecessor companies 4

Profit and loss 46,48
Purchase of, determination of price 145, 177

Initiative proposition, 1925 12

Kahn, policy announcement 12

Negotiations of 1921 7, 11

Purchase of

Piecemeal acquisition 76

Price establishment 145

Price suggested as basis of negotiations (§17,500,000) 177

Recommended I 7 ?

Wilcox plan 12

Reconstruction 5,28,149
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Reorganization, 19 21 8

Revenue 22,46,48,50,52,55,57
Routes Frontispiece, 19, 33, 183

Earnings by 50
Running time, present routes 192
Security values 141,142,143,144
Service 19, 33, 35
Shops 28, 70
Sinking fund 40
Stocks and bonds 8, 41, 42, 143, 144
Stores 28,29,138,139
Strikes 37
Substation equipment, ownership of 31
Substations 30, 31
Taxes 42, 43, 44, 46, 47
Tracks 13, 19, 27, 147
Traffic survey, conduct of 3, 66
Transfers 19, 34, 35, 69, 85
Transmission lines 30
Valuation of property 1, 2, 3, 7, 11, 40, 137, 140, 141, 181
Value of securities 143, 144

~ Wages 64, 65, 282
Wilcox report 13

Market Value, stocks and bonds, Market Street Railway 14 3, 144
Mason Street, abandonment SO, 13 5

Masonic Avenue, abandonment of service 80

Materials and supplies, how handled in inventory 138
Mayor, veto of resolution employing Delos Wilcox 13

McAllister Street, cable railway on 4

McAllister and Central Avenue Car House, capacity 29

Metropolitan Railway Company
Acquisition by Market Street Railway 4

Market Street Railway interest in 10, 40, 41

Mileage

Present routes 129
Proposed routes 89, 131
Street railways, San Francisco 16
Track, tabulation by franchise expirations 25

Mission Dolores, railway to, 1860 4

Motor Coach lines, description of

Market Street Railway 189
Municipal Railway 190

Motor equipment, street car, Market Street Railway 32

Second hand, use of 33

Motor generator sets, description 31, 32

Motors, difference in power, Market Street and Municipal Railways 154

Municipal Operation (See also "Combined System")

Chapter on 76,152
Financial results 159
Logical course of City 176. 177
Private systems, under 76.176
Recommended 177
Savings under 153

Municipal Railway

Abandonment of certain routes 77, 78, 80
Beginning of operation 6

Bond issues 44, 175
Bus lines 6, 17, 18, 190
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California Street Line 6

Car barns 17, 18
Car hours by years 68
Car houses and shop 17, 18
Car miles by years 68
Cars, description of 18

Electrical equipment, maintenance 33
Number of 16

Church Street line 6

Columbus Avenue line 6

Construction, high standard of 175
Contributions from taxes 18
Depreciation reserve 146
Description, general 17
Earnings, extensions from 18, 175
Electric power 18
Employees, number of 16
Equipment 16, 18
Extensions 6, 18, 175
Finances 18, 160,175
Fort Mason loop 6

Garage facilities, inadequate 17,18
"H" Line, heavy transfer business 85
High standard of construction 175
History of 6

Investment, road and equipment 175
Land for shops 17,18
"M" Line 6

Map Frontispiece
Market Street, tracks on 6

traffic 16
Miles of track 16, 17
Motor equipment, cost of maintaining 33
"N" Line 6
North Point Street 6

Ocean Avenue, operation on 6

Ocean View Line 6

Operating expenses, creditable showing 175
Operating Conditions, chapter on 152
Operating results 152
Passengers, per car mile 34,48

By lines €7
By years 68

Paving, annual expenditures for 154
Payroll 16
Potrero Avenue line 6

Power 18,153
Revenue by lines 53,54,57,150
Road and equipment, investment in 175
Routes, description 189

Map Frontispiece
Shops, inadequacy of 17,18

land for 17, 18
Stockton Street Line 6

Success of 18
Taraval Street Line 6

Trackage 16, 17
Transfer passengers 19,68,85
Twin Peaks Tunnel line 6

Utilization of, in a unified system 80
Van Ness Avenue Line 6

Wage scale 152
Working conditions 152

"N" Line, Municipal Railway, beginning of operation 6

Negotiations, to determine purchase price 177
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Neighborhood centers, effect on revenues 175,176

New construction required by rerouting 139

New routes and rapid transit, chapter on 172

New routes, detailed description 89

List 131
Rapid transit 172

New territory, development 175

New York
Contribution from taxes 175
Five cent fare in 19
Growth of traffic 22
Interest on subway investment paid from taxes 19
Operating deficit made up from taxes 19

Nineteenth Avenue, tracks on, provision for acquisition by City 140

Ninth Avenue, tracks, provision for acquisition by City 140

Non-operative income 159

North Beach and Mission Railway Company, acquisition by
Market Street Railway Company 5

North Point Street, Municipal line on 6

Northwestern Pacific

Perries 15
Suburban service 15,16

Obsolescence, difficulty of providing for 6

Ocean Avenue
Agreement 6

City's equity in 13 8,13 9

Line extension to Brighton Avenue C

j
Operation on 6

Ocean Beach Railway Company, acquisition by Market Street Railway 5

Ocean traffic, facilities for 15

Ocean View Line, Municipal Railway, beginning of operation 6

O'Farrell Street, abandonment of tracks 136

New trackage on 134

Omnibus lines, reference to 4

Omnibus Railroad Company, acquisition by Market Street Railway Company. . 4

Operating costs

Municipal operation, chapter on 152
Increase in 158

Operating Expenses (See "Market Street Railway," "Municipal Railway")

Operating results

Combined system 161,162,167
Comparative statement, all systems 160
Expected 1

Method of estimating 164
Municipal operation, chapter on 159

Table 161
Municipal Railway, chapter on 15 2

Net effect of Municipal control on 158

Operating revenue, combined systems, estimate of 166

Operation, combined systems, summary of recommendations 178

Ordinance No. 8125

Referred to 1

Passed by Supervisors 12
Text of 181
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Ordinance No. 453S
Directing valuation 1918 7

Superseded by Ordinance 4632 8

Ordinance No. 4632, ordering valuation, 1918 8

O'Shaughnessy, M. M. report, 1921 11

Conference with United Railroads on valuation 7
Valuations by 2, 3, 137, 144

Ost, Paul J., participation in report 1

O'Toole. John J.

Study of franchises 25
Text of report on franchises 213

Pacific Avenue, abandonment of car line on 79,80

Pacifiic Gas and Electric Company
Ownership of substation equipment 31
Power supplied by 31 •

Panama Pacific International Exposition, stimulation of traffic by 6

Park and Ocean Railroad Company, acquisition by Market

Street Railway Company 5

Parking, automobile

Effect on car traffic 168
Restriction of 158
Prohibition of, recommended 178

Passengers (See also "Market Street Railway," "Municipal Railway")

All systems, Table XXIV 68
Check of

69,

72, 210
By lines, all systems, Table XXIII 67
Number carried by railways 21
Number carried by all railways 166
Revenue, ratio to transfer 166
Transfer, by lines, all systems, Table XXXIII 67
Transfers, number of 36

Patented ends Market Street Railway cars 33

Pavement
Obligation, injustice of 27
Responsibility for. relief from recommended 178

Paving
Expenditures for 154
Obligation, precedents for relieving railways from 155

Suggested relief from 154,178
Possible saving in 154

Payroll

California Street Cable Railroad Company 16

Market Street Railway 37,152
Municipal Railway 16,37
San Francisco Street Railways, Table 1 16

Percentages, applied to inventory 137

Per capita, earnings, curve 23

Earnings, Market Street Railway 22

Rides per day 22

Personnel

Market Street Railway 37

Railway report 1

Pension fund. Municipal Railway 153

Philadelphia Company, operated by Byllesby 10



INDEX XV

Piecemeal acquisition of Market Street Railway 76

Piers, for ocean traffic 15

Pittsburgh Utility Corporation, operated by Byllesby 10

Platform men, Market Street Railway, wage scale 64, 152
Policy of Market Street Railway Company, statement by President Kahn 12

Policy, necessity for determination of 12,176

Polk Street

Abandonment 78, 80, 11
Transfer business 85

Population, San Francisco

Chart showing growth 20
Estimates, various 19,22
Map 173
Method of estimating 172

Post exchange, bus operated by 15,16,24

Post office, payment of employees transportation recommended 172

Possible additional revenue from 156,178

Post Street, abandonment of service 79,80

Potrero and Bay View Railroad Company, acquisition by Market Street

Railway 5

Potrero Avenue, Municipal Railway Line on 6

Powell Street, cable line, heavy transfer business 85

Power
For cable lines 19
Cost of, Market Street Railway 31,153
Cost of, Municipal Railway 18,153
Electric, Market Street Railway 29
Of motors, difference in Municipal and Market Street Railway 15 4

Possible savings in 15 4

Quantity purchased by Market Street Railway 31

Precita Avenue, new trackage on 134

Present Market Street Railway System, chapter on 25

Present routes

California Street Cable Railroad 190
Description, Appendix "B" 183
Market Street Railway 183
Municipal Railway 189

Present traffic and service analysis, Appendix "C" 210

Present transportation facilities, chapter on 15

Presidio and Ferries Railroad

Acquisition by Municipal Railway 6

Not included in United Railroads 5

Price to be paid

For California Street Cable Railroad Company 177
For Market Street Railway 145,177
How decided 177

Private companies

Acquisition by City is logical course 176
Agitation for purchase of 7

Incorporation into a city-wide system 1

Purchase recommended 177
Municipal operation of 7 6

Remaining after organization of United Railroads 5

Public Utilities Commission, recommended establishment of 17 7
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Public Works, Board of

Authorized to prepare report 1

Directed to make valuation, 1921 7

"Pull-ins" due to motor failure. Market Street Railway 33

Purchase

Market Street Railway, discussion of 11
Price. $36,000,000 proposed by League for Railway Unification 11,12
Detroit Railways 145
Market Stree.t Railway, determination of 145
To be arrived at through negotiations 177

Private companies

Agitation for 7

Bonds for 177
Recommended 177
Wilcox plan 13

Utilities out of earnings, charter amendments 8

Quotation from "Electric Railway Transportation" 133

Quotations, market, stocks and bonds 142

Rail, kinds used by Market Street Railway 27

Railway costs, trend of 64

Railway funds, injunction against use of for valuation 8

Railway lines, proposal to supercede buses 85

Railway problem, necessity for action 12

Railway Unification, League for 12

Rapid transit 172, 174

Rearrangements of routes 77

Principles followed in 85,88

Recommendations
Chapter on 175
Operation, summary 178
Purchase, summary 177

Reconstruction (See "Depreciation," "Replacement")

After earthquake and fire of 190G 5,138
By years, Market Street Railway, chart 148
Program, track, Market Street Railway 29
One mile of track, cost of 149

Refinancing, Market Street Railway 8

Renewals (See "Replacements")

Replacements (See also "Depreciation." "Reconstruction")

Cost, one mile of track 149
Chapter on '. .' 146
Chart 145
Market Street Railway, track 27
Track and roadway 149

Report

Authority and scope of 1

Delays encountered 2

Ordinance authorizing, text of 181

Reproduction cost

Market Street Railway 139
Pavement, all systems 154

Rerouting 85,88
Details of proposed routes 85
Improvement of service through more equitable distribution 88
In unified system 77
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List 89
Map showing 86,87
New construction required by 85,88,134
Plan, adoption recommended 178
On Market Street 81
Possible hostility to 88
Savings through 132
To decrease transferring 85
Tracks to be abandoned through 136
With California Street Cable Railroad Company 81
With Municipal lines 175

Reserve for depreciation 146
Retirement, old employees, Municipal Railway 153

Revenue
All systems, comparative statement 160
By lines, Market Street Railway, Table XVI 5 0
Comparison by routes, chart 5 2
Market Street Railway, detailed discussion 48
Market Street Railway, Table II 22
Operating, Market Street Railway, Table XIV 47

Curve 5 4

Income statement 42,45
Per car hour, Table XV 48

Market Street Railway, curve 55

Per car mile and car hour by routes, Table XVII 51
Market Street Railway, curve 4 6,55
Table XV 48
Table II 22

Possible increase in 155

Passengers

Number carried 21
Market Street Railway, Table II 22
Per car mile, Table X 35
All systems, Table XXIV 160

Street railways

Affected by automobiles 22
Decrease in 20,22,24

Reversion to the City, provision for in certain cases 140

Revocable permit

Franchises, proposed in lieu of surrendered 12
Mileage of track operated under 25

Rides per thousand population 22,23

Riding habit

Curve 23
San Francisco 21,24

Road and equipment, Market Street Railway, balance sheet statement 39

Roadway replacements 149

Rolling stock, Market Street Railway, description 3 2

Routes, count of passengers on 210

Map Frontispiece*

New, details of 89
List 131
Map of 86, 87

Market Street Railway, number of Frontispiece
Statistics of, Table X 35

Municipal Railway, description of 189
Operating results by, Table XVI 50
Present 129

Description of 183
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Proposed, laid out to decrease transfers 85

Running time

Effect of automobile parking on 15S
Present routes 192

Sachse, Richard 1

Salaries, aggregate

California Street Cable Railroad Company 16
Market Street Railway 16,37
Municipal Railway 16

Sale price, United Railroads properties, 1921, denned 7

San Francisco

Area of 15
Assessed valuation 168
Entrances to 15
Population, curve 20

Various estimates 19,22
Map 173

Present transportation facilities 15
Street railway statistics, Table 1 16
Topography of 15

San Francisco and San Mateo Electric Railway Company
Market Street Railway investment in 41
Ownership by Market Street Railway Company 10

San Francisco Electric Railways, transfer of property 8

San Mateo Line

Acquisition by United Railroads 5

First electric line 4

Purchase by "Baltimore Syndicate" 5

San Mateo County, miles of track in 19

San Diego Consolidated Gas and Electric Company
Operated by Byllesby 10

Savings under Municipal operation 153,158
Paving expense 154
Power possible 154
Through unification 132,158

Schedules, importance of 132

Studies 132

Second Avenue, discontinuance of service 80

Separate systems, most efficient service impracticable with 88

Service

Distribution of, map 173
Inequality of 19
More equitably distributed through rerouting 88
Possible discontinuance of 77,80
Present standard of 24

Shops

Market Street Railway 29,30
Municipal Railway 18,174

Sidewalks, narrowing of, to assist traffic 17

Sierra and San Francisco Power Company 10,31

Signals, traffic, effect of 20

Sinking fund. Market Street Railway, balance sheet statement 31)

Skip stop operation 156,178
Sloat Boulevard, tracks on, acquisition by City 140

South San Francisco Railway and Power Company 5, 10, 11,41
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Southern Heights District, extension of service to 172

Southern Heights and Visitacion Railway Company acquired by Market Street

Railway 5

Southern Pacific Company
Ferries operated by 16
Interest in Market Street Railway 5

Suburban service 15

Special work, track, future expenditures for 29

Speed, desire for 156

Effect on revenue 49
Methods of achieving 156,157

Standard Gas and Electric Company
Interest in Market Street Railway 10
Properties controlled by 10

Standard Power and Light Company interest in Market Street Railway 10, 11

Standby charge for railway service 177
Stanyan Street, abandonment of service 80

Starring, Mason B., negotiations by 12

Statistics

Street railways in San Francisco, Table 1 16
Traffic, all systems, Table XXIV 6S

Steam operation of early railways 4

Stockton Street

Municipal Railway line on 6

Tunnel, utilization of 81

Street railways

Analogous to other utilities 176
Effect of automobiles on 20
First incorporated 4
History 4

Necessity of , 175
San Francisco standard of service 2 4

Streets, rectangular layout detrimental to railway traffic 17

Substations

Description 30, 31
Location and capacity, Table VI 3 0,31
Map showing location 30

Substation equipment, description and ownership 31

Subway and rapid transit 174

Cross town 8 2

Market Street 81,82,174
Sunset Tunnel, utilization of 81

Sunset Line, Municipal Railway, beginning of operation ' 7

Sutro, Adolph, construction of railway by 5

Sutro Railroad Company
Acquisition by United Railroads 5
Ownership by Market Street Railway 10
Market Street Railway investment 41

Sutter Street Railroad Company
Acquisition by United Railroads 5

Beginning of operation 4

Market Street Railway investment in 9 4

Ownership by Market Street Railway 10,11
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Tables

Abandonments, proposed

Service 80
Track 80, 136

Annual charges, on new capital 169
Appraisals, various, comparison of 144
Average costs, railway 64
Balance sheet. Market Street Railway 39
California Street Cable Railroad Company income statement 160
Car hours. Market Street Railway 34,129

Proposed routes 131
Car houses, location and capacity of 29
Car miles, Market Street Railway 34, 129

Proposed routes 131
Cars, proposed routes 131

Combined operation

Car hours, car miles, cars 131
Cost of operation 162, 167
Financial results at assumed purchase prices 167
General and miscellaneous expenses 165

Costs, present service, all systems 161
Railway, average 64

Deficits and tax rate increase 170
Depreciation study, Market Street Railway 147
Employees, Market Street Railway 37

Franchise expirations

Track mileage by years 25
Valuation by dates of 140

Income statement

Comparative, all systems 160
Market Street "Railway 43, 44, 45, 47, 160

Market Street Railway

Balance sheet 39
Employees 37
General statistics 16
Operating statistics . 22, 34. 35, 43, 44, 45, 47, 48

Summary of valuation 139
Valuation of securities 141

Mileage, franchise expiration by years 25,27

Municipal Railway
General statistics 16
Operating results 150,151,160
Passengers per car mile 48

New capital, annual charges 169
New track construction required 131

Operating expenses

By accounts. Market Street Railway 59
Cable, bus, trolley, Market Street Railway 61

By groups, Market Street Railway 56
Operating results, by lines 50

Combined systems 162,167
Municipal Railway 150,151,160

Operating statistics. Market Street Railway 22
Ownership of substation equipment 31

Passengers

Per car mile 48
Carried by all lines 67

Present routes, car hours, car miles, maximum cars 129
Present service, all systems, cost of 161
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Revenue per car hour and per car mile 48, 51
San Francisco, street railway systems 1G

Service
To be -abandoned 80
Operated, by lines 35

Statistics 16, 22, 34
Stocks and bonds, market value 141,142
Street railways, San Francisco, statistics 16
Substation equipment, ownership of 31
Substations, location and capacity 30,31
Tax rate increase to cover deficits 170

Tracks
To be abandoned 80, 136
To be constructed 134
Franchise expirations by years 25,27

Traffic
Check, program of 74
Statistics, all systems 68 •

Statistics, Market Street Railway 34,35
Transfers, analysis of 70,71

Valuation, Market Street Railway
By dates of franchise expirations 140
Securities 141
Summary 139
Various, comparison of 144

Wage scale, comparison of 15 2

Market Street Railway 64

Taraval Street

Municipal Railway 6

Tracks on, provision for acquisition by City 140

Taxes
Contribution from, for Municipal Railway IS
Contribution from, New York 175
Contribution from, suggested for San Francisco 177
Increase in rates to cover deficit 168, 170, 171
To cover deficits, recommended 177
By lines, Market Street Railway, Table XVI 50
Market Street Railway, Table XIV 4 7

Income statement 43, 44, 45

Taxicab service 156

Tenth Street, abandonment of service on 79,80,136
Thirty-fifth and Thirty-third Avenues

Tracks on, provision for acquisition by City 140

Time tables, importance of 13 3

Topography of San Francisco 15

Track
Effect of franchise expirations on condition of 27
Life of 27, 29
Mileage, tabulation by franchise expirations 2 5

Miles of, in San Francisco, Table 1 16
Operated under revocable permit, mileage 2 5

Reconstruction by years, chart 148
Renewals, expenditures required 29,149
Replacements 149

Trackage, existing, use of in new system 1

New, required for rerouting 85, 134

Tracks

Future heavy expenditures on 138
Operated without franchises, mileage, Table III 25
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Remaining after discontinuance of service 79,80
Renewal, cost of 149
Reverting to City 140
Summary by franchise expirations 140
To be abandoned 77,80,136
To be constructed 134

Traffic

Check of 1, 2, 72, 74
Congestion due to automobiles 20
Market Street Railway analysis 210
Signals, effect of 20
Statistics, all systems. Table XXIV 68
Studies 132

Transfers, method of analysis 69

Traffic survey, chapter on 66

Transbay bridge, effect on traffic 81

Transfer

Analysis of traffic on. Table XXV 70,71
Attempt to attain minimum use of 85
Between buses and cars, discontinuance recommended 17S
Between different systems 36
Bus lines 156
Lines using most 85
Number of passengers using 36

Passengers

All systems 34
By lines, all systems, Table XXIII 67

Unified system, method of estimating 166
Policy of Market Street Railway 3 4

To be decreased by rerouting 85
Universal, recommended 178

Transmission circuit, 11 k. v. map 30

Transportation

Areas remote from, map

...

173
Facilities, interurban 15

Intra-city 16
Present 15

Necessity of 175
Requests for considered 172

Tunnels, utilization of 81

Turk Street, new Richmond Line, via 172

Twentieth Avenue, tracks on, provision for acquisition by City 140

Twenty-fourth Street, new trackage on 134

Twenty-second Street, abandonment of service on 79,80,136
Twenty-sixth Street, new trackage on 134

Twin Peaks Tunnel Line

Beginning of operation 6

Extension to Miramar Avenue 6,7
Utilization of

.

81

Underground conduits, map 30

Unification

Recommended 177
Under Municipal ownership, only satisfactory solution 176



INDEX XXIII

Unified service, desirability of 175

Unified system (See also "Combined Systems," "Municipal Operation") 85

Additional capital required for 166
Adjustments of 77
Car hours 162
Car miles

.

162
Estimated results 1

General and miscellaneous expenses
Necessary for greatest efficiency 8 8

Operating results 161,162,167
Union Street Line 5, 6

United Railroads (See also "Market Street Railway")

Agitation for purchase of 7

Constituent systems 5

Dispute over Church Street Line 6

Dissolution of 10
History of 5, 6
Income statement 42,45
Independent lines left after formation of 5

Reorganization, 1921 8

United Railways Investment Company, interest in Market Street Railway

Company 10

United States Census Bureau, population estimate 19

United States Post Exchange, bus operated by. 16

Universal transfer, effect on revenue 166

Utilities

Policy of the City 176
Proposed establishment of Commission 177
Purchase of, out of earnings 8

Vacations, annual, Municipal Railway 153

Valencia Street, cable railway on 4

Valuation

Chapter on 137
By Byllesby Corporation, 1926 12
Date of 137
Deductions from 138
Future adjustments 140
Injunction against using railway funds for 8

Items excluded from 137

Market Street Railway

M. M. O'Shaughnessy, 1921 11
Summary of 139

Method of inventory 137
Previous, use of 2

Property covered by 13 7

Stocks and bonds 141
Suggestion by Wilcox 13
Summary by dates of franchise expirations 140
To be prepared 1

Of United Railroads, 1921, preliminaries to 7

Various, comparison of 141. 144

Van Ness Avenue, abandonment 78

Municipal Railway line on 6

Voltage, drop in, on Market Street Railway 31

Von Phul, William, conference with, on valuation 7, 11



XXIV SAN FRANCISCO STREET RAILWAY REQUIREMENTS

Wage scale

Effect on operating costs 158

Market Street Railway 64,152
Municipal Railway 152

Wages
Aggregate, Market Street Railway 37

Higher, effect of, under Municipal ownership 177

Street railway employees, San Francisco 16

Walking distance, reasonable limits 172

Washington Street, abandonment of 78,80,136

Wawona Street, tracks on, provision for acquisition by City 140

Western States Gas and Electric Company 12

White front cars, Market Street Railway 33

Wilcox, Delos F.

Report of 13

Resolution employing 13

Working conditions. Municipal Railway 152

Yards, list and map 29.30
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